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HANDS OFF THE ACT 

We have repeatedly contended that, whatever defects 
there may be in the transportation act of 1920, changes 
to correct those defects should not be urged at this 
session of Congress, but that a policy of “hands off” the 
act should be followed. The unwisdom of advocating 
changes in the act at this session of Congress, we believe, 
is emphasized by what has taken place in the hearings 
before the sub-committee of the Senate interstate com- 
merce committee on the Howell-Barkley railway labor 
bill, particularly in a statement concerning the testimony 
issued by D. B. Robertson, president of the Brotherhood 
of Locomotive Firemen and Enginemen. This statement 
follows: 


Unexpected public and even railroad support for the major 
proposals of the Howell-Barkley bill to abolish the Railroad 
Labor Board has developed in the hearings before the Senate 
committee on interstate commerce. 

The National Industrial Traffic League (the largest or- 
ganization of shippers in the country), urged the senators to 
abolish the Labor Board and to restore government mediation 
to settle railroad labor disputes, which is what the Howell- 
Barkley bill would accomplish. 

Chairman Hooper, of the present Labor Board, urged the 
committee to retain the Labor Board but to require the creation 
of adjustment boards to settle minor grievances. These are 
required in the proposed act. He also approved the proposition 
that railroad managements should be compelled to confer with 
the real representatives of the employes in order to prevent the 
making of fraudulent contracts with pretended representatives 
chosen in fact by the railroads. 

._ The railroad executives admitted that the underlying duty 
imposed in the proposed law was a proper and necessary one— 
that is, to confer and make agreements with employes through 
collective bargaining. They advocated that the membership 
of the present Labor Board—three railroad, three employee, and 
three public members—should be changed to two railroad, two 
employe, and five public members. The decisions of the Labor 
Board would then be made by the five public members. These 
decisions are only advisory and not enforcable by law. The 
Labor Board thus changed would be practically a board of five 
public mediators. That is exactly what is provided for in the 
Howell-Barkley bill as the government Board of Mediation and 
Onciliation. 
Every important feature of the proposed railway labor act 
has thus received strong support from influential critics of the 
bill and the number of friends of the proposed legislation at the 


Capitol has steadily increased since the hearings began March 
18. From a poll of the Senate now in process of completion, I 
predict that when the bill reaches the floor there will be a sub- 
stantial vigorous majority in favor of its passage. 

The testimony in behalf of the National Industrial 
Traffic League, which, as reported elsewhere in this issue, 
took a decided stand against the Howell-Barkley bill, 
is construed, in effect, by Mr. Robertson to be in favor 
of the bill. If the League had adopted the policy of 
“hands off” the act at this time and had taken that posi- 
tion before the committee, Mr. Robertson could not have 
placed the construction on the League’s testimony that 
he did in his statement. Chairman Hooper, of the Rail- 
road Labor Board, who made as vigorous an attack on 
the Howell-Barkley bill as did the witnesses for the rail- 
roads, is placed by Mr. Robertson in the position of 
favoring the principles of the bill. Even the railroads’ 
testimony is construed by Mr. Robertson as favorable to 
the bill. We leave further comparison of his statement 
with the testimony of the avowed opponents of the bill 
as reported in The Traffic World. 

In his rebuttal testimony, reported elsewhere in this 
issue, Mr. Robertson referred to the discussion of the 
adjustment of labor disputes between the carriers and 
their employes at the sessions of the National Trans- 
portation Conference held in January under the auspices 
of the Chamber of Commerce of the United States. No 
concrete proposal for changing the present method of 
adjusting those disputes was agreed on by the conference. 
On that subject the conference made the following 
declaration : 


The conference recognizes the paramount importance of the 
problem of labor relations between carriers and their employes, 
not only as affecting the parties immediately concerned, but the 
general public. The conference expresses the hope that con- 
ferences may be arranged between the carriers and their em- 
ployes and the public, looking to the development of a con- 


structive plan for perfecting the existing machinery for dealing 
with these problems. 


And immediately following that declaration came 
the following : 


No change should be made in any important provision of 
the transportation act until it has had a fair trial, which as yet 
it has not had. 


The National Transportation Conference, in our 
opinion, would have done better had it omitted the first 
declaration quoted, though the declaration made on the 
subject of labor relations, when analyzed, means little. 
It went far enough, however, to give the proponents of 
the Howell-Barkley bill an opportunity to refer to it as- 
having considered the question of revising the labor pro- 
visions of the transportation act. The opponents of the 
bill certainly do not regard it as “a constructive plan for 
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IGHT AND DAY, the 


Illinois Traction System offers 


a modern passenger service in its 
territory. It has applied the same high standards to passenger 
operation that have made it an efficient freight carrier. 


This trunk line electric railway, 


with its 550 miles of track, was one of the 


first in its class to equip its best trains with parlor 
cars and was the first electric railway to offer its patrons 
sleeping car accomodation. 


The parlor and sleeping car 


service of these lines between St. Louis, 
Springfield and Peoria has become justly famous 


with travelers in this central west territory. 
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ARLOR CAR TRAINS, which 
operate twice daily between St. 
Louis, Springfield and Peoria, afford 

the maximum of daylight travel comfort. 
Large, upholstered parlor chairs, a roomy 
awning’d observation platform, library 
table, club section for card playing, smok- 
ing compartment and a la carte buffet, 
with courteous attendants, are features of 
this deluxe service. 


Illinois 





long berths, windows in upper 

berths, and safety deposit vaults 
for valuables make the night journey be- 
tween St. Louis, Springfield and Peoria a 
pleasant memory. There is no smoke or 
cinders. And while you sleep aboard the 
“Owl” you have the satisfaction of know- 
ing that ever-watchful automatic block 
signals assure your safety. 


Nore ben CARS, with extra 


raction System 
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perfecting the existing machinery for dealing with these 
problems.” The expressed hope of the conference that 
“conferences may be arranged between the carriers and 
their employes and the public, looking to the development 
of a constructive plan” has not been realized. According 
to the testimony of Mr. Robertson, Hale Holden, chair- 
man of the executive committee of the Association of 
Railway Executives, rejected an invitation extended by 
Secretary Hoover, of the Department of Commerce, to 
confer with the railroad labor leaders on the subject. 
Perhaps the reason for that rejection was a suspicion 
on the part of Mr. Holden that what would be acceptable 
to the railroad unions would not be acceptable to the 
railroads. 


Regardless of the merits or demerits of the Howell- 
Barkley bill, the developments in connection with the 
hearings on it have conclusively proved, we think, the 
wisdom of the “hands off” policy. The present is no time 
to suggest changes in the transportation act. 


THE TRANSPORTATION INSTITUTE 


We are publishing elsewhere a report by the research 
council of the National Transportation Institute on the 
relation of freight rates to wholesale prices. This is the 
second of the surveys put out by the Transportation 
Institute and its research council. It may be a sign of 
returning life and vigor, or it may be only an expiring 
gasp. 

The time has come, we think, to be frank about this 
Transportation Institute, not only for the information 
of those who are interested in it and are contributing 
to it, but as a word of warning to those persons espe- 
cially charged with the administration of its business. 


It was founded on a splendid conception—that of an 
institute supported by all interests desirous of obtaining 
and enabling the public to obtain authentic transporta- 
tion information from competent and unbiased sources. 
From the first, it has been subjected to the sneers and 
suspicions that all such enterprises must meet from the 
jealous and the skeptical. It has been charged, among 
other things, that it was founded in the interest of the 
carriers. This charge has been unwarranted. It arose, 
insofar as it arose from anything definite, from the policy 
of asking the railroads to underwrite the immediate cost 
of operation. This was perhaps necessary, if there were 
to be any funds that would enable the institute to func- 
tion, but those at the head of the institute, possibly, 
erred in not admitting frankly at all times the fact of 
this railroad underwriting, explaining that it was a tem- 
porary arrangement, and proceeding to discharge the 
obligation as fast as possible. It was, indeed, the pur- 
pose to discharge this obligation and to permit the 
carriers, after it was discharged, to have only a propor: 
tionate share in the support of the institute, but this 
Purpose has not yet been fulfilled, for reasons that we 
think it well now to go into. 


From the first, in our opinion, the work the institute 
was supposed to do has been hampered by the fact that, 
under its form of organization, its research council— 
constituted for the purpose of gathering data on im- 
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portant problems of transportation—has been a law unto 
itself, not subject in any way to the board of directors 
or the officers except for support. It has not functioned. 
It has prepared only two reports, and these on compara- 
tively unimportant subjects, at a time when there is 
opportunity for the dissemination of much information 
that would have a bearing on vital matters under present 
consideration. The institute has been hampered also by 
the fact that its plans were so pretentious that it has not 
had enough money to carry them out satisfactorily. It 
has suffered from the fact that, in many cases, its ad- 
ministrative officers, though they receive good salaries, 
are employed only on a part time basis; they have other 
interests that take their time and they have not always, 
we believe, given to the institute the effort it needed at 
the time it should have been given. 

At the last meeting of the board of directors, last 
February, a report of a special committee that had been 
looking into some of the troubles of the institute was 
adopted, looking toward a reduction of expenses, the 
raising of more money, and a readjustment of administra- 
tion. Under this plan, Congressman Sydney Anderson 
was elected president to succeed James R. Howard, who 
became chairman of the board of directors, with full 
charge of public relations. The public relations depart- 
ment was to remain in Chicago and the other offices were 
to be moved to Washington. Salaries were cut but they 
still remained ample, at least on the part time basis. 
Now it seems that Mr. Anderson is not ready to assume 
the presidency, because of the state of his health, but 
Mr. Howard is not president. We understand also that 
Mr. Anderson wants all the departments moved to Wash- 
ington. In the meantime, the institute is a ship without 
a rudder or a pilot, adrift in a sea that is none too 
friendly under any circumstances. 


Our purpose in these remarks is not to hurt the 
institute, for we have been for it from the first, but to 
point the way for reconstruction on some plan that will 
enable it to function in the way that was intended. It 
should be reorganized, in our opinion, with the one pur- 
pose, of issuing information to the public. Its research 
council should be under the authority of the directors 
as to what subjects it should investigate and when its 
reports should be made, though not, of course, as to the 
nature of its findings. Its administrative officers should 
be men of ability who would give their full time to the 
work, and they should receive ample compensation. Its 
organization should be cut to the minimum consistent 
with these ends. After it had sold itself to the public 
by what it had done, it could then consider plans for 
enlargement of its efforts and a widening of the scope 
of its work. It began at the top and it has, apparently, 
been building toward the bottom, instead of beginning 
at the bottom and building toward the top. 


We say these things in the utmost friendliness, but 
we feel that they should be said in some other place 
than in a meeting of the board of directors—where they 
have already been said—for the Transportation Institute 
must get its support from the public, if it is to live, and 


it can get that support only on some such sound basis 
as we suggest. 
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I. C. C. TRAIN CONTROL ORDER 


The Trafic World New York Bureen 


Operating heads of the forty-two railroads affected by the 
second automatic train control order of the Commission will 
meet in Chicago on April 17 to prepare their case for presenta- 
tion before the Commission, May 7. 

Leadership among the railroads at the hearing will be taken 
by the special committee which recently asked the Commission 
for a hearing. This includes W. J. Hanrahan, president of the 
Chesapeake & Ohio; Samuel Rea, president of the Pennsylvania; 
N, D. Maher, president of the Norfolk & Western; Ralph Budd, 
president of the Great Northern; W. L. Mapother, president of 
the Louisville & Nashville; and L. W. Baldwin, president of 
the Missouri Pacific. 

The question of how the case will be handled for the car- 
riers that were not included in the reopening of the hearings 
by the Commission has not been determined. The committee 
mentioned above asked the Commission to grant a hearing to 
all the carriers affected by the two train control orders, of 
which there are 93. The Commission replied that it would hdar 
the appeal only of those roads embraced in the second order. 
It is said in New York that the roads ignored in the Com- 
mission’s decision had thus far taken no steps for the joint 
protection of their interests, but that they would probably await 
the outcome of the present hearings and depend on the inter- 
cession of the committee originally appointed to file their plea. 


RECOVERY OF EXCESS INCOME 
The Trafic World Washington Bureau 


The Commission, in a statement issued April 5, announced 
that it had reecived, under date of April 3, from the Richmond, 
Fredericksburg & Potomac Railroad Company payment of 
$169,343.87 as one-half of its excess net railway operating in- 
come for the calendar year 1922, as shown by preliminary com- 
——— based on a valuation placed on the properties by the 
carrier. 

“This is the first class I carrier to make payment to the 
Commission under the recapture clause of section 15-a of the 
interstate commerce act,” the Commission said. 

In Finance Docket No. 3541, Excess Income of Duluth, 
Missabe & Northern Railway Company, the Commission has 
issued an order providing for investigation of the excess income 
of that carrier. The order, in part, follows: 


The Commission having under consideration the matter of the 
determination of excess net railway operating income of the 
Duluth, Missabe & Northern Railway Company, under the provi- 
sions of section 15a of the interstate commerce act; and 

It appearing, That on the ist day of April, 1922, the said 
company filed with this Commission a report for the period 
March 1 to December 31, 1920, inclusive; on the ist day of 
May, 1922, a report for the year ended December 31, 1921; and 
on the 28th day of April, 1923, a report for the year ended Decem- 
ber 31, 1922; said reports being filed in response to orders of 
this Commission issued, respectively, on January 16, 1922, March 
16, 1922, and March 21, 1923, In the Matter of the Recovery and 
Payment of Exess Railway Operating Income under the pro- 
visions of section 15a of the interstate commerce act; and 

It further appearing, That in said reports the said com- 
pany sets forth, among other things, that the value of the property 
held for and used by it in the service of transportation for said 

eriod of March 1 to December 31, inclusive, 1920, was not 
ess than $118,302,566; for the year ended December 31, 1921, 
not less than $120,477,511; and for the year ended December 31, 
1922, not less than $126,215,752; and that the said company 
received no excess net railway operating income, within the 
meaning of said section, for any of said periods. 

It is ordered, That said matter, and particularly the matters 
set forth in said reports be, and they are hereby, assigned for 
hearing before the Interstate Commerce Commission, Division 4, 
at the office of the Commission at Washington, D. C., on the 7th 


day of May, 1924, at 10 o’clock a. m., for the purpose of receiv- 


ing evidence upon said matters. 


POSTAL SALARIES AND RATES 


The Trafic World Washington Bureau 


Postmaster-General Harry S. New, in a letter this week to 
Senator Edge of New Jersey, chairman of the joint sub-commit- 
tee on post office and post roads, outlined the Post Office De- 
partment’s views on pending bills to increase salaries of postal 
officials and employes and the necessity for increased revenue 
to meet such increases. If pending salary bills are passed, the 
Postmaster-General said, the postal expenditures will be in- 
creased in the neighborhood of $150,000,000. 

Mr. New said he had endeavored to make it plain to the 
committee that he did not oppose a readjustment of salaries 
where the facts would warrent increase, but that it was plain 
to him that “no such increases as are carried in the bills now 
before your committee are warranted.” The Postmaster-Gen- 
eral submitted a substitute suggestion that would result in in- 
creased compensation aggregating approximately $43,000,000. 

“As you well know,” said Mr. New, “the revenues from the 
postal service do not now equal the expenditures. There was 
a deficit for the last fiscal year of nearly $30,000,000 and there 
will be a deficiency for the present fiscal year. The state of 
the national budget will not permit a draft upon the national 
revenues for the payment of increases in postal salaries. It 
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follows, of course, that if any bill is passed increasing salaries 
in the postal service, the revenues to meet the same musi be 
raised by increases in postage rates.” 

Discussing proposals to raise the revenue from parcel post, 
Mr. New said it would be unfair to tax parcel post with the 
entire amount needed, “even if such could be done without 
detriment to the service.” He referred to probable loss of 
business if postal rates were unduly increased, and said that 
was especially true with reference to parcel post. He said the 
department carried a large amount of parcel post because its 
rates successfully competed with other transportation and de- 
livery charges. Discussing the subject of parcel rates further, 
he said: 


With respect to parcel post and based upon such incomplete 
knowledge as the Postmaster General has been able to acquire in the 
absence of the complete and accurate figures which have been antici- 
pated as the result of the cost ascertainment now in progress and 
nearing completion, the Postmaster General has been convinced that 
in the interest of good business the rates might, and should be, 
subjected to an upward revision. In other words, the Postmaster 
General is convinced that the Department has carried this business 
ata loss and at lower rates than are justified by the service rendered 
and therefore it had been the intention of the Postmaster General, 
regardless of any increases in the salaries of employes of the ex- 
igency which is now presented, to thoroughly revise such rates after 
the ascertainment of costs shall have become definitely known and to 
place such rates upon a scientific basis and on a schedule which 
would nearly pay the cost of conducting that service. 

I have urged by letter and otherwise the desirability of not 
undertaking the revision of postage rates until the results of the 
Cost Ascertainment which is now being conducted shall have become 
known which will be in a few months. It has been made evident, 
however, that there is a strong desire upon the part of the friends 
of these bills to législate upon rates regardless of that situation. 

To meet this emergency it is incumbent upon the Department to 
suggest to you whence the additional revenues may be raised. There 
are services with reference to which we are confident the Department 
is losing, but how much is yet undetermined. Upon each of these 
services there may be placed some increase in the postage rates. 

In accordance with the above suggestion the Department has 
prepared proposals for slight revisions in the following classes of mail 
matter and special services which it is estimated will produce the es- 
timated additional revenue for the fiscal year 1925 named below. The 
terms of the legislation necessary for this purpose are included in the 
draft of the Department’s substitute suggestion. These classes and 
amounts are as follows: 


sO Siaie as ans sa ok easel dO%.2 D4S ANA AEWA Ae CCA OE $ 4,985,000 
Third class (for portion included in fourth class)..........++. 500,000 
I I aa ose owe. gta e pwd Mein © Bn SRW Ye betes + +o Owe 30,100,000 
Ere ceiehaaiana dice 0s s o'e's <0: o.0)0'e anu 9 SWiSw'E.5/6 10.6.0 019, b Cage Cel 1,750,000 
ai abhi 06: ora¥ hy 0 nw oa seis 0.6:0-6 F wma DE RUSE DOs 1,200,000 
ne me gle SREB EO oa e6rtes's oe ndergn, oe 0.66.66 en ee <9 Ome ae TRbls go 
NE se 6 oon adecind ee 6ViSac sd BAS e oe oe ecee sen @ems m 
SOE PE Sole iw ec cew ee cote cenees thneSee ee nes ev esters 2,761,000 
Saw cere Wha hao caeve orc c cies kod aeons Ob Solas Paine ce eee pare ete $43,296,000 


The bills discussed by the Postmaster-General are the Paige 
bill (H. R. 7016) and the Edge-Kelly bill (S. 1898). 


Oscar E. Bradfute, president of the American Farm Bureau 
Federation, in a statement, said the present was no time to 
raise parcel post and fourth class postage rates. He said the 
bills providing for salary increases for postal employes and 
for rate increases to raise additional revenue would lay an 
additional burden on the farmer. He said there should be no 
increases in rates at the present time, and that action should 
be deferred until the cost survey had been completed. He 
said any member of Congress who voted for the proposed in- 
crease in rates before the survey was completed would do 
so “blindly and arbitrarily.” 


FINANCE APPLICATIONS 


The Glenmora & Western Railway Company has applied to 
the Commission for authority to abandon its line of railroad ex- 
tending from McNary to Holdup, La., a distance of 17 miles. 
The line was built to serve sawmills and manufacturers of 
forest products, which have ceased operation with the exception 
of one lumber company, which is served by the Missouri Pacific. 

The Stewartstown Railroad Company, of Stewartstown, Pa., 
has applied to the Commission for authority to acquire control 
of the New Park & Fawn Grove Railroad Company, of New 
Park, Pa. 

The Greene Railroad Company, whose property is leased by 
the Delaware, Lackwanna & Western, has applied for permis- 
sion to issue $300,000 of first and refunding mortgage bonds to 
be guaranteed by the Lackawanna for the purpose of refunding 
indebtedness. 

The Pere Marquette Railway Company has applied to the 
Commission for reopening of the case involving its application 
for authority to abandon its branch line from Big Rapids to 
White Cloud, in Newaygo and Mecosto counties, Michigan. On 
July 25, 1922, the Commission refused permission to abandon 
the road. 

The Detroit & Mackinac Railway Company has applied for 
permission to abandon its Indian River branch in Cheboygan 
county, Michigan, from Tower to LeGrande, a distance of 9 
miles. The branch si an old logging road. The company also 
asks for authority to abandon its Lincoln branch, extending 
from Lincoln Junction to Lincoln, Mich., a distance ‘of approx!- 
mately 14 miles. 

The Bast Jersey Bailroad & Terminal-Company has asked 
for permission to issue $138,000 of 6 per cent equipment trust 
certificates in connection with the acquistion of 64 tank cars. 
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Current Topics 
in Washington 





Hard Day for Shippers.—Wall Street has its black Friday 
and, unless relief comes within a few years, shippers-may come 
tto regard April 7 as a black day for them in the Supreme Court 
of the United States. On that day the court of last say decided 
the fourth section reparation cases against them in the way 
the Commission has held against them in the Iten biscuit and 
Oregon fruit cases. Then, as a cracker for the whip laid on 
their backs in that matter, Associate Justice McReynolds added 
the paragraph announcing the adherence of the court to what 
it had said in the Wolf case. Coming on the heels of the letters 
written by Chief Justice Taft, which looked like a small opening 
of the door in that matter, it was a great surprise. In fact, 
the thought was that the court would ignore that phase of the 
so-called Parrington case, though the question of whether the 
Wolf case rule applied to the Parrington shipments was in issue. 
That double blow was made heavier: by the decision in the Du 
Pont case, in which the court held that the three-year period cof 
limitation for the beginning of suits for the recovery of under- 
charges did not apply to the agent of the President, appointed 
to wind up the affairs of the Railroad Administration. Inasmuch 
as it held that the United States was acting in its sovereign 
capacity when it took over the railroads, and statutes of limita- 
tion do not apply to the sovereign except when he expressly says 
they do, the implication is that suits for the recovery of under- 
charges may be filed a century or two hence, if the records 
in John Finerty’s office are kept up and some of the corporations 
now in existence continue in business. The thought of the av- 
erage shipper on that point, it is believed, is that, while, pevr- 
haps, the transportation law did not make the point clear, the 
intent of the federal control law was that the President, as the 
operator of railroads, should be regarded as a common carrier, 
subject to all the liabilities, to the shipper, of any other common 
carrier. The only exemption was that railroad property might 
not be seized by the sheriff or marshal under writs of execution. 
The Commission is acting on the theory that the President was 
an ordinary common carrier every day and ordering the pay- 
ment of reparation. The Director-General will not pay some 
awards, so the Commission issues its order. The net effect of 
the litigation seems to be that there was one rule under federal 
control and another, for the settlement of liabilities that arose 
in the period of federal control, provided for in the transporta- 
tion law. As to the main part of the opinion in the Parrington 
case, the Commission, particularly Chairman Hall, is entitled to 
present its compliments to Commissioner Campbell and suggest 
to him that, in the matter of fourth section reparation, there 
are keener minds than his for the determination of what the 
law really is. Chairman Hall laid down the thought as to the 
liability of carriers and the right of the shipper to recover 
his money in fourth section cases by saying that a public 
wrong did not signify private damage. The non-technical mind, 
it is believed, will always have trouble in proving to itself that 
there can be much righteousness in a situation that permits 
money to be taken, without warrant of law, but says no damage 
was done to him from whom it was taken, measured by ex- 
actly the amount that was taken from him by the taker be- 
cause he did not obey the law. That seems to permit of a 
doer of the unlawful to profit by his unlawful act. 





Germany Must Pay.—The Mixed Claims Commission, jealing 
with cases brought by American citizens against Germany for 
the recovery of damages caused by Germany to their property, 
has decided that Germany must pay for the destruction of ten 
ships (among them three oil tankers) by the submarines in 
the time the United States was in the war. It decided that 
three ships turned over the the War Department by the Ship- 
bing Board were not to be charged to Germany’s account. That 
was because the three were employed in war service and, 
therefore, subject to destruction. The only question left 1s 
as to how soon the owners of the ships will get their money. 
It took a century for this government to pay the claims of 
American citizens caused by the destruction of American shivs 
and cargoes by French war ships in the little war between the 
two countries that caused Washington to be recalled to the 
command of the armies of the United States, after he had re- 
tired from the Presidency. France was not to blame for that. 
It was the dilatoriness of the American claimants and their 
Own government. As a rule, after a citizen has obtained an 
award of damages or a judgment against his government, his 
troubles have only begun; there are too many little souls in 
Office vested with great power to stop payment and delay it for 
heart-breaking periods. Fighting with the government for 
Money it owes one, it is believed, is the most poignant illus- 
tration of the law’s delays and of the truth of the observation 
that, even if a man wins in a court, he may lose. If the 
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claimants against Germany get their money quickly it will be 
because the men of the American government who have funds 
belonging to Germany or German subjects do not emulate the 
ways of their predecessors who handled the French spoliation 
claims, 





Daugherty’s Tit for Wheeler’s Tat.—As seen by those who 
deplore the low tone in American public life today, the indict- 
ment of Senator Wheeler, of Montana, on a charge of accept- 
ing money to aid clients to obtain oil leases or oil prospecting 
permits, is Harry M. Daugherty’s reaction to Wheeler work 
as the “prosecutor” before the Brookhart committee investigat- 
ing Daugherty. A suggestion in connection with that is that 
Daugherty is entitled to credit, regardless of the motive that 
caused the indictment, because he has taken his “scandal” 
where it can be treated in the orderly and regular way, by a 
body that can punish Wheeler if he is guilty. Daugherty, of 
course, could have brought the charges against Wheeler in 
the Senate. But it is suggested that that would be futile be- 
cause the Senate could only expel Wheeler if it found him 
guilty. If the judge and jury find Wheeler guilty they can put 
him into prison and save the country the expense of a trial 
before the bar of the Senate, whereas, if the Brookhart com- 
mittee, with Wheeler as prosecutor, finds Daugherty guilty 
of anything, the latter cannot be punished until after he has 
gone through the grand jury and trial before a petit jury 
process. In other words, the money Brookhart and Wheeler 
are spending in the Daugherty investigation is being wasted, 
to a large extent, unless it be assumed that all possible grand 
juries and all judges in the District of Columbia are so crooked 
that, if Brookhart and Wheeler told them about Daugherty’s 
offenses, they would not prosecute him. That would be a rather 
hard assumption, because there are men on the bench who 
were appointed by presidents Taft and Wilson, as well as pos- 
sible grand jurors who are not prejudiced in favor of Daugherty. 
Under the indictment in Montana, the Daugherty prosecutor 
will have opportunity to “tell his story to the judge in the morn- 
ing’—the advice an arresting policeman is supposed to give to 
his prisoner having a gift of gab and desiring to exercise it on 
the arresting authority. Another suggestion in connection with 
the indictment is that Wheeler will have the right, immediately 
to cross examine any witness appearing against him. That 
right, the Daugherty men:say, was denied to their friend by 
Wheeler and Brookhart when Roxie Smith was allowed to say 
what Jess Smith, her dead divorced husband, had said about 
Daugherty. Regardless of the merits of that dispute, the 
self respecting men were inclined to wonder how it came 
that there were so many apparently low-toned men in office 
these days, and why all parties to the controversy had 
adopted the professional crook’s explanation of the cause 
of his arrest, which is, “it’s a frame-up.” Wheeler adopted 
it, almost verbatim. A United States senator might be sus- 
pected of enough originality to think of a new way of phras- 
ing that plea. 





Champ Clark Situation—The late James Beauchamp 
(Champ) Clark, as a delver into the quirks of history to 
show the controlling importance of apparently trivial facts, 
would have been delighted with a state of affairs that-is 
developing in the House of Representatives. It was his pas- 
sion, on occasion, to tell how and why a presidential election 
was once turned by the fact that a pig got stuck under the 
gate. Recollection says that that was in Rhode Island. A 
kind hearted man, on his way to the polls, stopped to release 
the pig. That made him so late that he lost his chance 
to vote. That made a tie or did some other untoward thing 
that upset the bean pots along a long row. On account of 
the threat of a third party, there is a possibility of the 
election of the next president being thrown into the House. 
The membership of the present House, should there be no 
election in the electoral college, would choose the next 
President, each state with one vote. At present, a majority 
of representatives from New York are Democratic. But there 
is a contest in the nineteenth district, a Democrat ‘being 
in possession of the seat, his Republican opponent contend- 
ing that he was elected. Nominally the House is Republican. 
Nominally, :each Democrat voting for his “d—rascal” and 
each Republican voting for his, the Republican would be 
seated. But the LaFollette party holds the balance of 
power. It has been voting with the Democrats, but not 
solidly. One of the LaFollette group has been accused of a 
social crime. He has betaken himself out of the society 
of men, pending trial. One Republican has been indicted, ac- 
cused of violating the prohibition and conspiracy statutes. 
Another is under investigation by a House committee on an 
allegation that he took money for working for a pardon from 
the President. If those two Republicans vote for the Repub- 
lican and some of the LaFollette people do not go along with 
the Democrats, the Democrat from the New York district will 
be thrown out and the Democrat majority in New York will 
be converted into a Republican majority. That, in the case 
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of a unit vote by states, would give the Republicans nominal 
control of a deadlock in the electoral college. Therefore, 
the Democrat leaders are making preparations to protest 
against the exercise of the legal right of the two Republicans 
to vote on the contested election case. The states now, on 
a unit vote, are nominally a tie, each party controlling twenty- 
four. It should be remembered, however, that Wisconsin is 
LaFollette, though the brand is Republican. With that situ- 
ation as a text, Champ Clark could have written a 300 page 
book of incidents showing the importance of comparatively 
trivial things. He knew many instances of that kind. 





One Rate Body Enough?—The turmoil created by section 
28, of the merchant marine law’s application to the traffic 
of the country, more than once since the Commission’s order, 
has suggested to practical traffic men who had to sweat 
over the situation, that what the country needs is a single 
body ta pass on all transportation questions. In their eyes 
the Shipping Board is disqualified to exercise any quasi-judi- 
cial functions because it is an interested party, as the owner 
and operator of ships. W. H. Chandler pointed that out when 
he said that the Shipping Board, in the matter of the appli- 
cation of the section, was the prosecutor, judge, and jury in 
its own case. Mr. Nicholson, counsel for the Shipping Board, 
in one of his remarks, suggested that the Newton bill, giving 
discretion to the Commission as to the enforcement of the 
section, was a proposal to turn over the administration of the 
section to a body that was on record as opposed to it. Traffic 
Men disagreed with that view as to the significance of the 
Commission’s 1921 report to Congress on the section. They 
were of the opinion that the Commission had merely pointed 
out to Congress that, in enacting the section, it probably had 
not given enough thought to the effect of the section on port 
equalization. The Commission pointed out that export rates, 
as a rule, were made to give ports and railroads serving them 
an opportunity to compete for traffic. It might have said, it 
has been suggested, that, if Congress intended to favor the 
north Atlantic ports as against the south Atlantic and Gulf 
ports, export rates should be based on distance—not distance 
to competitive markets, but distance via the rail lines in the 
United States—to the various ports. Making distance, rail 
and water, to competitive markets, the controlling factor 
would not have greatly hurt any port. Every shipper who 
appeared before the merchant marine and fisheries committee 
stood up for the Commission and the sanity of its work, es- 
pecially the practice it has of calling hearings even on things 
about which no great dispute appears. In fact, the only cri- 
ticism of the Commission, voiced by them, was about its 
failure to hold a hearing as to the amount of time to be al- 
lowed carriers to make their tariffs conform with section 28. 

A. 


COMMISSION ORDERS 

The Mason City Chamber of Commerce, Oil Refiners’ Divi- 
sion of the Chamber of Commerce of Shreveport, La., Oklahoma 
Refiners’ Association and the Texas Company have been author- 
ized by the Commission to intervene in Docket 15584, the Sin- 
clair Refining Company et al. vs. Ahnapee & Western Ry. et al. 

The Oklahoma, New Mexico & Pacific Railway Company, 
Chestnut & Smith Corporation, Oil Refiners’ Division of the 
Chamber of Commerce of Shreveport, La., Oklahoma Refiners’ 
Association and the Texas Company have each been authorized 
to intervene in Docket 15585, Miller Petroleum Co. et al. vs. 
Ahnapee & Western Ry. et al. 


The Delaware & Hudson Company has been authorized to 
install, in accordance with the terms of the Commission’s order 
in No. 13413, in the matter of automatic train control devices, 
an automatic train-stop or control device upon its line between 
Albany and Whitehall, N. Y., in lieu of the installation required 
upon that portion of its line designated in the order of Janu- 
ary 14. 

The Armstrong Cork Company, Bird & Son, the George W. 
Balbon Company, the Nairn Linoleum Company, the Waltona 
Works, Inc., and Joseph Wild & Co. have been authorized by 
the Commission to intervene in No. 15337, Memphis Freight 
Bureau, for Bry-Block Mercantile Company et al., vs. A. C. L. 
R. R. et al. The same parties as above named, with the addi- 
tion of the Standard Textile Products Company, have also been 
authorized to intervene in No. 15583, Certain-teed Products Cor- 
poration vs. A. C. L. R. R. et al. 

The Nelson Steamship Company has been authorized to in- 
tervene in No. 15489, The McCormick Steamship Company vs. 
C. M. & St. P. Ry. et al. 

The O’Gara Coal Company has been authorized to inter- 
vene in No. 15575, Old Ben Coal Corporation vs. C. C. C. & St. L 
Ry. et al. 

The Commission has modified its order in No. 13182, The 
Wichita Chamber of Commerce vs. Santa Fe et al., so as to 
permit the rates prescribed therein to be published on two 
days’ notice. 

The Barber Asphalt Company has been permitted to inter- 


TRAFFIC 





WORLD Vol. XXXII, No. 15 


vene in No. 15611, the Philip Carey Company et al. vs. Ann 
Arbor R. R. et al. 

The proceedings in No, 9560, Meridian Traffic Bureau vs. 
Southern Ry. et al., and I. and S. 1372, Meridian Rate Case, have 
been reopened for further hearing with respect to rates on 
gravel, in carloads. 

The Commission has granted a further hearing in Finance 
No. 1703, abandonment of White Cloud-Big Rapids branch by 
Pere Marquette Railway. 


SOUTHERN CLASS RATE CASE 


The Trafic World Washington Bureau 


The Commission announced, soon after the carriers had 
filed a petition for an extension of time in docket 13494, the 
southern class rate investigation, that Commissioner Eastman 
would confer, informally, at his office at 9:30 a. m., April 17, 
with those who wished to discuss the request of the carriers 
for an extension of time for the filing of exceptions to the pro- 
posed report. Some extension of time, the Commission’s an- 
nouncement said, would be granted, and the purpose of the 
conference would be to determine how much additional time 
should be given. Views in writing, the announcement said, 
would be accepted from those not able to attend. 

Counsel for New England and Eastern Trunk Lines, Cen- 
tral Freight Association Lines, Illinois Freight Association Lines, 
and Southern Lines filed a petition with the2Commissionin No. 
13494, Southern Class Rate Investigation, asking for an exten- 
sion of time within which to file exceptions to the report pro- 
posed by Commissioner Eastman and to make revenue tests. 
They said it was absolutely impossible for the carriers to analyze 
the report, calculate the short-line mileages to be uSed, and as- 
certain what the rates suggested will be, within the limited 
period of 40 days, the time allowed by the Commission, to say 
nothing of their inability to prepare within this time the neces- 
sary exceptions to the report. 


Counsel declared it was perfectly evident from the face of 
the report that drastic and serious reductions would inevitably 
result in the rates and revenues from inter-territorial traffic. 


They asked that the time for filing exceptions to the pro- 
posed report be extended for six months from April 4, or if 
that ‘were refused, that the time for filing preliminary excep- 
tions and objections be extended for ninety days from April 
4, and that petitioners be accorded the opportunity to file addi- 
tional exceptions or objections to the proposed report prior to 
the argument thereon, and after the results of the revenue 
test which they propose to make shall have been ascertained 
and submitted to the Commission. They further asked that 
the assignment of the case for oral argument on May 21, 22 and 
23 be cancelled and that the case be not reassigned for argu- 
ment until October or November, 1924. 


PETITIONS FOR REHEARING, ETC. 


The Clay Products Traffic Association of the St. Louis Dis- 
trict, intervener, has asked the Commission for reargument in 
No. 14019, Davis Fire Brick Company et al. vs. A. C. & Y. Ry. 
et al., and No. 14249, Chicago Retort & Fire Brick Company vs. 
C.7 . & P. H. %. et at 


The Romeo Stores Company has asked for rehearing and 
reconsideration by the Commission as to No. 13267, San Luis 
Valley Federation of Commerce et al. vs. Director-General, D. & 
R. G. W. R. R. et al. 


The defendants in No. 13192, Lucas E. Moore Stave Co.. vs. 
Director-General et al., have asked the Commission to reopen 
its proceedings for reargument and reconsideration. 

The complainant in No. 15056, The Central Pennsylvania 
Lumber Company vs. Tionesta Valley Ry. et al., has asked the 
Commission for rehearing therein. 

The complainant in No. 12798, Galveston Commercial Asso- 
ciation vs. G. C. & S. F. Ry., has moved the Commission to 
dismiss its proceeding therein. 

The complainant in No. 14512, American Radiator Company 
vs. Director-General, as agent, has requested the Commission to 
grant a rehearing. 


MODIFIED PROCEDURE DOCKET 


Commissioner Meyer has advised those interested that it 
has been decided to withdraw from the modified procedure 
Docket No 15672, St. Louis Coke & Iron Company vs, Alton & 
Southern et al. and No. 15650, Lookout Paint Manufacturing Co. 
vs. Missouri Pacific et al. 

Suggestion has been made that. No. 15745, Chattanooga 
Manufacturers’ Association et al. vs. New Orleans & Northeast- 
ern et al., be placed upon the modified procedure docket. 

Additional cases suggested for treatment under the modi- 
fied procedure method are No. 15770, Federal Match Corpora- 
tion vs, Great Northern et al., and No. 15769, Joseph Dixon 
Crucible Company et al. vs. Pennsylvania et al. 
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FOURTH SECTION RELIEF 


Applications for fourth section relief have been favorably 
acted on the Commission to the end that the carriers 
involved may establish and maintain a less-than-carload com- 
modity rate of 30 cents per 100 pounds on what may be de- 
scribed, broadly, as class traffic from Portland, Ore., and from 
Seattle and Tacoma, to points on Gray’s Harbor and Willapa 
Bay, Wash., such .as Aberdeen, Hoquaim, Casmopolis, South 
Aberdeen, South Bend and Raymond, Wash. The relief was 
granted in fourth section order No. 8890, based on fourth sec- 
tion application No. 2125, filed by the Northern Pacific, and 
No. 12125, filed by S. J. Henry, in connection with a mimeo- 
graphed report made on the applications mentioned. The pur- 
pose was to enable the carriers to carry less-than-carioad freight 
from Portland and the two Puget Sound ports to Gray’s Har- 
bor and Willapa Bay points in competition with the vessels 
bringing like traffic from San Francisco Bay points. 

The 30-cent rate the Commission found would be about 10 
per cent higher than the rates and terminal charges on goods 
moving by water from the California points of origin. It found 
that that rate would pay something more than the out-of-pocket 
cost plus the cost of carrying empty cars into the Gray’s Har- 
bor and Willapa Bay territory to bring out the products of that 
region. 

Commissioners Eastman and Campbell dissented, the latter 
writing a long statement of views, the principal points being 
that the rate would tend to deprive San Francisco of the ad- 
vantage of its location and its ability to induce boat lines to 
establish service between San Francisco and the destination 
territory, and that 30 cents did not constitute a reasonably 
compensatory rate within the meaning of the law. In addition 
he suggested the carriers made the application for permission 
to establish the 30-cent rate upon invitation by the Commission 
conveyed to them in a concurring expression of views in its re- 
port on Rates between North Pacific Coast Points, 64 I. C. C. 159. 
He said the application would never have been filed if it had 
not been invited by the concurring expression in the case men- 
tioned. He added that the rate situation was controlled by 
the rail lines and not by the water lines, basing that assertion 
upon what he said counsel for the carriers at the argument had 
stated, namely, that they, the railroads, regarded the water 
competition from San Francisco as insufficient to control the 
rates from Portland, and that the competing steamers from San 
Francisco made their rates just as low as, but no lower than, 
was necessary to move the traffic out of San Francisco. In 
other words, “that the rail rates control the water rates and 
not the water rates the rail rates,” said Mr. Campbell. 


“If this is true, and there is nothing in this record to the 
contrary,” added Mr. Campbell, “then the deduction is inevitable 
that the fourth section applications here under consideration 
were inspired by the Portland jobbers, who saw an opportunity, 
by accepting the invitation in the concurring expression re- 
ferred to, of securing less than reasonable rates on their prod- 
ucts.” 

Mr. Campbell said the majority report left no doubt that 
this relief was grounded solely on market competition, which 
to him was an unsound reason, and contrary to the Commis- 
sion’s language on that point in Coffee from Galveston and 
other Gulf Ports, 64 I. C. C. 26. He said the grounds for relief 
in that case and in this one were practically identical, “but in 
order to grant these applications and give Portland a lower 
rate that expression had to be disregarded and the policy laid 
down by the entire Commission reversed.” 

The case was a reconsideration of the fourth section appli- 
cations upon which the relief has been granted by the order 
issued in connection with this report, as well as all other appli- 
cations ‘by which the carriers sought authority to continue and 
to establish less-than-carload rates on canned goods, dried 
beans and peas, iron and steel articles and a long list of things 
that would be carried in stock by a general store, in a lumber 
region such as that on Willapa Bay and Gray’s Harbor. In the 
decision on Rates between North Pacific Coast Points, before 
Mentioned, the Commission held the carriers had justified their 
Proposal to cancel out an L. C. L. commodity rate of 24 cents 
and apply the full class rates. 

Mr. Campbell did not reproduce the expression used in the 
concurring views in the north coast case but the Commission 
itself referred to the fact that, in that expression the sugges- 
tion was made that the carriers consider the publication of a 
30-cent rate, to the end that they might not lose all the traffic, 
particularly as the traffic under the 24-cent rate was in the 
direetion of the empty car mévement. 

The opposing views of the Commission and of Mr. Camp- 
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bell on what may be designated as the economic phase of the 
matter are summarized in two paragraphs. The Commission 
said: 


As above shown, Gray’s Harbor and Willapa Bay markets, ‘geo- 
grapouy tributary to Portland and Puget Sound, are dominated 
by San Francisco merchants on less-than-carload commodities because 
of the low water rates, to the virtual exclusion of the former. The 
terminal rate of 30 cents proposed will be approximately 10 per cent 
in excess of the prevailing water rate from San Francisco, including 
wharfage and insurance, the transportation will be in the direction 
of empty car movements and, as appears from the record, the term- 
inal rate will be reasonably compensatory. This rate will also enable 
Portland merchants to compete in these markets, with resultant bene- 
fit to the consuming public. The parity of rates from Portland and 
from Puget Sound should be continued. The publication of this rate 
will create no apparent unduly prejudicial situation under existing 
carload rates from Portland or Puget Sound, and the latter should 
remain unchanged. 


Commissioner Campbell, in his dissent, said: 


The market competition upon which this relief is granted is 
the result of water competition from San Francisco. If San Fran- 
cisco can induce a water line or lines to operate from its port to 
these destinations and Portland can not, that is a business advan- 
tage to the benefit of which San Francisco is properly entitled, and 
I see no reason why this commission should step in and neutralize 
that advantage in favor of Portland. If it is proper to invite Port- 
land to meet the competition from San Francisco, why should we 
not also invite Wenatchee, Yakima, and other jobbing points in 
the state of Washington, who would be just as glad of the opportunity, 
and are just as much entitled to it, as Portland. One of the duties 
which the Congress has laid upon us is to prevent undue prejudice 
under section 3 of the act, and yet here we invite it and then place 
our stamp of approval upon it. And this in spite of the fact that 
in Transcontinetal Cases of 1922, 74 I. C. C., 48, 71, the commission 
admonished the carriers not to propose “rates or rate structures for 
approval in a fourth section application which create infractions of 
pre 3 ne of the interstate commerce act, and particularly of 
section 3.’ 


The concurring opinion which Commissioner Campbell re- 
garded as the invitation upon which the carriers founded their 
request was made by Commissioner Aitchison. 


SLACK COAL RATES 


A finding of unreasonableness and an award of reparation 
have been made in No. 13899, Dixie Portland Cement Co. vs. 
Nashville, Chattanooga & St Louis, Opinion No. 9301, 88 I. C. C. 
147-51, as to rates on slack and run-of-mine coal, from mines 
in the Bon Air, Tenn., group, to Richard City, Tenn. The 
Commission held not unreasonable rates on the same kinds of 
coal from Orme, Whiteside, Etna and Slope Wall, Tenn., and 
Montague, Ala., and from mines in the Tracy City, Tenn., group 
to Richard City. The complaint alleged the rates had been 
unreasonable since March 1, 1920. The mines are all on the 
Single defendant named. Some of the routes are interstate and 
some intrastate. 

The Commission’s finding, other than that the complainant 
made shipments and was entitled to reparation, was as follows: 





We find that the rates assailed from Orme, Whiteside, Slope Wall, 
and Montague and from mines in the Tracy City group were not 
and are not unreasonable; and that the rate assailed from the Bon 
Air group was not unreasonable during the period covered by the 
complaint prior to September 4, 1920; but that the rate assailed 
from the latter group was unreasonable to the extent that it exceeded 
$1.38 during the period from September 4, 1920, to June 30, 1922; 
and that from that date and for the future it has been and will be 
unreasonable to the extent that it exceeded or may exceed $1.24. 


The lowered rate of $1.24 per net ton is to be established 
Not later than June 2 on not less than five days’ notice. 


BOILER COMPOUNDS RATING 


Fifth class rating on boiler-preservative compounds, boiler- 
metal treatments and scale-removing compounds, in liquid form, 
carloads, has been prescribed by the Commission, operative 
in Official Classification territory not later than May 29, in No. 
14136, Garratt-Callahan Company vs. Atlantic Coast Line at al., 
Sub. No. 1, Perolin Co. of America vs. Atlantic Coast Line et al., 
and No. 14039, Brooks Oil Company vs. Baltimore & Ohio et al., 
Opinion No. 8291, 88 I. C. C. 103-8. The order in the case re- 
quiring the establishment of that rating is based upon a finding 
that the existing fourth class rating is unreasonable. The new 
rating is to carry a minimum of 36,000 pounds. Ratings in South- 
ern and Western Classification territories, although challenged in 
the complaints, were not considered by the Commission because 
the testimony was confined almost wholly to the rating in 
Official. The Commission said the rating was not unjustly dis- 
criminatory or unduly prejudicial. Under authority of Bruns- 
wick Balke Collender Company vs. Chicago Great Western, 56 
I. C. C. 340, the Boardman case in 37 I. C. C. 81 and similar 
cases, reparation was denied. 
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The Commission said the presence of fairly analogous com- 
modities in both fourth and fifth class afforded little assistance 
in determining the reasonable class for complainants’ products. 
But their character, the packages used, the negligible damage 
in transit and other elements considered in classification led 
to the conclusion that fifth class was proper. It said that its 
experts, in the Consolidated Classification case, 54 I. C. C. 1 
had recommended fifth class on boiler cleaning compounds and 
that no doubt existed on the record that the preservative com- 
pounds, metal treatment and scale-removing compounds should 
take the same rating. 


BRIMSTONE DIVISIONS 


Supplementing its original report in 68 I. C. C. 375, on No. 
12969, Divisions Received by Brimstone Railroad & Canal Com- 
pany, opinion No. 9286, 88 I. C. C. 62-76, the Commission has pre- 
scribed the divisions to be paid by the Southern Pacific and the 
Kansas City Southern to the railroad and canal company common 
carrier, which is affiliated with and serves the Union Sulphur 
Company. In this report, written by Commissioner McManamy, 
the Commission discussed the cost studies submitted by the 
industrial carrier and its trunk line connections and said what 
the reasonable divisions would have been and what will be 
reasonable divisions for the future. 

In the original report the Commission found the Brimstone 
to be a comman carrier entiled to receive divisions but said that 
the divisions it had been receiving, in effect, amounted to a 
rebate to the proprietary company. No order was issued in 
connection with the original report. Ninety days were allowed 
for the submission of cost studies and arriving at a conclusion 
as to what would be reasonable divisions. 

The Southern Pacific contended for equal divisions. The 
Kansas City Southern contended for divisions that would recog- 
nize the difference in the length of the haul. The Southern 
Pacific’s connection requires a haul of less than one mile. That 
of the Kansas City Southern about six miles. At present the 
preponderance of traffic is routed over the Southern Pacific. 
After analyzing the cost studies and pointing out wherein they 
were based on which it held to be untenable grounds, the Com- 
mission set forth conclusions as follows: 


The present divisions accruing to the Brimstone are as follows: 

“Sulphur, when destined to Port Arthur, Sabine or Galveston, 
Tex., New Orleans, Gretna or Algiers, La., for coastwise movement 
or for export, 24.3 cents per gross ton, equivalent to approximately 
1.085 cents per 100 pounds. 

“Sulphur, when destined to points other than those shown above, 
2.7 cents per 100 pounds. 

“Fuel oil, 1.2 cents per 100 pounds. 

“Brick, coal and stone, 2.4 cents per 100 pounds. 

“Cement, 3 cents per 100 pounds. 

“All other carload traffic, 3.6 cents per 100 pounds. 

“Merchandise, less than carloads, 12 cents per 100 pounds.” 

Some service is necessary in case of sulphur moving all rail from 
Sulphur Mine which is not required in connection with the move- 
ment of that commodity to Sabine, but it is not of sufficient im- 
portance to justify a difference in divisions. The record does not 
disclose the reasons underlying the differences which exist in the 
present divisions of the Brimstone as between various commodities; 
neither does it afford a basis for a similar difference in the future. 

The evidence relates principally to the cost of handling carload 
shipments. The volume of less-than-carload shipments is very small 
but the record shows that the service performed on such shipments 
to the Kansas City Southern connection is substantially greater 
than to the Southern Pacific connection, to which a very meager serv- 
ice is required. 

Based upon the cost of the service and a fair return upon the 
property held for and used in the service of transportation for the 
public generally, we find that during the period from August 1, 1921, 
to but not including July 1, 1922, just, reasonable, and equitable divi- 
sions to the Brimstone would have been: 

From the Southern Pacific: 

On all carload traffic $7.78 per car; on merchandise, less than 
carloads, 11.5 cents per 100 pounds. 

From the Kansas City Southern Railway Company: 

On all carload traffic $10 per car; on merchandise, less than car- 
loads, 15.5 cents per 100 pounds. 

We further find that on and after July 1, 1922, just, reason- 
able, and equitable divisions to the Brimstone were, are, and for 
the future will be: 

From the Southern Pacific: 

On all carload traffic, $7 per car; on merchandise, less than car- 
loads, 10.5 cents per 100 pounds. 

From the Kansas City Southern Railway Company: 

On all carload traffic, $9 per car; on merchandise, less than car- 
loads, 14 cents per 100 pounds. 

We further find that the divisions received by the Brimstone 
should be adjusted on a basis not in excess of the charges above 
found just, reasonable, and equitable during the periods named. 

Nothing herein contained shall be construed as an indication of 
the value of the property which we may determine under section 


19 (a) of the act. 
Commissioner Eastman dissented, saying that, in his opinion, 


retin prescribed by the majority were somewhat too 
gh. 


PREJUDICE TO BE REMOVED 


A finding of undue prejudice, to be removed not later than 
June 25, has been made in No. 12737, Slogo Coal Corporation 
vs. Missouri Pacific et al., opinion No. 9298, 88 I. C. C. 111-14, 
as to rates on coal, from the Slogo mine, Johnston City, TIl.,. 
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to interstate destinations, traffic to which the Missouri Pacific 
could handle via Missouri River cities. 

The complaining mine, in the southern Illinois group, about 
120 miles from East St. Louis, is served by the Missouri Pacific. 


.Joint rates are in effect from competitors of the Slogo mine, 


but few from that point. The failure of the carriers to es- 
tablish joint rates was due to the inability of the carriers to 
agree how the traffic should be handled. The report says the 
Missouri Pacific admitted that the mine should have joint rates 
and was willing to make such rates to apply via the Missouri 
River cities so as to reserve a long haul for itself. Its con- 
nections, however, it said, would not agree to that. It said 
they wanted to take the coal at near junctions and return the 
empties at distant junctions, giving it a short haul on the loaded 
cars and a long one on the empties. ‘ 

The Commission said it had often pointed out that dis- 
agreement between carriers was no reason for denying rates 
to a shipper. It found the rates unduly prejudicial to the ex- 
tent they. exceeded, or may exceed the joint rates contempo- 
raneously maintained from mines on the Southern Railway 
in the southern Illinois group to the same destinations. 

The report also covers a subnumber, Perry County Coal 
Corporation vs. Baltimore & Ohio. The Commission said that 
that complaint was satisfied without going to hearing. There- 
fore it was dismissed. 


SORGHUM SEED BASIS 


A finding of unreasonableness, an award of reparation and 
an order to establish new rates not later than May 31, in ac- 
cordance with the finding, have been made in No, 12653, Man- 
gelsdorf Seed Co. vs. Atchison, Topeka & Santa Fe et al, 
opinion No. 9295, 88 I. C. C. 120-6, as to rates and charges on 
sorghum and Sudan seed, from Texas points to Kansas City, 
Mo., Atchison and Lawrence, Kan., and points beyond in central 
and southern territories. The report, written by Commissioner 
McChord, finds the existing rates unreasonable to the extent 
they exceed those contemporaneously in effect on wheat. The 
order requires the carriers, not later than May 31, to establish 
rates on that basis and to make reparation. 

The report covers a sub-number under the leading com- 
plaint, and No. 12965, Rudy-Patrick Seed Co. vs. International 
& Great Northern et al., and a sub-number thereunder, Same 
vs. Director-General. 





REPARATION ON COAL 


The Commission, in a report on No. 14672, Northwestern 
Clay Manufacturing Co. vs. Rock Island Southern, Director-Gen- 
eral, et al., opinion No. 9298, 88 I. C. C. 131-4, found rates on 
soft coal, applicable in the period of federal control, from 
Gilchrist to Hopewell, Ill., as components of combinations, to 
Matherville, Ill., unreasonable to the extent they exceeded 45 
cents and awarded reparation to the basis of that rate, as a 
component in the combination. 


INDIANA COAL RATES 


The Commission has dismissed No. 13845, Gottlieb-Bertsch 
Company et al. vs. Director-General, opinion No. 9306, 88 I. C. 
C., 177-8, upon a finding that intrastate rates on coal between 
points in Indiana in the period of federal control were not un- 
reasonable. The Commission said the rates complained of 
varied from $1.42 per net ton from Seifert to St. Johns, 172 
miles, to $2.40 from Little to St. Joe, 314 miles. They were 
either based on the emergency mileage scale prescribed by the 
Indiana Commission, January 4, 1918, as increased under Gen- 
eral Order No. 28, or rates which were on a basis lower than 
the Indiana Commission scale increased under General Order 
No. 28. On October 5, 1918, the Director-General made a read- 
justment of the Indiana coal rates which resulted in advances 
and reductions, the rates of issue being reduced from 2 to 
35 cents per ton. The Commission said the complainants 
offered no evidence. They based their case, it said, on the sub- 
sequent reductions and the statements that the rate increases 
under General Order No. 28 resulted in injury to them for the 
reason that the coal was sold at a price fixed by the Fuel Ad- 


ministration and that it did not reflect the increase in freight 
rates. 





DEMURRAGE ON CORN 


The Commission has dismissed No. 14738, Marfield Grain 
Company vs. Ahnapee & Western, opinion No. 9296, 88 I. C. C., 
126-8, on a finding that demurrage charges on a carload of 
corn shipped from Minneapolis to Sturgeon Bay, Wis., diverted 
to Sawyer, Wis., and reconsigned to Maplewood, Wis., were un- 
lawful to the extent indicated and that the question was one 
merely of returning the overcharge. 


NEW GRAIN RATES ORDERED 
New rates on wheat and flour and on coarse grain have 
been ordered established not later than May 29, as a result of 
the finding of unreasonableness in No. 13776, Portland Flouring 
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Mills Company vs. Great Northern et al., opinion No. 9289, 88 I. 
Cc. C., 94-8, respecting rates from Harrington, Wash., to Port- 
land, Ore., via Spokane, Wash. The Commission said they were 
unreasonable to the extent they exceeded 27.5 on the small 
grains and flour and 25 cents on coarse grains. The Commis- 
sion said the record failed to show any shipments made by the 
complainant within the statutory period as the basis for an 
award of reparation. It said there was no necessity to pass on 
the question of undue prejudice. 


COARSE GRAIN RATES 


A finding of undue prejudice has been made in No. 13788, 
Portland Flouring Mills Company vs. Spokane, Portland & Seat- 
tle et al., opinion No. 9290, 88 I. C. C., 99-102, based on the re- 
fusal of the defendants to accord North Pacific coast terminal 
rates on coarse grains from Minneapolis via Portland, Ore., to 
destinations from Centralia, Wash., north to and including Ev- 
erett, Wash., with milling and cleaning in transit at Portland. 
The undue prejudice is to be removed not later than June 25. 


UNDUE PREJUDICE FOUND 


A finding of undue prejudice and an order to remove it 
not later than August 2 have been made in No. 13949, Lincoln 
Gas Coal Comopany et al. vs. Baltimore & Ohio, and parts of 
fourth section application No. 1571 (mimeographed), as to rates 
on the Baltimore & Ohio and its connections on soft coal, from 
mines near Washington and Vienna, Pa., to eastern destinations. 
The Commission held the rates not unreasonable, but unduly 
prejudicial to the extent they exceeded the rates from other 
mines in the Finleyville and Moundsville districts. 

In fourth section order No. 8887, the Commission denied 
fourth ‘section relief, as of August 2. 


SCRAP IRON RATES 


In a mimeographed report on I. and S. No. 1984, Scrap Iron 
from East St. Louis to Terre Haute, the Commission said the 
carriers had not justified the proposed increased rates on scrap 
iron from Texas common points to Terre Haute, Ind. The car- 
riers, it said, proposed, among other things, to cancel rate of 
$1.89 per ton from Rose Lake, Exermont, Caseyville and Collins- 
ville, Ill., to Terre Haute, Ind., and to establish from East St. 
Louis a proportional of $2.27 restricted to apply on shipments 
of scrap iron originating at Texas common points and destined 
to Terre Haute. Manufacturers of iron and steel articles at 
the last mentioned place procured the suspension in so far as 
they affected shipments from Texas common points. 

The plain purpose of the suspended schedules, the Com- 
mission said, seemed to be to discontinue the use of the Rose 
Lake combination by removing that point and those grouped 
with it from the exceptions to the East St. Louis Basis and mak- 
ing applicable, on scrap iron, from Texas common points to 
Terre Haute the combination on East St. Louis with provisions 
for a proportional rate of $2.27 east of the latter point instead 
of the local rate of $2.39 from East St. Louis to Terre Haute. 
Such an arrangement, the Commission said, would work an in- 
crease of 38 cents per ton in the through rate from the Texas 
common point places of origin. The Commission said the issue 
raised by the suspension order was that of the reasonableness 
and propriety of the increased rates and that such comparison 
as the respondents submitted fell short of sustaining the bur- 
den of proof resting upon them. The protestant, it said, sub- 
mitted considerable testimony tending to show that the proposed 
revision 'would place them at a disadvantage as compared with 
their competitors at Vincennes and New Albany points, to which 
joint through rates were in effect from Texas points. 


MEAT RATE REVISION 


A readjustment of rates on fresh meats and packing-house 
products from Cleveland to destinations in Southeastern and 
Carolina territories, not later than June 3, 1924, has been ordered 
in No. 14146, Cleveland Provision Company vs. Alabama Great 
Southern et al., opinion No. 9304, 88 I. C. C. 161-6. The Com- 
mission said the existing rates were unreasonable, but denied 
reparation on the ground that it had not been established that 
the complainant paid and bore the charges on the shipments 
under the rates assailed. Inasmuch, the Commission said, as 
there was no evidence of the paying and bearing of the charges, 
it was unnecessary to pass upon the reasonableness of the rates 
in the past. 

The finding is that the rates under assault are and for the 
future will be unreasonable to the extent that the components 
thereof, from Cleveland to Cincinnati, exceed 30 cents on fresh 
meats and 21 cents on packing-house products. The Commission 
reviewed a number of its reports on fresh meat and packing- 
house rates in laying the foundation for its finding in this case. 


NEW BASIS PRESCRIBED 


In a report on No. 14351, Traffic Bureau of Phoenix Cham- 
ber of Commerce et al. vs. Atchison, Topeka & Santa Fe et al., 
opinion No. 9307, 88 I. C. C. 178-82, the Commission condemned 


. 
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as unreasonable rates to Phoenix, Ariz., on canned salmon, car- 


loads, from Seattle, Portland and Los Angeles, and on canned 
goods, including canned milk, from Seattle and from points 
grouped therewith and taking the same rates as those points of 
origin. The finding was that the rates on canned goods, includ- 
ing canned milk, were unreasonable to the extent they exceeded 


. the contemporaneous rates to Tucson and that for the future 


such rates would be unreasonable to the extent they might ex- 
ceed the rates set forth in a table showing rates and car-mile 
earnings to Tucson. The rates shown in that table on canned 
goods and milk are $1.015 from the three points of origin men- 
tioned and on salmon from the three points of origin, 95 cents. 

All canned goods except canned milk shipped to complainants 
since August 15, 1920, the Commission said, had been purchased 
F, O. B. points of origin but that canned milk had been pur- 
chased and delivered at destination. The record, it said, did not 
show whether complainants made any shipments under the rates 
found unreasonable. The case, it said, would be held open for 
further hearing on that point. 


GRAPHITE REPARATION 


A finding of unreasonableness and an order of reparation 
have been rendered in No. 13836, United States Graphite Com- 
pany vs, Director-General, and Southern Pacific Railroad Com- 
pany of Mexico, and No. 13945 Same vs. Same, opinion No. 9303, 
88 I. C. C. 157-60, as to a rate and the charges accruing there- 
under on crude graphite shipped from Torres, Mex., to Saginaw, 
Mich., in the period of federal control. In the first mentioned 
case, the Commission found the rate of 65 cents imposed was 
unreasonable to the extent it exceeded 50 cents. In the second 
case it found the charges were unreasonable to the extent they 
exceeded those which would have accrued at a rate of 50 cents 
prior to June 18, 1918, and 62.5 cents thereafter. 


JOINT RATES APPROVED 


A finding of justification and an order vacating the proceed- 
ings have been made in I. and S. No. 1995, Oil Cake and Oil Cake 
Meal, Wilmington, Cal., to stations in Idaho, Oregon and Wash- 
ington (mimeographed), as to .the proposed establishment of 
joint water-and-rail rates on oil cake and oil cake meal from 
Wilmington to destinations in the three states mentioned. Upon 
the protest of the Associated Jobbers of Los Angeles, that the 
proposed rates would exceed the present aggregate of inter- 
mediates, the schedules ‘were suspended. The Commission said 
that at present only combinations applied. They were made 
either on Portland or some other Puget Sound points. The Mc- 
Cormick Steamship Company and the Pacific Steamship Com- 
pany, the Commission said, performed the water part of the 
transportation service and the rail carriers serving the north 
coast points, with the exception of the Oregon-Washington Ry. 
& Navigation Company, were the other respondents. The sus- 
pended rates, the Commission said, were equalized to Portland 
and the Puget Sound points to the various destinations. 

The Commission said that the combinations claimed by the 
protestants were not applicable and that the proposed rates were 
less than the combinations lawfully filed with the Commission. 
The further objection was made that the proposed joint rates 
were published to apply only from Wilmington, although rout- 
ing was over the McCormick Line which docked at San Pedro 
and rarely served Wilmington. The Commission said that while 
the joint rates would apply only from Wilmington over the line 
named, leaving in effect the higher combinations now applicable, 
from San Pedro on through movements, that that was no reason 
for condemning the suspended schedules. It said that any preju- 
dice which might result should be removed by placing San 
Pedro on the Wilmington basis. According to the testimony 
of one ‘witness relating to the cotton business in California and 
the marketing of the oil cake and the oil cake meal, it would 
be impossible to continue shipping under the proposed rates. 
It was claimed that even under present conditions the Cali- 
fornia shipper was required to absorb some of the transporta- 
tion charges in order to compete with the imported soya bean 
cake and that the proposed increase would absorb any remain- 
ing profit. The Commission said it might be that the suspended 
rates were more than merely compensatory and. possibly so high 
as to hinder, to some extent, the movement of protestants’ prod- 
ucts, but it was plain that they represented a reduction from 
the present applicable combination rates. It said the evidence 
was insufficient to award a finding that the suspended rates were 
unreasonable or otherwise unlawful. 








UNCONTESTED FINANCE CASES 


The Georgia Southern & Florida has been authorized to 
issue $438,000 of debenture 5 per cent bonds to be exchanged 
for first mortgage bonds of the Hawkinsville & Florida 
Southern. 

The Georgia & Florida has been authorized to issue $1,600,- 
000 of receiver’s certificates, $800,000 of which will be pledged 
with the Secretary of the Treasury as substituted security for 
a loan from the United States. 
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NOTICE OF ARRIVAL CASE 


In a report on No. 15349, American Lumber & Export Com- 
pany vs. Central of Georgia et al., Examiner Alfred S. Knowl- 
ton dealt with a question as to whether there was an arrange- 
ment, agreed upon in writing, whereby section A of rule No. 4 
of the national demurrage code was varied so that the consignee 
entitled to notice, in writing, of the arrival of cars of lumber 
at Chattanooga, would be notified by wire at Birmingham, Ala. 
The complaint alleged the charges exacted for the transporta- 
tion of lumber, shipped April 6, 1923, from Oconee, Ga., to 
Chattanooga and reconsigned to Princeville, W. Va., were un- 
just, unreasonable and unlawful in that they included a charge 
of $4 for demurrage at Chattanooga. There was no dispute about 
the facts pertaining to the shipment and the assessment of $4 
demurrage. 

The question was as to whether the charge was applicable 
in view of the arrangement claimed to have been made for wire 
notice to the complainant at Birmingham instead of the usual 
mail notice at the billed destination. The examiner, from the 
record, made in a shortened procedure hearing, came to the con- 
clusion that there was no such arrangement because the rail- 
road company did not introduce in evidence any reply to a com- 
munication from the complainant in which it acknowledged 
receipt of wire notice that had not been prepaid and added that 
unless the Central of Georgia did pay for its messages, the com- 
plainant would arrange its cars over roads other than the Cen- 
tral of Georgia. 

The examiner said that that communication called for a 
written reply and showed there was no specific agreement be- 
tween the complainant and defendant. He said that the reply 
would have had to be written to comply with the tariff rule 
and that no such reply had been introduced in evidence. He 
said that if there had been, at some previous time, a valid 
agreement this communication, of itself, would, of itself, have 
terminated such an agreement. 

Considering the facts, the examiner said that only one day’s 
demurrage was proper and that the Commission should direct 
refund of $2 and dismiss the case. 


RIG IRON RATES 


Rates on rig irons, in carloads, no higher than the contempo- 
raneous rates on structural iron or steel, have been proposed 
by Examiner T, John Butler, in a report on No. 14760, Parkers- 
burg Rig & Reel Company vs. Chicago, Rock Island & Pacific 
et al., Sub-No. 1, Same vs. Missouri Pacific et al.; No. 12056, 
Same vs. Director-General, Baltimore & Ohio, et al.; No, 13506, 
Same vs. St. Louis-San Francisco et al.; and No. 13537, Same 
vs. Chicago, Milwaukee & St. Paul et al. He said the Commis- 
sion should find unreasonable the existing rates on rig irons, 
from Parkersburg, W. Va., to destinations in Louisiana, Arkan- 
sas, Oklahoma, Kansas, Montana and California to the extent 
they exceeded the contemporaneous rates on structural iron and 
steel, and direct reparation on shipments indicated by him. 

The earliest of the complaints has been pending since 1920. 
Hearings were had on all except the leading case. After service 
of the proposed reports on the earlier cases had been made and 
arguments had, they were reopened for further hearing and con- 
solidated with No, 14760, and heard together. The shipments in 
No. 13506 were to points in Kansas and Oklahoma and in No. 
13537 to points in Montana. The rates to California were uas- 
sailed, not because any shipments had been made, but because 
the complainant asserted that if the rate adjustment had been 
proper it would have made shipments to the oil fields in that 
state. 

The examiner described rig irons as parts of the equipment 
needed in drilling deep wells in which it was necessary to use 
a derrick, whether the well was for oil, water or other liquid, 
although the common use is in connection with derrick drilling 
for oil, which is practically the only kind of drilling for oil 
that is done. A set of rig irons, he said, consisted of two shafts, 
steel band, two pieces of small pipe, five kegs of nails, one box 
of bolts, three pieces of twisted bar iron used as brake handles, 
saddle and stirrups for the walking beam, band wheel flanges 
and keys, wrist pin with nut and washer, side irons and caps, 
bull wheel gudgeons, bull wheel gudgeon bands, crown pulley, 
jack posts, jack post boxes, sand sheave and miscellaneous 
braces, levers, eyebolts, clevises, etc. (upwards of fifty pieces), 
made of iron or steel, wooden bull wheel parts, consisting of 
cants, arms and pins. The weight of the smallest set of rig 
irons, that of one consisting of a crank shaft 4.5 inches in diam- 
eter, the examiner said, weighed 4,638 pounds. 

Approximately 79 per cent, by weight, is composed of rough 
iron or steel parts and 21 per cent of wood, in the rough. But- 
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ler said that while rig irons were made in sets, a set did not 
make a completed machine or apparatus. The parts, he said, 
were fitted into the derrick and equipment and become a part 
of the completed structure. It would be impossible, he said, 
to assemble a set of rig irons so as to make a machine, a well. 
boring or drilling outfit, well-drilling machine or other apparatus 
capable of functioning for any purpose. : 

The classification ratings were not attacked, the attack be- 
ing limited to the rates in excess of the commodity rates on 
structural iron or steel. The examiner reviewed the rate situa- 
tion from Parkersburg to each of the states mentioned in the 
complaints. He said it was clear that the rates were based pri- 
marily upon the use to which the rig irons were to be put, that 
is, to the making up of oil well drilling equipments where 
derricks were to be used, contrary to the rule that carriers may 
not make rates based on the use to which a commodity is de- 
voted. 

The examiner said the finding of unreasonableness before 
mentioned should be made to apply upon shipments to destina- 
tions in former groups Nos. 1, 5 and 16 in Louisiana and within 
former groups Nos. 9, 10, 24 and 31 in Arkansas; to destinations 
in Kansas, Oklahoma, or Montana and that reparation should »e 
awarded thereon. 

As to the future, he said the Commission should order rates 
to all the states hereinbefore mentioned on the basis of rates 
on structural iron and steel articles, 40,000 pounds minimum. 
He said that rates to Louisiana and Arkansas should be made to 
conform to the distance scales prescribed in the Memphis South- 


western case, 77 I. C. C. 473, no reason for non-conformity having 
been shown. 


SWITCHING CHARGES TOO HIGH 


In a report on No. 14842, Cado Central Oil and Refining 
Corporation vs. Director-General, Kansas City Southern, et al., 
and a sub-number thereunder, Same vs. Same, Examiner Frank 
M. Weaver said the Commission should find inapplicable switch- 
ing charges of the Kansas City Southern assessed on petroleum 
and its products from Cedar Grove, La., to an industry on the 
Houston & Shreveport within the switching limits of Shreve 
port in the period of federal control, and switching charges of 
the Kansas City Southern collected or demanded on similar 
shipments from Cedar Grove and Gas Center, La., to interstate 
destinations, in 1921 and 1922. He said the Commission should 
find the switching charges on the shipments from Cedar Grove 
to the industry on the Houston & Shreveport were inapplicable 
to the extent they were greater or less than $2.50 per car from 
February, 1918, to June 25, 1918, $3 per car from June 25, 1918, 
to February 2, 1919, and $5 per car from February 2, 1919, to 
March 1, 1920, for the part of the movement over the Kansas 
City Southern. He said the Commission should further find 
that the switching rates demanded or collected for the serv- 
ice of the Kansas City Southern at Shreveport on shipments 
from Cedar Grove and Gas Center to points outside of Louisiana, 
in the period from April 12, 1921, to April 22, 1922, were inapplic- 
able to the extent they exceeded $3.50 per car. 

Weaver said that since the record indicated that some of 
the shipments in the period of federal control were undercharged 
and others overcharged, and that no charges at all were paid on 
some of the shipments in 1921 and 1922, for switching performed 
by the Kansas City Southern, no order awarding reparation 
should be entered. He said the Commission should say, how- 
ever, that the parties were expected to adjust the charges in ac- 
cordance with the rates found inapplicable. 


AFFIDAVIT PROOF REJECTED 


A dismissal of No. 14710, Consolidated Coal Company of St. 
Louis vs. Director-General and Chicago, West Pullman & South- 
ern, has been recommended by Examiner Myron Witters be- 
cause there was no proof as to the bearing of charges assessed 
on soft coal, from Mt. Olive and Staunton, Ill., to West Pull- 
man, Ill., shipped between August 25 and October 20, 1919, on 
rates which he said the Commission should find unreasonable. 
The Director-General declined affidavit testimony as to the bear- 
ing of the charges and no other was tendered. The examiner 
said the Commission should find the rates unreasonable to the 
extent they exceeded $1.31 per net ton plus 10 cents per net 
ton or fraction thereof on excess weight over 80,000 pounds. 
The examiner found overcharges which he said should be 
promptly refunded. 


COKE RATE UNREASONABLE 


A finding of unreasonableness and an award of reparation 
have beén recommended in No. 15411, Pittsburgh Steel Company 
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ys. Baltimore & Ohio, by Examiner Myron Witters, as to a 
rate of $4.62 on coke and the charges assessed thereunder, from 
Cascade, W. Va., to Monessen, Pa., between June 10 and 20, 1922. 
The complaint alleged it was unreasonable to the extent it ex- 
ceeded $1.82. Highty-two carloads were shipped in the ten-day 
period. The defendants admitted, the examiner said, the rate 
was unreasonable and expressed willingness to make reparation 
down to the basis claimed by the complainant. 

The coke was moved, from an unusual source, on account 
of the strike of the miners. Application for a rate of $1.82 was 
fied by the complainant and the carriers agreed to make it. 
They filed application for sixth section permission to publish the 
rate on short notice. The application was not in proper form 
and action upon it was delayed. The complainant, however, to 
keep its blast furnaces in operation, shipped notwithstanding 
the absence of a rate. The examiner said reparation amounting 
to $7,789 should be awarded. 


REPARATION ON COAL 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Alfred S. Knowlton in 
No. 15038, Randolph Furniture Works vs. Erie et al., as to a 
rate and the charges thereunder, on coal, from Wayco, O., to 
Randolph, N. Y. The examiner said the Commission should 
find the rate of $3.91 per net ton unreasonable to the extent it 
exceeded $2.61 per ton. 


GREEN COFFEE REPARATION 


Attorney-Examiner John McChord in a report on No. 15203, 
Fletcher-Wilson Coffee Company vs. Louisville & Nashville, has 
recommended a finding of unreasonableness as to a rate of 48.2 
cents on green coffee from New Orleans to Montgomery, Ala. 
The examiner said the Commission should find the rate unrea- 
sonable to the extent it exceeded 39.5 cents and that the com- 
plainant had made shipments since May 15, 1923, and had been 
damaged to the extent of the difference between the rates 
mentioned. He said reparation should be awarded. 


TANNING EXTRACT REPARATION 


Assistant Chief Examiner Charles F. Gerry has recom- 
mended a finding of unreasonableness and an award of repara- 
tion in No. 15283, George U. Hammond and James J. Carpenter, 
truestees of Haley-Hammond Company, Inc., vs. Southern Rail- 
Way et al., as to a rate and the charges on shipments of tan- 
ning extract from Andrews, N. C., to Mariners’ Harbor, N. Y. 
Charges were assessed at a rate of 63 cents, which was one 
cent less than the current sixth class rate. Contemporaneously, 
Gerry said, there was a commodity rate of 26 cents on tanning 
extract from Andrews to New York City, which, effective June 
1, 1916, was increased to 26.6 cents and made applicable on 
shipments to Mariners’ Harbor. The shipments in question were 
made in February and March, 1916. The claim was presented 
informally within the statutory period. Gerry said the Com- 
mission should find the rate unreasonable to the extent it ex- 
ceeded 26 cents and award reparation. 


FOURTH SECTION REPARATION 


A finding of unreasonableness and a violation of the fourth 
section with an award of reparation have been recommended 
by Attorney-Examiner John McChord, in a report on No. 15195, 
Jackson Traffic Bureau, for Case-Teel Company, vs. Alabama & 
Vicksburg, et al., as to rates and charges on rice bran from 
Wheatley, Ark., to Meridian and Jackson, Miss. McChord said 
the Commission should find the rates under assault were un- 
reasonable and in violation of the long-and-short haul clause 
of the fourth section to the extent that they exceeded or exceed 
27.5 cents and that reparation should be awarded to that extent. 


POTATO CASE DISMISSED 


Examiner Thomas E, Pyne has recommended the dismissal 
of No. 15188, Hutchinson Produce Company, vs. Atchison, To- 
peka & Santa Fe, et al., on a finding that the rates imposed on 
Potatoes from points in Montana to destinations in Kansas, 
were applicable except as to certain shipments. The applicable 
rate, he said, was 95 cents with the exception of that from 
Pablo, Mont., to Hutchinson, which moved via Billings and the 
Burlington. He said the Commission should find that the ap- 
Dlicable rates on that shipment was 62.5 cents on a minimum 
of 40,000 pounds. He said the overcharges should promptly be 
refunded with proper adjustment covering the undercharge 
found to be outstanding. 





TANK MATERIAL REPARATION 


An award of reparation, based on a finding of unreasonable- 
hess, has been recommended by Examiner T, John Butler in 
No. 14619, Parkersburg Rig & Reel Company, vs. Chicago, Rock 
Island & Pacific, et al., as to rates and charges on fabricated 
Steel tank material, K. D., from Shreveport, La, and Eldorado, 
Ark, He said the Commission should find the rate of 52 cents, 


. 
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charged on seven carloads, was unreasonable to the extent it 
exceeded 29.5 cents and award reparation to that basis. 


SODA ASH CASE 

Assistant Chief Examiner Charles F. Gerry, in No. 15210, 
Grasselli Chemical Company vs. Director-General, Norfolk & 
Western et al., said the Commission should find that shipments 
of soda ash, from Saltville, Va., to Rensselaer, N. Y., made in 
the period between November, 22, 1919, and January 17, 1920, 
were misrouted and that the rate over the route over which 
they should have moved was unreasonable to the extent it ex- 


ceeded 29 cents, plus $4.50 per car. A rate of 40 cents was 
collected. 


EXTENSION NOT NEEDED 


Examiners J. O. Cassidy and H. G. Cummings have recom- 
mended the dismissal of No, 14314, Huey P. Long et al., Com- 
missioners of the Louisiana Public Service Commission vs. Mis- 
souri Pacific et al., on a finding that the extension of the Eu- 
dora-Epps branch of the Missouri Pacific, from Epps, La, to a 
point of connection with the Vicksburg, Shreveport & Pacific 
at Delhi, La., is not reasonably required in the interest of public 
convenience and necessity. The proposed extension would be 
about ten miles long and would give the Missouri Pacific a 
fourth connection with the V. S. & P. between Vicksburg, Miss., 
and Monroe, La. Both carriers affected by the application op- 
posed issuance of an order under paragraph 21 of section 1. 
The examiners said it was uncertain whether there would be 
any increase in traffic resulting from the extension, which would 
be in line with the plan originally made for the Eudora-Epps 
branch. That branch was intended to extend to Gilbert, La, 
about thirty miles south of Epps. It was constructed in 1905. 


CAUSTIC SODA RATES 


In a report on No. 15235, Refinite Company, T. E. Stevens, 
receiver, vs. Chicago & North Western et al., Examiner R, L. 
Shanafelt said the Commission should find the rates on caustic 
soda, from Painesville, O., and from Detroit, Midland and Wyan- 
dotte, Mich. to Ardmore, S. D., unreasonable to the extent 
that the commodity rates from Chicago and Manitowoc, to 
Ardmore, applied on soda originating at the points mentioned, 
exceed or may exceed 93 cents from July 6, 1921, to June 30, 
1922, and 83.5 cents subsequent thereto. He said it should award 
reparation to that basis, require the return of overcharges and 
the establishment of the rates mentioned. 








SUSPENDED TARIFFS ! 


In I. and S. No. 2088, the Commission has suspended from 
April 10, until August 8, schedules as published in supple- 
ments Nos. 54, 55 and 59 to Countiss’ I. C. C. No. 1108. The 
suspended schedules propose to cancel the present commodity 
rates of 173 cents per 100 Ibs. on citrus fruits, carloads, min- 
imum weight 32,300 pounds, from Pacific coast territory to 
eastern destinations in groups A to G inclusive, and 162 cents 
per 100 lbs. to Group J, resulting in the application of higher 
combination rates on similar shipments moving through South- 
eastern groups K and L to some eastern destinations. The 
following is illustrative: 


From Los Angeles, Calif., via Atlanta, Ga. to— 


Present Propesed 
RIOR. Wiican ca cpncase cets<ss J ctiipnenbee smetiekwdan 173 94 
Washington, D. C....... NG HS a ie coh ABs ai eS 173 311 


In I. and S, No. 2089, the Commission has suspended from 
April 10, until August 8, schedules as published in supplement 
No. 11 to Hawkes’ I. C. C. No. 16. The suspended schedules 
propose to reduce class and commodity rates via the Canada- 
Atlantic Transit Co. route from points on the Central Vermont 
Ry., in Connecticut, Massachusetts, New Hampshire and Ver- 


mont to central and western trunk line territories. The fol- 
lowing is illustrative: 

To Chicago— 
Classes 1 2 3 4 5 6 
i, ST oe eee 124 109% 82% 58 49% 42 
Perera 121 107% 80% 57 4714 40 


In I. and S. No. 2087, the Commission has suspended 
from April 14, until August 12, schedules as published in the 
following American Railway Express Company tariffs: Sup- 
plement No. 19 to I. C. C. No. A-2095; supplement No. 12 to 
I. C. C. No. 1775. The suspended schedules propose to limit 
to two the number of attendants carried free with carloads 
of race horses, moving via express, in lieu of the present ap- 
plicable rules which generally allow the free carriage of six 
attendants. 

In No. 2086 the Commission has suspended from April 7 
until August 5, schedules as published in the following tariffs: 
Atlantic Coast Line Railroad Co: Supplement No. 3 to I. C. C. 
No. B2182. Norfolk Southern Railroad Company: I, C. C. No. 
A395 and I. C. C. No. A396. Seaboard Air Line Railway Com- 
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pany: Supplement No. 1 to I, C. C. No. A6964. Southern Rail- 
way Company: Supplement No. 6 to I. C. C. No. A9697. The 
suspended schedules provide that the transit operator must 
pay the outbound switching charge of $4.95 per car, assessed 
by the Norfolk and Portsmouth Belt Line, on through shipments 
of vegetable oils transited at Portsmouth, Va. 


OIL SUSPENSION LIFTED 


The Commission has discontinued I. and S. No. 2009, petro- 
leum from Mississippi River points to Columbia, Tenn., because 
the carriers have amended the Fonda tariff, Supplement No. 
18, his I. C. C. No 149, so as to eliminate the rule for making 
rates by combination. The tariff, suspended in this case, Sup- 
plement No, 21 to Speiden’s I, C. C. 1561, proposed rates which 
would make a combination of 48 cents to Columbia, Tenn. It 
Was suspended until May 4 because, by the application of the 
rule for making rates by combination carried by the Fonda 
tariff, a combination of 45.5 would have been possible to points 
in Tennessee and fourth section violations would have resulted. 
The Fonda tariff rates applied from a few points in the Shreve- 
port group. The proportional from that group to Baton Rouge 
and New Orleans is 14 cents. The Fonda tariff carries a rate 


of 17 cents to those points. By the application of the rule for 


making rates by combination, that 17 cent factor would become 
only 11.5 cents resulting in a combination of only 45.5 cents, 
the factor east of the river, in either tariff used, remaining the 
same, 


CANNED GOODS INCREASE 
The Trafic World New York Bureau 


Protests against the proposal to advance rates on canned 
foods packed in tin by about 25 per cent to offset cuts in food 
packed in glass were made before the Official Classification Com- 
mittee April 7 by representatives of food packers, wholesale 
grocers, chain store grocers and other food distributors. Ac- 
cording to these spokesmen, the increase would amount to a 
heavy net advance in the freight bill on their commodities. 

Request was made that the increase be postponed for six 
months to permit a thorough study and analysis of the situa- 
tion. When the carriers refused to do this the shippers filed 
a united protest, adding that they would not introduce testi- 
mony at this time because of lack of opportunity to prepare it. 
It was indicated that an appeal might be taken to the Com- 
mission. 

Western shippers will have an opportunity to file their pro- 
tests on April 14. Among those represented April 7 were the 
New York Wholesale Grocers’ Association, the National Pre- 
servers’ and Fruit Producers’ Association, the National Chain 
Store Grocers’ Association of the United States, the Beechnut 
Packing Company, Austin, Nichols & Co., the Baker Food Prod- 
ucts Company, the H. J. Heinz Company, and Seeman Bros. 


RATES ON SEWER PIPE, ETC. 


Rates on shipments of sewer pipe and wall coping moving 
from Brazil and Mecca, Ind., to points in Illinois, Iowa, Minne- 
sota, Missouri and the Upper Peninsula of Wisconsin, are at- 
tacked in Docket 13878, the Chicago Fire Brick Company et al. 
against the Ahnapee & Western et al., heard before Examiner 
C. W. Griffin, April 5 and 7, in Chicago. 

Frank H. Cull, traffic manager of the Chicago Fire Brick 
Gompany, stated at the opening of the hearing that the com- 
plainant asked that whatever scale of rates the Commission 
found applicable be applied to all of C. F, A. territory. 

Mr. Cull, during all of the first day’s hearing and a part 
of the second, presented numerous exhibits which, he said, 
showed a difference in rates as between Illinois, Iowa and St. 
Louis producers and those in Indiana, favoring the former. His 
exhibits were based on comparable mileages and gave the rates 
figured on a commodity basis, on the C. F. A. sixth class scale 
and on the class E Illinois scale. 

In closing his testimony, Mr. Cull said that the rate with 
which the complainant would be satisfied, in most instances, 
was the class E Illinois scale; with 75. per cent of C. F. A 
sixth class as a maximum. 

G. A. Hohfelder, of the commerce department of the Bur- 
lington, testifying for the western carriers, emphasized the point 
that the complainant had based most of the testimony on a 
mileage basis and that no exhibits were presented to show Car- 
mile earnings, which were lower on sewer pipe than on almost 
any other commodity. Calling attention to a rate from St. Louis 
to Appleton, Wis., of 16 cents on sewer pipe, Mr. Hohfelder 
said this yielded the car-mile earning of 10 cents, a figure quite 
a bit below 14 cents, which the Commission, said Mr. Hohfelder, 
had repeatedly called dangerously near to a confiscatory figure. 

He said it would be impossible to put in the scale of rates 
for which the complainant asked without destroying the whole 
C. F. A. sixth class adjustment. 

W. Y. Wildman, of the Chicago & Northwestern, testified 
that the plants at What Cheer, Des Moines and Webster City, 
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la., were the only sewer pipe plants served directly by the. 


Northwestern. He said he could not see how the complainant 
could possibly receive a rate that would enable it to enter com- 
petition with the Iowa plants in their own territory. He also 
called attention to the 16-cent rate from St. Louis to Appleton, 
maintaining that it was below the cost of service. 

R. B. Kinkaid, assistant general freight agent of the C. I. & 
W., serving the two plants of the complainant, gave a history 
of the rate on sewer pipe. He brought out the fact that when 
his line took over the “coal branch”’—a short line in the dis- 
trict immediate to Brazil and Mecca—it was understood, to a 
certain extent, that the complainant would not ask for a reduc- 
tion in its rates for several years. Mr. Cull interrupted at this 
point to ask if Mr. Kinkaid had not, previous to this hearing, 
been more or less agreed with him—Mr, Cull—on a shorter 
period in which the complainant would ask for no reductions. 
Mr. Kinkaid denied this. 

The witnness for the carriers testified that the loss and 
damage claimes on sewer pipe ran high. He also said that ship- 
ments loaded light. 

A. H. Killinger, secretary of the Western Sewer Pipe Manu- 
facturers’ Traffic Association, testifying for producers in Illinois 
and west of the Mississippi, interveners on the behalf of the 
defendant, said he was there to protect the rates now enjoyed 
by the interveners. His testimony covered much the same 
ground as that already introduced. 


LUMBER RATE STRUGGLE 
The Trafic World Washington Bureau 


An informal conference was held April 9 by Director 
Hardie, of the Commission’s bureau of traffic, and Examiner 
Kock, who heard the testimony in the formal case that cre- 
ated the questions considered in the conference, with lumber 
traffic managers and traffic and tariff men representing the 
railroads, to end, if possible, the controversy between the 
shippers and carriers as to the meaning of the Commission’s 
decision in No. 13449, North Carolina Pine Association vs. 
Atlantic Coast Line et al. 

The Commission dealt with water competitive rates on 
lumber and articles taking lumber rates, from the southeast 
and from Carolina territories to destinations in trunk line ter- 
ritory in particular. It held, among other things, that the so- 
called water competitive rates would be reasonable for all 
points in the territory, if increased one half of one cent per 
100 pounds. Application of the rule therein laid down created 
the troubles which caused the conference to be held. Rates 
from the Mississippi Valley territory were injected into the 
case by the efforts of the carriers to readjust their rates in 
compliance with a fourth section decision. — 

Broadly speaking, the lumbermen claimed the railroads weie 
trying, in the tariffs they propose, to turn the case into a metho 
for increasing revenues, instead of, as the lumbermen contended, 
accepting it as an order to reduce their revenues. The North 
Carolina interests, for New Jersey, for instance, claimed that the 
proposals of the carriers as to rates-to New Jersey destinations, 
were farcial. They claimed that because the Commission had 
not specifically mentioned key rates to New Jersey destinations 
the carriers were proposing to “play horse” with the Commission, 
by bringing the New Jersey rates up to the New York harbor 
level. The lumbermen were inclined to insist that while the 
railroads were strong for “cooperation” especially in carry- 
ing out the program adopted by the executives a year ago, 
the traffic departments had never really learned the meaning 
of the word. They acquitted the operating department, say- 
ing that that branch of the railroad service, by means of the 
regional conference committee evolved by Donald D, Conn, had 
really done what the executives had suggested. 

The lumber men attending the conference were: T. M. 
True, representing the Savannah River Lumber Co.; J. 33. 
Tuggle, the Southern Pine Sales Corporation; J. S. Farish, the 
Georgia & Florida Saw Mill Association; Frank Carnahan, 
the Southern Hardwood Traffic Association: BE. L. Rafftery, New 
England Retail Lumbermen’s Association; W. J. Strobel and 
J. M. Gibbs, North Carolina Pine Association; A. G. T. Moore, 
Southern Pine Association; J. H. Reiter, Pennsylvania Lumber- 
man’s Association and G. L. Hume, Montgomery Lumber Co. 

Among the railroad men were E. P. Bates, V. B. Summer- 
field, S. Schrann and T. Clem Beck, the Pennsylvania: G. 58. 
Rains, fourth section committee, Atlanta; J. H. Tooner, Sea- 
board Air Line; C. A. Smith, Carolina, Clinchfield & Ohio; 


_W. B. Shepard, Illinois Central; Frank Glover, Atlantic Coast 


Line; Samuel House, Baltimore & Ohio; Mr. Armstrong, the 
New Haven; and J. K. Dent, Louisville & Nashville. 

No definite conclusion was reached by the conference. The 
carriers were willing to make concessions from what they had 
proposed on lumber from Mississippi Valley points to Buffalo, 
Rochester and Pittsburgh, but unwilling to make any concessions 
to the New Jersey points about which the North Carolina ship- 
pers were concerned. 
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UJ. S. Supreme Court Decisions 
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THREE-YEAR-LIMIT CASE 


In No. 517, E. I. DuPont De Nemours & Company, peti- 
tioner vs. James C. Davis, Director-General of Railroads, as 
agent, the Supreme Court of the United States in an opinoin 
this week by Mr. Justice Sutherland affirmed the opinion of 
the Circuit Court of Appeals for the Eighth Circuit to the 
effect that the Director General is not bound by the three- 
year limitation of paragraph 3 of section 16 of the interstate 
commerce act in beginning actions for the collection of un- 
dercharges incurred in the period of federal control. 

The action in this case was brought more than three 
years after the cause thereof accrued. The court said it 
was insisted that the United States or the Director General, 
representing the United States, was included in the provision 
as a carrier subject to the act. 

“Our opinion is otherwise,” the court said, adding that the 
only provision prescribing a period of limitation definitely 
n respect of such matters was found in section 206 (a) 
of the transportation act; and that it related only to actions, 
suits and proceedings brought “against” an agent to be 
designated by the President for that purpose and fixed as the 
period of limitation that now prescribed by state or federal 
statutes, but not later than two years from the passage of 
the act. 

“In this title (referring to Title II in the transportation 
act) thus specifically devoted to the subject of winding up 
matters arising out of federal control,” said the court, “noth- 
ing is to be found which suggests any limitation of time within 
which actions, suits or proceedings shall be brought to enforce 
liabilities arising out of federal control in favor of the United 
States.” 


Turning to Title IV of the transportation act, the court 
directed attention to the fact that by its language its pro- 
visions were made to apply to common carriers. It said 
there was nothing to be found in that title specifically relat- 
ing to the period of federal control or dealing with the ques- 
tioin of liabilities to or of the government in respect of any 
matter arising during such control. That Title contained 
what became paragraph 3 of section 16 of the interstate com- 
merce act upon which the petitioning company relied. Speak- 
ing of Titles II and IV, the court said: 


“If Congress had intended to fix a period of limitation 
applicable to actions, suits or proceedings brought in behalf 
of the United States in respect of liabilities arising out of 
federal control, we should naturally expect to find it in Title 
II, where such matters are exclusively dealt with; and not in 
Title IV which deals with common carriers entirely apart 
from such control. It may not have been unusual in common 
speech, to describe the Director General as a carrier while 
he was operating the railroads; but it is clear that he was 
not intended to be included by that term as it is generally 
employed in acts of Congress. * * * Accurately speaking, 
the Director General was not a carrier but an operator of 
carriers. The distinction to which we have referred con- 
stantly appears in the provisions of the act as for example: ‘the 
President may, nevertheless, pay to any carrier while under 
federal control an annual amount.’ * * *” 

In conclusion the court said: 


In taking over and operating the railroad systems of the country 
the United States did so in its soverign capacity as a war measure 
under a right in the nature of eminent domain” .. . and it may 
not be held to have waived any sovereign right or privilege unless 
Plainly so provided. . . . 

An action by. the Director General to recover upon a liability 
arising out of such control is an action on behalf of the United 
States in its governmental capacity, - - and, therefore, is subject 
to no time limitation, in the absence of congressional enactment 
clearly imposing it. , 


VIRGINIA’ DEMURRAGE CASES 


_ The Supreme Court of the United States this week dis- 
Missed, for want of jurisdiction, No. 603, W. F. Richardson, 
Jr. Co., Inc. vs. Walker D. Hines, Director-General of Railroads, 
operating the Chesapeake & Ohio; No. 604, Mayo Milling 
Co., Inc. vs. Same; No, 605, Adams Grain & Provision Co. 
vs. Same; and No. 606, Adams Grain & Provision Co. vs. 
John Barton Payne, Director-General, etc. The cases came up 
On writs of error from the Circuit Court of Appeals for the 
Fourth Circuit on application made by the shippers. The 
Railroad Administration moved to dismiss the writs on the 
stound that they were prematurely awarded the circuit court 
of appeals having remanded the cases to the district court with 


instructions for further proceedings not inconsistent with its 
Judgment, 
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Suits were brought by the Director-General for the col- 
lection of demurrage charges. The shippers claimed that the 
state statute of limitations requiring suits to be brought 
within one year applied. The district court gave judgment for 
the defendants, plaintiffs in error in the Supreme Court, in 
Nos. 603 and 606 and judgments for amounts admitted to 
have accrued within one year prior to the filing of the suits, in 
the two others. The appellate court reversed the district court 
finding, under the facts, that the defendants were liable, on 
implied contracts, to pay demurrage charges, and reversed 
the judgments “without prejudice to the defendants to move 
in the District Court, for leave to set up any other defense 
by amendment.” 


PARRINGTON CASE DECISION 


The Supreme Court of the United States this week, in 
an opinion written by Mr. Justice McReynolds, in Nos. 114, 
122, 123 and 209, James C. Davis vs. Portland Seed Company; 
San Francisco & Portland Steamship Company vs. A. J. 
Parrington; James C. Davis vs. A. J. Parrington, and Great 
Northern vs. McCaull-Dinsmore Company, each, involving the 
question of reparation on account of disregard of the fourth 
section, reversed the lower court and remanded the cases with 
appropriate instructions for further proceedings. Justice 
Brandeis dissented. 

Broadly speaking, the court held that rates not in conform- 
ity with the fourth section did not result in overcharges ;e- 
coverable by suits in court for money had and received. The 
court said that complainants had to go to the Commission 
for awards of reparation and make a showing of damage under 
the rule and principle laid down in Pennsylvania Railroad 
Co. vs. International Coal Co., 230 U. S. 184. The court said 
the Commission had definitely rejected the respondents’ theory 
in many opinions and had held that while a charge prohibited 
by the long-and-short-haul, clause of section 4 might subject 
the carrier to prosecution by the government, that such disre- 
gard of the fourth section did not afford adequate basis for 
reparation where there was no other proof of pecuniary damage. 
The court cited Nix & Co. vs. Southern, 31 I.C.C., 145, Oregon 
Fruit Co. vs. Southern Pacific, 50 I. C. C..719; Iten Biscuit Co. 
vs. C. B. & Q. 53 I. C. C.,729, and half a dozen other cases, 

The Portland Seed Company case was used by the court as 
typical. It said counsel for the seed company insisted that 
under section 4 it was unlawful to charge compensation above 
the Published Pecos, Tex., rate as the maximum for transporta- 
tion of alfalfa seed from Roswell, N. Mex., to Walla Walla, 
Wash. Counsel insisted, the court said, that the Roswell rate 
being unlawful, non-existent indeed, the Pecos rate became the 
only one in force. They relied, the court said, upon Wnited 
States vs. Louisville & Nashville, 235 U. S., 314, to support 
their contention. The court said that if that case were real 
with the real issue in this case in mind the opinion gave no 
support to that argument. 


“What liability did the carrier incur by publishing a rat2 
from Pecos lower than the scheduled one from Roswell with- 
out the Commission’s permission and thereafter imposing and 
collecting the higher rate upon the shipment to Walla Walla?” 
the court asked. 

Answering that, the court, in part, said: 

“The record shows we think that the carrier violated the 
statute by publishing the lower rate for the longer hanl with- 
out permission and, prima facie at least, incurred the penalties 
of section 10. Also, it became ‘liable to the person or persons 
injured thereby for the full amount of damages sustained in 
consequence of * * * such violation’ together with reason- 
able counsel fees, as provided by section 8. But mere publi- 
cation of the forbidden lower rate did not wholly efface the 
higher intermediate one from the schedule and substitute for 
all purposes the lower one, as a supplement might have done 
without regard to the reasonableness or unreasonableness of 
either.” 

The court called attention to the fact that with special 
knowledge of rate schedules and less relying on Pennsylvania 
vs. International Coal Co., the Commission for ten years had re- 
quired proof of financial loss as a prerequisite to reparation for 
infractions of the fourth section. 


“The rule is firmly established,” the court said. “Congress 
has not shown disapproval. The transportation act, 1920, with 
evident purpose to conserve the carriers’ revenues, added the 
following to the proviso which gives power to exempt from the 
long-and-short-haul clause: ‘But in exercising authority con- 
ferred upon it in this proviso the Commission shall not permit 
the establishment of any charge to or from the more distant 
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point that is not reasonably compensatory for the service per- 
formed.’ 

“The rule adopted by the Commission follows the logic 
of the opinion relied upon and can be readily applied. The con- 
trary view would not harmonize with other provisions of the 
act; and, put into practice would produce unfortunate conse- 
quences. * * * If a lower rate published without authority 
becomes the maximum which may be charged from any inter- 
mediate point, mistakes in schedules (and they are inevitable) 
may become disastrous. Suppose the rate from an obscure 
point in Maine to San Francisco via Boston, New York and 
Chicago, should be printed at $15, instead of $150, and the error 
remained undiscovered for many months, could all who had 
paid more than $15 for passage along that route to recover 
the excess without proofs of pecuniary loss? 

“After the challenged judgments were entered, Kansas 
City Southern vs. Wolf, 261 U. S. 183, was decided. We adhere 
to the ruling there announced, and in view of it defenses in 
pee ace causes based upon prescribed limitations must be deter- 
mined.” 

The last paragraph of the opinion of the court has created 
amazement among attorneys who have acted on letters written 
by Chief Justice Taft pertaining to arguments on the rule or 
principle laid down by the court in the Wolf case, 261 U. S. 
133. In that paragraph the court said: 


After the challenged judgments (in the cases at bar) were en- 
tered, Kansas City Southern vs. Wolf, 261 U. S. 133, was decided. 
We adhere to the ruling there announced, and, in view of it, de- 
eee = cases, based upon prescribed limitations, must be 
etermined. 


Associate Justice McReynolds wrote the opinions in the 
Wolf and Parrington cases. In the argument on the Parrington 
case, James G. Wilson, attorney for the shipper, obtained leave, 
as apparently he thought, to discuss the advisability of the 
court permitting him to discuss the rule or principles enunci- 
ated by it in its decision in the Wolf case. When John F. 
Finerty, for the Director-General filed a brief, the chief justice 
advised him (Traffic World, April 5, p. 876) that, in granting 
leave to argue the question decided in the Wolf case, the court 
did not intend to limit the discussion but to allow “the argu- 
ment to be made for a full reconsideration of the question there 
decided, as counsel may desire.” In a second letter, dated 
March 31, the chief justice said the time for filing briefs had 
been extended ten days. Mr. Finerty was authorized to advise 
counsel. 

The last paragraph in the opinion in the Parrington case, 
it is admitted, disposed of the Wolf case rule, in so far as the 
Parrington case is concerned. Inasmuch, however, as_ the 
permission to discuss the Wolf case was given as an incident 
in the Parrington case, the question raised in the minds of in- 
terested attorneys, at the time the opinion was handed down, 
was whether the court’s announcement of adhesion to the de- 
cision in the Wolf case, did not close the door of opportunity 
so far as all cases in which the question decided in the Wolf 
case was raised, for further discussion. The Wolf case itself 
has not been reopened by any definite order of the court. The 
most that could be said in connection with the letters from the 
chief justice was that, apparently, the court was not averse to 
a discussion of the question, in connection with the Parrington 
case. But, since the writing of the letters, the court has dis- 
posed of the Parrington case and in connection with that dispo- 
sition it made a definite announcement of adhesion to the deci- 
sion in the Wolf case. 

No explanation of the situation was made by the court. 
That body never makes explanations, leaving its decisions to 
speak for it. Under that rule, of opinions speaking for the court, 
the paragraph of adhesion to the decision in the Wolf case 
seems definitely to dispose of the argument, permission for 
which was given in that case. The court, however, has before 
it the briefs that have been prepared or will have before it 
such as may hereafter be submitted under that permission. The 
only advice given in connection with the matter, so far as 
known, is telegraphic denial of Mr. Wilson’s application for ten 
days more time in which to file an amended or supplemental 
brief, presumably in accordance with the ten-day suggestion 
made by the chief justice in his second letter to Mr. Finerty. 


LOS ANGELES STATION CASE 


Affirming the judgment of the Supreme Court of Califor- 
nia that the railroad commission of California had not the 
power to order the construction of a new station in Los 
Angeles, at a cost for the whole project, of between $25,000,000 
and $45,000,000, as an incident to the exercise of its police 
power to require the relocation of tracks in the interest of 
safety, the Supreme Court of the United States this week, 
in an opinion written by Chief Justice Taft, again construed 
the transportation act of 1920 in favor of that measure of 
control over railroads as was asserted in the thirteenth sec- 
tion cases. It made known its judgment in Nos. 283, 284 
and 285, each a case brought by the Railroad Commission 
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of California against the Southern Pacific, the Atchison, To- 
peka & Santa Fe and against the Los Angeles & Salt Lake 
for the enforcement of its orders. 

The state commission required the railroads to *remove 
certain grade crossings and to build a union passenger termin- 
al within a defined area in the city. The railway companies 
had the orders reviewed in the state supreme court. The 
writs were heard and disposed of as one case.- The state 
supreme court held the orders issued by the railroad com- 
mission beyond its power because, as stated by Chief Justice 
Taft “the subject matter was committed to the Interstate 
Commerce Commission by the transportation act of 1920.” 
The court further ‘held that if the order had effected the 
elimination of grade crossings /aljone, it would have been 
valid, but that, associated as it was, with the establishment 
of the union station, it had to be annulled. The chief justice 
said the court had brought the case of the California com- 
mission against each of the railways, by certiorari. 

The question in this case, says the opinion of the chie7 
justice, is whether the State Railway Commission of Califor- 
nia, has the power to require the Southern Pacific, the At- 
chison, Topeka & Santa Fe and the Salt Lake & Los Angeles 
to build an interstate union depot in the city of Los Angeles. 

After quoting from the opinion of the state supreme court 
the chief justice said that in that way the state court 
modified the findings of the Railroad Commission in so far 
as its orders sought to tie to the validity of its order establish- 
ing a union station to its unquestioned police power to regu- 
late grade crossings in the interest of the public safety. 

“We avoid any inquiry how far, if at all, the principle 
laid down in Erie R. R. vs. Board of Public Utility, 254 U.S. 
394, is qualified by the provisions of the transportation act,” 
said the Chief Justice. “Our only question here is whether 
the power to direct a new union station with its essential 
incidents is committed exclusively to the Interstate Commerce 
Commission under the act of 1920.” 

After reviewing what it said in the Dayton-Goose Creek, 
the New England division and Wisconsin intrastate rate cases, 
the court said: 


It is obvious from the foregoing that Congress intended to place 
under the superintending and fostering direction of the Interstate 
Commerce Commission all increased facilities in the matter of dis- 
tribution of cars and equipment and in joint terminals, in the ex- 
change of interstate traffic and passengers between railways so as 
to make it prompt and continuous. It not only provides for the 
temporary expropriation of terminals and main track of one rail- 
way to the common use of one or more other railways in an emer- 
gency but it also contemplates the compulsory sharing of one com- 
pany’s terminals with one or more companies as a permanent 
arrangement. This is a drastic limitation of a carrier’s control 
and use of its own property in order to secure convenience and 
dispatch for the whole shipping and travelling public in interstate 
commerce. It gives to the Interstate Commerce Commission the 
power and duty where the public interest requires, to make out of 
what is the passenger and freight station of one interstate carrier, 
a union station or depot. 

But it is insisted that the supervisory power thus conferred does 
not include the installation of an interstate union station, where 
its terminals and main tracks are newly built, and the interstate 
earriers are compelled to expropriate, not the terminal property of 
another interstate carrier, but property of others than carriers not 
theretofore used for terminals. This would be giving power to the 
Interstate Commerce Commission to provide for a small and con- 
tracted union station of interstate carriers limited to the terminals 
of one carrier, and would leave the larger and more important union 
stations of interstate carriers to the control of state commissions. 
We think, however, that means of control over installation of such 
new union stations for interstate carriers is given to the Interstate 
Commerce Commission in amended paragraphs (18 to 21) of Sec- 
tion 402. They provide that no interstate carrier shall undertake 
the extension of its line of railroad or the construction of a new 
line of railroad, or shall acquire or operate any line of railroad, 
or extension thereof, or shall engage in transportation over such 
additional or extended line of railroad unless and until the Com- 
mission shall certify that public convenience present or future re- 
quires it, and that no carrier shall abandon all or any portion of 
its line or the operation of it without a similar certificate of approval. 
Such a certificate is, we think, necessary in the construction of a 
new interstate union station which involves a substantial and ex- 
pensive extension of the main tracks or lines of interstate carriers 
who theretofore have maintained seperate terminals. 

It is argued that paragraphs 18 to 21, of Section 402, refer only 
to extensions of a line of railroad having the purpose to include 
new territory to be served by the interstate carrier and do not 
refer to an extension of new main track for the mere purpose of 
rearranging terminals within the same city. We do not think the 
language of paragraphs 18 to 21 can be properly so limited. We 
are confirmed in this by paragraph number twenty-two which imme- 
diately follows: 


“The authority off the Commission conferred by paragraphs 
(18) to (21), both inclusive, shall not extend to the construction 
or abandonment of spur, industrial, team, switching or side tracks, 
located or to be located wholly within one state, or of street, subur- 
ban, or interurban electric railways which are not operated as a 
part or parts of a general steam railroad system of transportation.” 

This is a palpable distinction between the main tracks of an 
interstate carrier, and its spur, industrial, switching or side tracks, 
and shows the legislative intention to retain any substantial change 
in the main tracks within the control of the Interstate Commerce 
Commission. It may well be that a mere relocation of a main 
track of an interstate carrier which does not involve a real addition 
to, or abandonment of, main tracks and terminals, or a substantial 
change in destination, does not come within the paragraphs 18 to 
2 One might, too, readily conceive of railroad crossings or connec- 
tions of interstate carriers in which the exercise by a state com- 
mission of the power to direct the construction of merely local union 
stations or terminals without extensions of main tracks and sub- 
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stantial capital outlay should be regarded as an ordinary exercise 
of the police power of the state for the public convenience and would 
not trench upon the power supervision of the Interstate Commerce 
Commission in securing proper regulation of an interchange of inter- 
state traffic or passengers. Only a lawful order of the Interstate 
Commerce Commission would raise a question of the power of a 
State Commission in such cases as the proviso of paragraph 17, 
Section 402 of the Transportation Act shows: : 

“That nothing in this Act shall impair or affect the right of a 
State in the exercise of its police power, to require just and reason- 
able freight and passenger service for intrastate business, except 
in so far as such requirement is inconsistent with any lawful order 
of the Commission made under the provisions of this Act.” 

But there is a great difference between such relocation of tracks 
or local union stations and what is proposed here. The differences 
are more than that of a mere degree, they and their consequences 
are so marked as to constitute a change in kind. They come within 
paragraphs 18 to 21 of Section 402 and require a certificate of the 
Interstate Commerce Commission as a condition precedent to the 


validity of any action by the carriers or of any order by the State” 


Commission. 

The proviso of paragraph 21 of Section 402 is significant of the 
distinction we are pointing out. It forbids the Commission to 
authorize or order the extension of its lines “unless the Commission 
finds, as to such extension, that it is reasonably required in the 
interest of public convenience and necessity, or as to such extension 
. . . that the expense involved therein will not impair the ability 
of the carrier to perform its duty to the public.” 

The extensions of the lines and main tracks of these railways 


under the plan which the State Commission has ordered are not’ 


great in distance but they involve a new intramural destination for 
each railway with important changes in the handling of interstate 
traffic and passengers, Great expense attends such changes of the 
main tracks in a crowded city, and they here carry with them as 
necessarily incident thereto, the abandonment of available site and 
of valuable existing passenger and freight stations and the construc- 
tion of a new union station elsewhere, imposing on the three rail- 
ways a cost in making the changes from twenty-five millions to 
forty-five millions of dollars. We think it clear that in such an 
extension of main lines with their terminals the Interstate Com- 
merce Commission is required by the Act to make a finding that 
the expense involved will not impair the ability of the carriers con- 
cerned to perform their duty to the public. 

The purpose of Congress to prevent interstate carriers from in- 
curring expense which will lessen their ability to perform well 
their interstate functions is further shown in Section 439 of the 
Transportation Act, whereby the Interstate Commerce Act is 
amended by insertion of Section 20a. This new section subjects to 
the approval or. rejection of the Interstate Commerce Commission 
the issue by an interstate carrier of all future shares of stock, bonds 
or other evidence of indebtedness and forbids approval unless the 
Commission shall find that their issue is for a lawful purpose, is 
compatible with the public interest, is oereesee and necessary 
to the discharge of its public duty as a common carrier and will 
not impair its ability to perform that service. This is of course 
in pari materia with the restriction of paragraph 21 of Section 
402 to prevent a possible impairment of the financial ability of 
interstate carriers to discharge their interstate commerce duties. 
Such a heavy burden as that involved in this new union station and 
the main track changes and extensions and other accessories would 
in all probability require the three railways to issue new capital 
securities and this could not be done without the approval of the 
Interstate Commerce Commission. To be sure this provision only 
becomes operative when securities have to be issued and would not, 
of itself, prevent action by a state commission until such securities 
are seen to be necessary; but the provision indicates the gener 
congressional plan. 

We were advised by statements at the bar that after the-Cali- 
fornia Supreme Court handed down its decision in this case, the 
city of Los Angeles filed a petition with the Interstate Commerce 
Commission asking for an order to provide, maintain and use a 
union station, that a hearing followed and that, pending the decision 
in this Court, the matter is held under consideration. 

For the reasons given, we think the course taken by the city of 
Los Angeles was the correct one. Until the Interstate Commerce 
Commission shall have acted under paragraphs 18 to 21 of Section 
402 of the Transportation Act, the respondent railways can not be 
required to provide a new interstate union station and to extend 
oe main tracks thereto as ordered by the State Railroad Commis- 
sion. 

The judgment of the Supreme Court of California is - 

rmed. 


PERSONAL INJURY CASE 


The Supreme Court of the United States this week af- 
firmed the judgment of the Circuit Court of Appeals for the 
Ninth Circuit in No. 268, Atchison, Topeka & Santa Fe vs. 
O. J. Nichols. The action was brought to recover damages 
for the death of Nichols’ wife caused by injuries received 
when she was a passanger on a train of the Santa Fe in 


New Mexico. The lower court directed judgment for Nichols 
in the sum of $5,000. 


CITY’S CONTRACT BINDING 


The Supreme Court of the United States this week in 
No. 421, Louisiana Public Service Commission et al, vs. Morgan’s 
L. & T. R. R. & S. S. Co., on appeal from the federal court 
for the eastern district of Louisiana affirmed the decision vf 
the lower court which held that the Louisiana commission 
Was not empowered to make an order requiring the railroad 
company to put into repair, so that it might be used by a street 
railway company, a viaduct across the railroad company’s yards 
in that part of New Orleans known as Algiers. The court 
said that the viaduct was established by contract between the 
railroad and the city of New Orleans and that the state commis- 
sion had not been empowered to exercise jurisdiction over it. 


You can get the day’s important traffic news every 


working day in the year through THE DAILY 
TRAFFIC WORLD. 
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HEARING ON SECTION 15A 


The Trafic World Washington Burean 


The Senate interstate commerce committee’s hearing on 
bills amending or repealing section 15-a of the interstate com- 
merce act got under way April 9 with Daniel Willard, president 
of the Baltimore & Ohio, as the first witness in opposition to 
the measures, after some discussion as to the committee re- 
quiring opponents of the bills to appear first. 

Alfred P. Thom, general counsel for the Association of 
Railway Executives, began by saying that it had been the 
usual method for proponents of a bill to appear first, but that 
he had no objection to the railroads appearing first, provided 
they were given an opportunity to put in rebuttal testimony. 

Chairman Smith said at the last meeting of the committee 
it had been decided that the railroads should appear first. 
Senator Fernald of Maine remarked that that seemed an un- 
usual procedure. Senators Bruce and Cummins also said they 
did not recall such a decision. 

Senator Bruce asked an opportunity to examine the minutes 
of the meeting at which decision was made to hear the rail- 
roads first. After examining the minutes he said there was 
no reference in them to such a decision. Chairman Smith said 
perhaps the minutes did not show ti, though he had supposed 
that they did, but that at the close of the meeting last week se 
had taken up the question of the order in which the witnesses 
were to appear and that he had understood that it was agreed 
that the railroads should appear first. Senator Cummins said 
he had not heard about the agreement, but that it did not make 
any difference as to which side appeared first. 

Chairman Smith said it was his idea that the railroads 
were in position to go ahead and that for that reason he had 
thought it would be a good idea to start with them. He in- 
sisted that the committee decide whether the committee desired 


to go ahead with the railroads first and the committee approved 
such action. 


After Mr. Willard had read part of a prepared statement, the 
committee adjourned until the following day. Chairman Smith 
said the committee would meet April 10 before the hearing to 
consider procedure. John E. Benton, of the state commissions, 
then called attention to the fact that some of the bills affected 
not only the rate-making section, but also intrastate rate regu- 
lation, and asked the committee to give consideration whether 
the great mass of testimony put in last year by the state com- 
missioners should be considered, as otherwise they would desire 
to be heard again. Mr. Thom then said he had understood that 
the hearing was to be devoted only to section 15-a, which he 
said in itself was a tremendous question and that the railroads 
had prepared to discuss only that question at this time. He 
said he would like to have the committee consider whether it 
would not allow a full hearing in an orderly way on the ques- 
tion of section 15-a. S. H. Cowan, representing cattle raisers’ 
associations, pointed out that the Capper bill involved both 
section 15-a and intrastate rates and said he supposed that the 
hearing would be coextensive with the points raised in the bills. 


Chairman Smith said all the questions raised would be put be- 
fore the committee. 


In the notice of the hearings the clerk of the committee said 
the following bills would be considered: S. 91, S. 1899, S. 1919, 
S. 1227 and S. 2951, all relating to section 15-a and some re- 
lating to intrastate rates. These bills include the Capper and 
La Follette bills to amend section 15-a. 

Mr. Willard, after referring to some railroad legislative 
history preceding the enactment of the transportation act, said 
he had requested the privilege of a hearing for the purpose 
of urging that the act in its present form and without amend- 
ment have a further and more complete trial, “because I be- 
lieve such a course is not only in the best interests of the 
carriers, but even more so in the best interests of the country 
as well.” He emphasized the fact that the transportation act 
had been passed only after long and deliberate consideration. 
He said there was nothing new or revolutionary in section 15-a 
—that the underlying principle thereof had been applied before 
enactment of the section. 

Referring to demands for repeal of the section, which he 
said were in no sense general, Mr. Willard said repeal was urged 
by some on the mistaken ground that the law actually guar- 
anteed a definite return to the railroads, and by others on the 
ground that if the section were repealed rates could be reduced. 
He undertook to show that both assumptions were mistaken. 


Resuming the witness stand April 10, Mr. Willard con- 
tinued his argument in support of retention of section 15-a in 
the interstate commerce act. He said there were some 
people who had been actually led to believe that the rates they 
had been required to pay were higher than they would be if it 
were not for section 15a. He said those who so held failed 
to realize why rates were higher today than in 1914 or before 
the war. He referred to the increases in prices of almost 
everything and said they were not due to section 15-a. He 
traced much of the increase to the world war and said the 
cost resulting from such a course must be paid and was in 
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fact now being paid. He submitted results of statistical studies 
to show that railroad rates today were comparatively lower 
than in 1914 because the per cent of increase in railroad 
charges was substantially less than the average aggregate 
per cent of increase in connection with other items of cost. 
He said he agreed with Senator Cummins’ statement in a 
public address last summer that had it not been for section 
15-a rates might have been higher than they were. He pointed 
out that the railroads for the ten years, 1908 to 1917, inclusive, 
had an average annual return of investment of 4.94 per cent 
(excluding switching and terminal companies), while from 
September 1, 1920, to December 31, 1923, the rate of return 
on property investment was only 3.73 per cent. He said if 
the act had not been passed at all and if the Commission had 
continued to deal with the rate basis on the same general 
lines which it followed previously to federal control, “we 
might also expect under such circumstances that they would 
have approved of rates sufficient to yield a rate of return upon 
the property investment at least equal to the average return 
earned during the earlier period, because it was then claimed 
by the carriers, and is now generally admitted by the public 
and shippers as a whole, that the basis of railroad earnings 
for several years preceding federal control, was lower than 
it ought to have been in the public interest.” 

Mr. Willard said that, even for 1923, when the railroads 
handled the largest volume of traffic in their history, the 
return was but 4.57 per cent. He asked how it could he 
urged by anyone that section 15-a had had the effect of in- 
creasing rates. He said it might well be asked why the rail- 
roads desired retention of the section if it did not guarantee 
earnings and did not bring higher rates, and replied that the 
chief value of the section was the assurance it seemed to give 
that it was the desire and intention of Congress that the 
railroads should be permitted to earn a fair but not excessive 
return and to maintain a satisfactory credit in order that they 
might obtain the large amount of capital needed for addi- 
tion and betterments. Repeal of the section, he contended, 
would be reflected in a serious loss of confidence in railway 
securities and the carriers would be compelled to pay in- 
creased rate of interest for new capital. In conclusion, Mr. 
Willard said: 


If we are to grow as a nation and realize fully the possibilities 
of this country, we must have an adequate and effective system of 
transportation by rail, at least until some better agency can be 
developed. Personally I believe such a system of rail transportation 
as this country requires can best be provided through the agency of 
private ownership and operation. 

I am definitely opposed to government ownership and operation of 
any facility or undertaking that can properly be carried on by private 
enterprise. I am strongly in favor of private ownership and operation 
of the railroads with suitable governmental regulation. The plan of 
regulation carefully evolved by Congress and reflected in the present 
transportation act, and more particularly in section 15a of the act, was 
designed to meet the requirements of a situation well understood. I 
fear very much, however, that if we continue to alter or experiment 
with the plan so carefully developed, that the effect of such a policy 
will be to undermine the very basis of credit which the act itself 
was intended to create. Such a course in my opinion, if persisted in, 
can only bring to the railroads and to the public, disappointing, if 
not disastrous, results and may lead to government ownership in the 
end whether we desire it or not. 

The section 15a, as interpreted by the Commission and the 
Srgeeme Court has not failed to meet the expectations of Congress, 
is best evidenced by the fact that during the year 1923 the railroads 
were enabled to inaugurate a program for new equipment, additions 
and improved facilities larger than ever before undertaken in any 
twelve months period, and also moved in a manner generally 
satisfactory, the largest volume of business ever transported in a 
similar period of time. 

I firmly believe that if the transportation act is left in its present 
form -and given a sufficient trial to further test its merits under 
more stable conditions, that it will be found that the railroads owned 
“and operated under the terms of the act, in co-ordination with water 
and other forms of transportation, will continue to be able to furnish 
= people of this country with adequate transportation at reasonable 
rates. 


With Chairman Smith and Senators Cummins and Gooding 
present April 10, the committee decided to confine the hearing 
to section 15a and to take up intrastate rate regulation later. It 
was also decided that the opponents of repeal of section 15a 
would be given three days of one and a half hours each day, 
that the proponents of repeal would be given the same time 
and that the railroads would be given a day of an hour and a 
half to submit rebuttal testimony. 


Mr. Thom, for the carriers, said the question of repeal of 
section 15a went to the very heart of the question of whether 
the country was to have adequate transportation facilities and 
that he did not believe the matter could be presented adequate- 
ly in the time allowed. 

“I wish the record to show that that is my conviction,” 
said he. 


Chairman Smith said any member of the committee could 
get the facts as to the operation of the section from data that 
would be furnished by the Commission. He said it was true 
that the principal question before the committee was one that 
related to the transportation system being made adequate. 

Senator Cummins said he intended to offer for the record 
testimony previously taken on the subject of section 15a. 
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“IT believe in section 15a and I intend to do the best I can 
to sustain it,” said he. 

Mr. Thom pointed out that the present committee was a 
new committee and that the question of repealing section 15a 
was far different than the question of whether or not it should 
have been enacted. He said there was a new issue and a new 
committee to consider it. He said the railroads desired suf- 
ficient time to show why the section should not be repealed. 

Senator Gooding thought the carriers could “organize” and 
have one man present all their testimony, but Mr. Thom pointed 
out that there were many different carriers in the United States, 
Mr. Thom said he wished the committee to understand he was 
making a plea for an adequate presentation of the subject, and 
that the carriers ought to be permitted to develop the matter 
_in an orderly way. 

Reference was made to the length of time taken up by the 
hearings on the long-and-short-haul clause and the large amount 
of testimony taken. Senator Gooding contended that the inter- 
mountain state witnesses all told the same story. Mr. Thom 
said the different intermountain states had a right to be heard. 
Senator Fess, of Ohio, said if three weeks was taken up by 
those hearings, more time than that should be given for section 
15a, because that was a more important subject than the long- 
and-short-haul clause, in his opinion. 

Mr. Thom made a remark to the effect that the railroads 
should not be forced into a ready-made coffin “before you have 
measured the corpse.” He asserted he had never gone beyond 
the legitimate use of time in appearing before the committee 
and that he would not do so in the present case. 

Several additional members of the committee had come in 
while the discussion was on and the action of the three mem- 
bers of the committee was approved, with the understanding 
that if additional time were necessary for the submission of 
essential facts, it would be granted. 


Frank W. Noxon, secretary of the Railway Business Asso- 
ciation, said the association was against repeal of the section 
and wished to be heard. He understood that only the railroads 
would be heard in opposition, but ‘Chairman Smith said the time 
allowed for the opponents included time for all who desired to 
appear in opposition to repeal. 


Members of the committee who attended-the session were 
Chairman Smith and Senators Gooding, Cummins, Pittman, How- 
ell, Fess and Watson. Senator Gooding left the hearing, how- 
ever, just after Mr. Willard resumed his statement. 


Senator Howell attempted to get Mr. Willard to say that, in 
view of the fact that the carriers had not earned 5% per cent, 
there was no hope of rate reductions. Mr. Willard refused to 
say that. He said he could not see how rates could be reduced 
as long as the cost of operation remained as high as it was, 
but that through efficiency of operation and reductions in the 
cost of some of the materials the roads use, such as coal, re- 
ductions might become possible. He said rates had been re- 
duced by more than $400,000,000 since 1922 and that reductions 
were being made all the time, although the carriers had not 
earned 5% per cent. Senator Howell wanted an estimate of 
when rates would be reduced. Mr. Willard said he could not 
tell that unless he knew what the volume of traffic would be. 
Mr. Howell said the people were tremendously interested in the 
question of whether there was any hope of rate reductions and 
that if a railroad manager was unable to tell when rates would 
be reduced they would feel hopeless. Mr. Willard said there 
was no reason for such a feeling. He said business was slightly 
off at the’ present time. In answer to a question by Senator 
Howell, he said he did not think the cause was the condition 
of the farmers in the west. Mr. Thom pointed out that there 
were no obstacles in the way of reducing rates if they were 
unreasonable. ; 

Senator Cummins said the real question was between gov- 
ernment and private ownership of the railroads. He said if the 
carriers were going to get capital from people who had money 
and get it from them voluntarily, there had to be an assurance 
such as section 15-a, and that under present conditions people 
who had money.were willing to invest it. He thought the trans- 
portation act came as close to government operation and owner- 
ship as possible under private operation and ownership. 

Mr. Willard said it was only the assurance given by the 
act and a return of a little better than 3 per cent than the rail- 
roads raised a billion dollars of new capital in 1923. 

Senator Fess said, “We are told everywhere this is a guar- 
antee. You insist on keeping this section and it is difficult to 
explain it.” Mr. Willard said because a few misunderstood 
was no reason for repealing the section. Mr. Fess said he agreed 
with Mr. Willard but that the argument was made that this ‘was 
done for the railroads and why not for other industries. Mr. 
Willard said it seemed to him that the other industries wouldn’t 
want it with the limitations that went along with it, and Mr. 
Fess said he wouldn’t think so either. 

Senator Cummins remarked that the difference was that the 
Constitution required that public utilities should have a fair 
return—that that was not true of other property not regulated by 
the states or federal government. 
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“Don’t we have that without the law?” asked Senator Fess, 
referring to section 15-a. 

“Certainly,” replied Senator Cummins. “That is the essence 
of section 15-a.” 

Mr. Thom made the point that other industries were not 
regulated by the government but that the railroads were—that 
Congress in the transportation act had simply adopted a policy 
of not regulating the railroads always “down.” | 

Mr. Willard emphasized the fact that the Commission did 
not wait until the carriers had earned the return prescribed 
but had reduced rates on the belief that in the future they 
would earn the return. He said that belief was not realized 
after the Reduced Rates case of 1922. ' 


HEARING ON RAILWAY LABOR BILL 


The Trafic World Washington Burean 


When the hearing on the Howell-Barkley railway labor bill 
was resumed April 4, J. H. Beek, executive secretary of the 
National Industrial Traffic League, appeared in opposition to the 
bill and read a statement outlining the position of the League 
with reference to the Railroad Labor Board and the settlement 
of disputes between carriers and their employes. 

Mr. Beek outlined to the committee the purpose of the 
League and how it functioned. He told of the League going on 
record as favoring abolition of the Labor Board and repeal of 
the labor provisions of the transportation act. In voting for the 
repeal of Title III of the act, Mr. Beek said, it was suggested 
by the League that the existing provisions of the federal law 
for the mediation of labor disputes should be broadened and 
strengthened so as to give the federal mediation board authority 
to act in all cases and to make public its findings and coa- 
clusions. 

Mr. Beek reviewed some of the underlying reasons why the 
League advocated abolition of the Labor Board. He said the 
board was not a distinterested tribunal, referring to its tri-partite 
makeup; that the League believed in preserving, as far as pos- 
sible, freedom of contract between employers and employes and 
that the board interfered with that freedom; that the existence 
of a national tribunal to adjudicate controversies between em- 
ployer and employe tended to nationalize the railroad industry 
and solidified the national organizations of the employes on 
the one hand and of the executives on the other; that the 
League believed it was impracticable for a central governmental 
agency to determine the needs and conditions on every division 
of every railroad “without doing injustice to one side or the 
other; that the very existence of a national tribunal was a 
standing invitation to submit every kind of minor grievance for 
its consideration; that the Labor Board had failed to accomplish 
the good results which its advocates predicted for it; that the 
board was not clothed with power to enforce its mandates and 
that if it were, it would still be impossible as a practical matter 
to compel men to work against their wishes; that the Labor 
Board was not necessary; that the operation of such a board 
had a tendency to crystallize rules of seniority and working 
conditions which operated to destroy the individual initiative of 
the workmen; that the League believed private industry would 
be better off without the Labor Board, because the artificial 
scales maintained by the board for railroad labor operated to 
create unrest in labor conditions, affecting private industry. 
These general observations, Mr. Beek said, applied with 
equal force to the proposed boards to be established under the 
Howell bill and constituted the grounds for the League’s object- 
tions to that bill. In conclusion, he said: 


Senate bill 2646 would. give the national organizations of employees 
a strangle hold upon the railroads and deprive railroad managers of 
all real control and discipline over their employees. It wauld very 
probably lead to conditions of higher wages and operating imefficiency 
that would necessarily result in a large increase in the railroad freight 
rates and thus lay a great burden of transportation taxation upon 
the country, ‘ f 

Therefore, the National Industrial Traffic League desires to be on 
record in opposition to the bill. eee 

The League is on record as.favoring the broadening of the present 
arbitration law and the supplementing of it by giving:to the Presi- 
dent or some other governmental agency the power to appoint a spe- 
cial commission or committee to investigate the issues in any case 
of a dispute between a carrier and its operating employees where 
arbitration has not achieved the desired result, and to make public 
its findings as to the contentions of the opposing parties as well as its 
recommendations with respect thereto. The working out of the de- 
tails of this recommendation was left to the legislative committee of 
the League which has not yet reached its final conclusions in the 
matter, and therefore we are not at this moment prepared to offer a 
more definite concrete suggestion along this line. 

May we say in conclusion that at a meeting of the members 
of the League held in Washington on January 27, 1922, which was 
about two years after the passage of the transportation act, there 
was a strong sentiment among the members in favor of the abolish- 
ment of the Labor Board. Nevertheless, upon recommendation of the 
Legislative Committee the League adopted resolutions recognizing 
that the period of readjustment following the war was not yet ended 
and therefore amendments of Title III of the Transportation Act of 
1920 were proposed, which, in a general way, would have provided a 
Labor Board consisting entirely of representatives of the public and 
having no representatives of carriers or employees, the functions of 
the Board to be purely for intervention in critical disputes between 
train employees and carriers which threatened serious interference 
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with interstate commerce and the conclusions of the Board to be of no 
binding effect and simply for the information of the public in the 
effort to bring about settlement of the controversies and avoid paralysis 
of transportation. 


At the meeting of the League held the following November in 
New York, as heretofore stated, it was voted unanimously that the 
time had come to repeal Title III of the transportation act and abolish 
the Labor Board. This action has been ratified at subsequent meet- 
ings and the previous action is referred to only that this committee 
may understand how thorough has been the consideration given the 
question by the League membership. 


Mr. Beek was questioned by Senator Howell as to how the 
League could have expressed an opinion on the Howell bill if 
it had not had a meeting since the bill was introduced. Mr. 
Beek said the legislative committee had applied the principles 
of the League’s position on railroad labor matters to the bill. 

Mr. Beek read a telegram from the legislative committee 
of the Chicago Shippers’ Conference Association, which met 
April 3, asking him to represent it in opposition to the bill on 
the ground that the public would be deprived of any representa- 
tion on the boards and that the bill would increase the cost of 
transportation and decrease the efficiency of the service. Mr. 
Beek was accompanied by J. M. Belleville. 

Donald R. Richberg, counsel for the organized railway em- 
ployes, followed Mr. Beek, completing his rebuttal statement that 
was interrupted when the committee adjourned March 29. He 
continued his attack on the interpretations placed on the bill by 
carrier witnesses. He denied that the boards provided for would 
cause great expense and staffs. ‘ 

Mr. Richberg attacked figures submitted by Mr. Walber 
showing the percentage of railroad employes belonging to the 
regular organized railroad unions, declaring that they were 
false and dishonest. He said the testimony given was a delib- 
erate and wilful attempt to deceive. 

“The claim that the organizations are not representative 
of the employes is founded only on the ‘otherwise represented’ 
employes that have been disfranchised and herded into company 
unions,” he said. 

Mr. Richberg said the real basis of the carriers’ opposition 
to the bill was the desire of the roads to maintain an instru- 
ment for the regulation of labor because it had been a most 
potent force in bringing about a reduction in wages. 

D. B. Robertson, president of the Brotherhood of Locomotive 
Firemen and Enginemen, said Hale Holden, chairman of the As- 
sociation of Railway Executives, made a surprising statement 
when he said the Howell-Barkley bill had resulted from the 
work of the railroad labor organizations without conference or 
public discussion with either railroad managements or the pub- 
lic, and that it was obviously a partisan measure. He said Mr. 
Holden must be familiar with the efforts made by the labor or- 
ganizations to obtain consideration and support of the measure 
by representatives of the public and to encourage consideration 
of it by railroad managements. 

“The bill was presented for the consideration of Secretary 
of Commerce Hoover approximately four months ago,” he said. 
“Prior to that time the President of the United States had in- 
formed the executives of the labor organizations that Mr. Hoover 
would represent him in consideration of transportation questions. 
After ample time for consideration of the bill, conferences were 
held with Mr. Hoover and the proposals discussed at consider- 
able length and it is worthy of note that only a few suggestions, 
themselves not antagonistic to the present provisions of the bill, 
were offered by Mr. Hoover. 


“Subsequently, and prior to the introduction of this bill, a 
conference on transportation was held in Washington under the 
auspices of the United States Chamber of Commerce early in 
January, 1924, attended by Mr. Hoover, by representatives of 
some of the railway labor organizations and by representatives 
of railroad managements, at which changes in the labor pro- 
visions of the transportation act were considerably discussed. 

“At this conference, Mr. Charles Rippin, president of the 
National Industrial Traffic League, advocated repeal of the La- 
bor Board provisions of the transportation act and Dr. Emery 
T. Johnson and Mr. Henry Bruere made suggestions for a differ- 
ent machinery for handling labor disputes. 

“Not only did the carriers have, during this period, ample 
knowledge of the desires of the employes and of the general 
character and, presumably, the specific details of the legislation 
they desired, but later Mr. Hoover himself endeavored to bring 
about conferences between the executives of the carriers and of 
the labor organizations, through Mr. Holden, but without success. 

“There have been months of public discussion and confer- 
ences of one sort and another regarding not‘only the matters 
covered by the Howell-Barkley bill but regarding the exact terms 
of the proposed legislation and under these circumstances for 
the carriers to hold aloof from any effort to co-operate with the 
labor organizations in presenting a program and to assert that 
this measure was formulated without conferences or public dis- 
cussion with railroad managements or the public, is to create an 
entirely unfair impression. 

“We submit to the committee that the present attitude of 
the railroads is consistent with their traditional antagonism to 
every effort to pass constructive legislation.” 
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Mr. Robertson said there was one measure “the railroads 
passed with their united support and under pressure of so-called 
public opinion which they developed”—the transportation act. 
He submitted a special bulletin issued by the People’s Legisla- 
tive Service on the subject of the money spent by the railroads 
to obtain passage of the act. Senator La Follette is chairman 
of the executive committee of the People’s Legislative Service, 
and included in the membership of the executive committee are 
Senator Wheeler of Montana, Senator Brookhart of Iowa, and 
Representative Huddeleston of Alabama. 

This bulletin said that the information contained therein 
was of special interest in connection: with the introduction of 
the railroad propaganda resolution by Senator Gooding of Idaho. 
It set forth “secret documents” relating to “a single appropria- 
tion of one million dollars, expended through the Association of 
Railway Executives during the latter part of 1919 and the early 
part of 1920, ‘to bring to bear on Congress the strong pressure 
of public opinion throughout the country to speed up railroad 
legislation and put on the statute books a sound law that will 
protect and encourage the transportation industry.’ ” 

“These documents,” the bulletin continued, “are of special 
interest because they expose for the first time the far-reaching 
purposes of the railroad’s huge propaganda campaign.” 

The first “secret document,” the bulletin said, consisted of a 
statement read by T. De Witt Cuyler, chairman of the Associa- 
tion of Railway Executives, at a meeting of the standing com- 
mittee of that association on October 14, 1919. “Document No. 
1,” as set forth in the bulletin, follows, in part: 


At the suggestion of the chairman, a meeting was held !ast 
Tuesday for the purpose of discussing the general publicity policy of 
association in view of the legislative situation. 

Attending the meeting were, in addition to Mr. Fayant and the 
members of the staff, Mr. Dunn of the Railway Age, Mr. Sisson of 
the Guaranty Trust, formerly assistant to the chairman of this 
association, and Mr. Ivy Lee, formerly assistant to the president of 
the Pennsylvania railroad. 

It was the consensus of opinion of the meeting that the Asso- 
ciation of Railway Executives should now go before the country in 
an intensive advertising campaign to state the railroad’s case to 
the people. 

At the suggestion of the chairman, a formal report on the sub- 
ject has been prepared by Mr. Fayant, Mr. J)unn, Mr. Sisson and 
Mr. Lee. The report is as follows: 


RECOMMENDATIONS AS TO AN IMMEDIATE CAMPAIGN OF 
NATIONAL ADVERTISING BY THE ASSOCIATION 
OF RAILWAY EXECUTIVES. 


The time has now arrived when intensive effort raust Fe made 
to bring to bear on Congress the strong peeneare of public opinion 
throughout the country to speed up railroad legislation and put 
on the statute books a sound law that will protect and encourage 
the transportation industry. ; 

There can be no doubt that the vast majority of the people 
of this country want to see che railroads returned now to private 
management under liberal legislation tnat will enable the railroads 
to continue doing their full part in upbuilding the country. The 
country wants to see a good job done in Congress and Congress 
is plainly anxious to do a good job. . 

What is needed now is definitely to crystallize public opinion. 

There is only one way to do this and that is on the foundation 
of national advertising that will reach into every nook and corner 
of the country. 

The intelligent use of advertising space, eSpecially in the news- 
papers, has come to be the accepted and approved method of crys- 
tallizing American public opinion on any great national issue. 

The long struggle of railroads for national legislation to insure 
the future solvency and prosperity of the carriers is about to be 
won, but to make sure that the fight will be won a direct appeal 
to the country is now vitally necessary. 

We therefore unhesitatingly recommend that the Association of 
Railway Executives authorize the expenditure for national adver- 
tising detailed in the attached exhibit. 


We also recommend that the national advertising thus begun 
by the railways as a whole be continued as a permanent program 
with the return to private operation. We believe that such a 
settled policy of continuous good will advertising for the general 
education of the — on railroad problems will be a certain means 
of retaining public good will, of working out the perplexing prob- 
lems that will arise under private operation, and of insuring the 
continuance of private operation in the future. 

The daily newspapers of this country, for example, have a total 
circulation of 30,000,000. One column of space in every one of these 
papers can be purchased for less than $25,000. 

To spend too large an amount on such a campaign as this 
would be a waste of money, but not to spend enough would be an 
— F wien waste, because the desired result would not be ob- 

e 

We recommend the authorization of a total expenditure of 
$1,000,000. 


“Document No. 2,” as set forth in the bulletin, contained es- 
timates of the cost of advertising in daily newspapers, weekly 
newspapers and magazines and journals and assessments on the 
carriers to meet the cost of the publicity campaign. Comment- 
ing on the “disclosures,” the bulletin said: 


The fact that these assessments for propaganda to influence 
legislation were charged against operating expense is of peculiar 
interest to the American people, because by this device they are 
made to pay in freight an assenger rates for the cost of passing 
legislation inimical to their interests. 

It should also be noted that the million dollars expended on 
propaganda by the Association of Railway Executives was only a 
part of the total amount used to pass the Esch-Cummins law. 
Other railroad associations active in securing the passage of the 
Esch-Cummins act were the American Railway Association, the 
American Short Line Railroad Association, and the National Asso- 
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ciation of Owners of Railway Securities. The individual railroads 
were also active, as well as the banks, trust companies and insur- 
ance companies, the United States Chamber of Commerce, and 
numerous other affiliated corporations and organizations. 

The American people have a right to know what the railroads 
| roe — and are now spending for propaganda to influence 
egislation. 


This propaganda is paid for with the people’s money. It is not 
paid by the railroad stockholders and bondholders, in whose interest 
it is conducted, but is charged against operating expenses and thus 
increases the freight and passenger rates which the people must pay. 


Mr. Robertson said in August, 1922, when representatives of 
the brotherhoods were conferring with the railway executives in 
connection with the shopmen’s strike, T. De Witt Cuyler, at that 
time chairman of the Association of Railway Executives, stated 
freely in the presence of many executives and heads of the labor 
organizations “that the railroads had spent some three million 
dollars trying to get the legislation they desired with respect to 
the return and operation of the railroads under private control.” 

“It is, perhaps,” Mr. Robertson continued, “unnecessary to 
go further in demonstrating to this committee what the railroads 
mean when they talk about public opinion. It is very evident 
that they mean a so-called public opinion which they have cre 
ated by propaganda whereby friendly and affiliated interests and 
newspapers deluge Congress with memorials and fill the news- 
papers with advertisements expressing railroad arguments either 
to let the railroads alone or to grant them further legislative 
aid in advancing their private interests.” 

Mr. Robertson asserted that, “having secured the establish- 
ment of the Labor Board and having proved to themselves that 
it can be made to operate to their general satisfaction as a 
mouthpiece of public opinion which only barks at them and bites 
only the employes, the railroads now demand that the existence 
of this helpful body shall be perpetuated.” 

“It is quite apparent from the statements of Mr. Holden, 
supported by the railroad executives, that the carriers feel they 
must have the Labor Board retained in order to successfully 
carry out a further program of labor deflation,” said he. 

Mr. Robertson said if any court had given expression to 
such partisanship as had been exhibited by Chairman Hooper, of 
the Labor Board, “a litigant would be entitled to a change of 
venue as a matter of right on account of prejudice of the judge, 
but the railroads know there can be no change of venue from 
the Labor Board.” 

Mr. Robertson devoted considerable time to specific ref- 
erences to statements that had been made by Chairman Hooper. 
He said the confidence of the railway workers in the board had 
been entirely destroyed. He replied to testimony of witnesses 
given by the carriers. He insisted the short lines would not be 
affected by the bill. 

Replying to the statement that the money spent for publicity 
purposes by the Association of Railway Executives was charged 
to operating expenses and thus-paid by the users of the rail- 
roads, Alfred P. Thom, general counsel for the association, said 
while he would regard it entirely proper to make such charges, 
the statements quoted did not bear out the allegation because 
the railroads at the time were under federal control and their 
only income was the standard return. He said three-fourths of 
the assessment was to be paid by February 1, 1920, and that the 
roads were not returned to their owners until March 1 that year. 

Asking the committee to bear in mind the conditions exist- 
ing at that time, Mr. Thom said an effort was being made by 
the Director-General to extend federal control for a period of 
five years. 


“The Esch-Cummins bill was not in existence when this was 
done,” said he. “It did not come into existence until about 
February, 1920. The amount was spent and the next year’s as- 
sessment for such purposes was $150,000, and for the following 
year it was $200,000. There has not been any participation on 
the part of the Association of Railway Executives in publicity 
matters since 1922. Whatever is done in that direction is done 
either by individual railroads or by groups of railroads. But at 
this time, when the whole question of the future of tle railroads 
and of their ability to furnish service to the public was in the 
balance; when a propaganda of misrepresentation was being 
made against them in all communities, they did attempt to ad- 
dress 110,000,000 of the American people by putting the facts as 
to their industry before them publicly, openly and avowedly.” 

Senator Couzens asked why the reports set forth in the bul- 
letin were marked “confidential.” Mr. Thom said the result was 
open on the pages of the newspapers. Of course, he said, the 


financial methods by which any business carries itself on are 
confidential. 


The carriers’ publicity campaign, Mr. Thom asserted, did 
not cost one-tenth as much as the effort made in 1922 by the 
shopmen to prevent the railroads from giving to the American 
people adequate service. 

Senator Gooding then raised the question of accounting for 
advertising expenditures, saying that he had been advised by 
the Commission that advertising was charged to operating ex- 
penses. 

“I think that is where it ought to be charged,” said Mr. 
Thom. “It has come to be one of the expenses that we must 
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incur inv order to get the facts of this industry fairly before the 
American peeple. We assert the right to do it and defend it as 
a proper expenditure in the interest of the railroads and the 
public, that the public may be advised of the facts and make up 
their minds after having the statements of both sides before it.” 

Senator Gooding said the purpose of his resolution directing 
an investigation of railroad propaganda was that the Commis- 
sion might be in a position to know just how much the railroads 
spent and what they spent it for. 

Mr. Thom replied that there was nothing the railroads would 
welcome more sincerely than a fair consideration of that subject. 
Senator Gooding said then he hoped the railroads would not 
oppose adoption of his resolution. : 


“They certainly will not,” said Mr. Thom. 

A memorandum was read by Mr. Richberg, counsel for the 
railroad unions, quoting Warren S. Stone, head of the Brother- 
hood of Locomotive Engineers, as having said that Mr. Cuyler 
had told him that “they had spent over $3,000,000 the year be- 
fore in publicity to create public sentiment to get a tribunal to 
handle these railroad problems and as a result they had got the 
Railroad Labor Board and he thought it was a damned poor 
investment.” 

Referring to the rebuttal testimony given by Richberg and 
Robertson, Mr. Thom told the committee the statements made 
by witnesses contained such “unjust aspersions of the motives 
of honorable men and such misrepresentations of the facts and 
the law,” that he would like to have the opportunity of making 
reply. It was agreed that if he could be ready by April 8 he 
could make the statement. 

Ben W. Hooper, chairman of the Railroad Labor Board, ap- 
peared in defense of the board and in opposition to the Howell- 
Barkley bill. He said he was authorized by the board to 
appear but that he desired that his statement be taken only as 
an expression of his own views. After having concluded his 
statement, Chairman Hooper remarked he had been invited to 
appear before the committee but Chairman Couzens said he 
did not think the committee had invited Hooper to appear but 
that Hooper had invited himself. Senator Couzens referred 
to a telegram received from the board asking for time to be 
heard. Mr. Hooper thought that might be referred to as request- 
ing the pleasure of “being invited by the committee.” He said 
he did believe that the board did receive a letter from the secre- 
tary of the committee notifying it of its right to appear. Mr. 
Couzens said the secretary might have done that but that his 
sub-committee did not invite anybody to appear. 

“The great unorganized public, in all the walks of life and 
all the lines of business and industry, is overwhelmingly opposed 
to the idea that there is no better way to settle railroad labor 
controversies than to permit the immediate parties to fight 
them out,” said Chairman Hooper. “Their interest in the ques- 
tion before this committee is paramount and is entitled to 
supreme consideration.” 


Chairman Hooper said the success of a railway strike was 
measured by the amount of loss and suffering it inflicted on 
innocent people—producers, shipper and consumers. Continu- 
ing, he said: 


On one corner of this industrial triangle, we have two millions 
of people who own the railroads and who have the selfish human 
desire to make money out of their operation. Congress would 
hardly be willing to let them exclusively draft a law for the regu- 
lation of the conduct of labor, the establishment of wages and 
working rules, and the prevention of strikes, 

On another corner of the triangle is labor, two millions strong, 
well organized for the very humane purpose of constantly better- 
ing wages and working conditions, with a leadership devoted to the 
idea that the power to strike is, in the last analysis of the matter, 
the only weapon upon which they can safely depend. Congress 
could scarcely afford to manifest such a degree of optimism as to 
assume that labor alone would draft a law for its own regulation 
in connection with industrial controversies that would be fair to 
the carriers and to the people. 

On the third corner of the triangle stands the great body of 
American people, 106,000,000 strong, with every business interest 
and activity, and with the preservation of physical lives of millions 
dependent, not periodically but daily, upon the continued operation 
of the railways. They can never permit either the managements 
er men, by lockout or strike, for any cause or reason, real or 
fancied, to throttle railway transportation. The law of self-preSer- 
vation forbids. 'Those who enter upon the ownership and manage- 
ment of railroads and those who perform the responsible work of 
actual operation must alike realize that they are charged with a 
sacred trust to maintain this indispensable public service. 

The public, in its eagerness to obtain the uninterrupted rail- 
way transportation rightfully due it, must not overlook its recip- 
rocal obligation to both ownership and employes, but must offer to 
the one the opportunity of reasonable profit and must a 
to the other just and reasonable wages and working conditions. 

With the transportation machine quietly and efficiently fur- 
nishing adequate service, it would be quite human for the public 
to lapse into a state of smug indifference to the welfare and con- 
tentment of both the people who own the railroads and the folks 
who do the work. It is the function of organized labor to see that 
its interests are not neglected, and I believe it will be conceded 
that this function is well performed. 

The labor organizations which sponsor the bill pending before 
you have stated in your presence that they were engaged eighteen 
months in the preparation of the measure, and that this is the sixth 
draft of it. That these men of vast experience and life-long tech- 
nical training in the science of labor controversy, with the co- 
operation of able legai advisers, have found it necessary to devote 
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such infinite pains to the drafting and redrafting of this bill must 
impressus. as unitiated laymen with the difficulties inherent in 
this: problem. May I also venture to suggest that it gives the public 
fair wa as to the amount of time and care which the 96 per 
cent who would be expected to live under this law should accord 
to the study of the proposal made to them by the less than 2 per 
cent. Let me hasten to say, however, that no criticism of the spon- 
sors of this bill is implied. They have rendered a useful public 
service in the definite presentation of their views, 


Chairman Hooper discussed at length the conditions under 
which the Labor Board came into being and declared that Title 
III of the transportation act was the greatest forward step that 
had been taken for the protection of the public against railway 
strikes, and at the same time the conservation of the rights of 
both carriers and employes. He went into detail as to the work 
of the board and the problems confronted by it. He did not 
think there would ever again be submitted to the board such a 
“flood of disputes” as followed the~creation of the board. He dis- 
cussed strikes and said the country would have been filled with 
strikes had it not been for the work of the board. He questioned 
the statement of Mr. Robertson that the board had adopted un- 
sound policies, and explained the principles on which the board 
based its decisions. He defended the so-called “outlaw” resolu- 
tion issued by the board in the shopmen’s strike in 1922. Refer- 
ring to statements that the railroads had violated the board’s 
decisions, he insisted that the great majority of the Class I car- 
riers had scrupulously obeyed the board’s decisions—that the 
wages and rules fixed by the board were almost universally ef- 
fective. He said the statements made to the committee about 
violations by the carriers did not reflect the facts. Up to April 
1, 1924, he said, four Class I carriers and three short lines had 
been formally and officially declared by the board to have vio- 
lated its decisions. He said the carriers and the number of 
violations were as follows: Erie, 14; Pennsylvania, 3; Chicago 
& Alton, 1; Fort Smith & Western, 1; Duluth, Missabe & North- 
ern, 1; Interstate, 1, and Butler County, 1. He said the carriers 
that had violated the decisions of the board in the most persist- 
ent and hurtful way were the Pennsylvania and the Erie. He 
said the course adopted by those two carriers was not approved 
by other railroad managements. As to “widespread dissatisfac- 
tion” of employes, Mr. Hooper said: 


The statement made to the committee that there is widespread 
dissatisfaction among the employes with the Railroad Labor Board 
is correct in one sense and incorrect in another. 

That the work of the board has been beneficial to the employes 
is recognized by a large percentage of them, but it would require 
courage for them to make public admission of the fact, because 
their chiefs are seeking the abolition of the board. There would be 
few, if any, men who represent the organizations in presenting 
cases to the board who would subscribe to the statement that the 
attitude of the public group is not fair and judicial. 

The whole truth of the matter is that most of the leaders of 
the organizations are so strongly opposed to the theory upon which 
the labor section of the transportation act, 1920, is predicated that 
they have never been able to assume a fair attitude toward the 
board. They opposed the enactment of this provision and have 
fought it unceasingly ever since. If they had heen contented to 
go along with the law and the board, and occasionally to say a good 
word for the board to their membership when it had rendered de- 
cisions of great importance and benefit to the men, the sentiment 
among employes would have been vastly different. But from the 
hour the law went into effect no opportunity has ever heen lost by 
these leaders to belabor the board and the law to their member- 
ship. The resolutions of the train and engine men, heretofore read 
into the record, asking Congress to repeal the prevent law, con- 
tained the significant statement “that the fault lies with the plan 
or system probably more so than with the personnel of the board.” 

In order to destroy the law, it was deemed necessa to fight 
the board. No can can serve on any kind of hoard that deals with 
labor disputes and expect to escape the most violent criticism if he 
assumes an independent and unbiased attitude, lives up to his oath 
of office, and shows symptoms of the possession of guts. 

The Railroad Labor Board has rendered decision after decision 
sustaining the right of collective hargaining, protecting labor or- 
ganizations against powerful assaults aimed at their destruction, 
upholding their rights of conference and negotiation, and, in fact, 
maintaining the principles most vital and sacred to lahor; but ouly 
bans scantiest of reference, if any at all, is ever made to these 

ngs. 


Taking up the Howell bill, Mr. Hooper said, in part: 


The main, outstanding, over-shadowing purpose of the Howell 
bill is to make it easier for railway employes to enforce their de- 
mands by strikes and, to this end, to exclude the public from all in- 
fluential participation in or supervision over the adjustment of labor 
controversies. The enactment of this measure would constitute the 
longest step backward that has ever been taken in federal legislation. 
In my humble opinion, it would prove a curse to the public, the 
railroads, and the employes. 

The present transportation act asserts the right of the producers, 
shippers and consumers to a voice in ihe adjustment of railway 
labor controversies with a two-fold end in view: First, that strikes 
may be prevented, and, second, that railway managements may not 
be dragooned by violence or the threat of it into yielding to .un- 
conscionable demands the financial burdea of which will be trans- 
ferred to the shoulders and hacks of all other people, including 
labor itself in other industries. The peopie of the United States 
do not want the railway industry to get into the condition in which 
the coal indust is popularly believed to be, where force and col- 
lusion have combined to destroy public confidence in all wage agree- 
ments and, consequently, in the fairness of the prices the people 
pay for coal. 

Now let me give what I consider a close-up view of the Howell 


“It wipes out a board composed of equal representation of the 
carriers, the employes, and the public, and having jurisdiction of all 
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labor controversies, and substitutes therefor four “adjustment boards 
having jurisdiction of grievances only, =~ > 

It establishes no board or tribunal ‘with jurisdiction” of the big 
fundamental questions of wages and working conditions—the ques- 
tions which usually provoke strikes. 

It is true that it provides for arbitration boards to pass upon 
questions of wages and working conditions, but the submission of 
a dispute to an arbitration board is purely voluntary on both sides, 
and the bill leaves the implication that no odium would attach to 
either party for refusing to arbitrate, 

It sets up a Board of Meditation and Conciliation, composed of 
five members, without any power to pass upon disputes, but with the 
Power to mediate and conciliate. 

his Board of Mediation is also empowered to appoint the ‘‘bal- 
ance-of-power’? member or members on arbitration boards. 

The most remarkable evidence of the purpose to completely ex- 
clude the pase from participation in the adjustment of contro- 
versies is shown in the provision covering the eligibility and appoint- 
ment of the members of the Board of Mediation and Conciliation. 
Instead of including an express provision making the partisans of 
the carriers and the employes both ineligible to membership o nthis 
Board, there is an express provision making them eligible. In fact, 
the eligibility of members of the Board of Mediation and Concilia- 
tion identical with the eligibility of the representatives of the carrier 
and the employees on the present Railroad Labor Board. This pro- 
vision in a bill which has been carefully redrafted six times by 
experts means that the employes have deliberately planned to see 
membership on such Board of Mediation and Conciliation, if it should 
ever be created, and it is my information that certain employes 
are already aspirants for such appointments. 

Of course, if the President appointed one of them on the Board, 
he would have to strike a balance by appointing a representative of 
the carrier and the result would be either a tripartisan board or 
another bipartisan board similar to the adjustment boards. In either 
event, the usefulness of the Board would be absolutely destroyed both 
for mediation and for the appointment of arbitration. 

The operations of these adjustment boards and the Board of 
Mediation and Conciliation are conducted without publicity and, 
when their efforts fail and a strike is threatened or results, the 
Public has no. authoritative way in which to acquaint itself with 
the facts upon which a potent public opinion can be predicated. 

The Howell bill attempts the undemocratic and un-American 
thing of confining representation on the adjutsment boards to certain 
labor organizations and excludes many other rival organizations. 
The constitutionality of such a discrimination might well be doubted. 
Certainly it is not in keeping with our ideas of freedom. 

The favored organizations are as definitely designated by descrip- 
tion as they could be by name, A previous draft of the bill set 
them out by name, but legal advice doubtless softened and camou- 
flaged this crude injustice. 

The histo of this country shows that labor organizaticns are 
not permanent, but are subject to change. The Railroad Labor 
Board has established the American plan of permitting the employes 
to settle by secret ballot their choice of representation. 

It must be remembered, too, that the carriers have not yet been 
consolidated and that under the law each of them makes agree- 
ments with its own employes. 

Under the bill there would be a new arbitration board for each 
new dispute. The nonpartisan member of these boards would be 
likely to be without experience and would function under great dis- 
advantages. It would be difficult to secure the services of satisfactory 
men who could devote the time necessary to the study and disposition 
of such technical and unfamiliar matters. This has always been 
One of the unsatisfactory features of such arbitrations. 


Chairman Hooper said the whole machinery of the bill was 
cumbersome, complicated and expensive—that instead of the 
Labor Board with nine members whose salary aggregated $90,- 
000 a year, the bill provided for five boards of 45 members with 
salaries aggregating $340,000 a year, with provisions for all the 
independent overhead expenses for each board that were now 
authorized for the Labor Board. He said the bill legalized the 
perpetuation of every rate of pay and every working rule now 
in existence, because not one of them could be changed by or for 
a carrier unless such revision were made by an arbitration 
board and that no such arbitration could be had without the 
consent of the employes. He said it would not be difficult for 
him to point out certain defects in the law but that it would 
never occur to him to repeal it and “substitute for it a measure 
so partisan in its nature, so destitute of all protection of the 
public, and so certain to transform the present peaceful condi- 


tions into disorganization and discord as would the pending 
measure.” 


With the permission of the committee, Mr. Hooper suggested 
several amendments to the existing law. He suggested one that 
would enable the board to make effective the provisions of the 
law requiring establishment of adjustment boards. He also said 
the law should be amended so as to prevent the violation or eva- 
sion of the provisions that command conferences and negotia- 
tions to adjust a dispute and the submission of it to the Labor 
Board. He also suggested an amendment that would prevent 
the carriers from evading the law by conferring with other than 
representatives of a majority of their employes. 


Labor Opposes Bill 


Representatives of organizations of railroad employes not 
identified with the regular railroad labor unions appeared be- 
fore the committee April 7 in opposition to the Howell bill. 

C. B. Anderson, an official of the shopcrafts’ organization of 
the Union Pacific system, who said he spoke for approximately 
140,000 employes on various systems not members of the regular 
unions, urged that the Railroad Labor Board have a fair 
trial under normal conditions. He said the Howell bill would 
be a repudiation of the employes who remained loyal in the 
period of the shopmen’s strike and deprive them of represen- 
tation on the proposed adjustment boards. He said if there 
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‘were to be changes in 


lic, 2 of the managements; and 2 of the employes; with one of 


the latter a representative of the independent organizations of 
employes. 

The witness said passage of the bill would leave the ad. 
justment of all labor disputes to the American Federation of 
Labor. He said it was the “heart of the Plumb plan in disguise,” 

T. H. Davis, representing 50,000 shopcrafts’ employes of the 
Pennsylvania, told the committee of the Pennsylvania’s plan of 
dealing with its employes and declared the passage of the Powell 
bill would invade their constitutional right of deciding whether 
or not they would belong to a labor organization. Other repre- 
sentatives of independent organizations of railway employes 
asked to be heard but Chairman Couzens said they would have 
to file their statements. He said much of the testimony was 
cumulative anyway and that the committee simply did not have 
time to listen to other witnesses. 

Although it had been understood that Mr. Thom, of the 
Association of Railway Executives, would have an opportunity 
to appear before the sub-committee to reply to statements by 
witnesses for the Howell bill, April 8, it was learned that 
Chairman Couzens regarded the hearings as closed as of 
April 7. Mr. Thom probably will file a statement with the 
committee. 

Senator Capper of Kansas has submitted a petition of Hard 
Times Lodge, No. 538, Brotherhood Railway Carmen of Amer- 


ica of Hoisington, Kan., praying for passage of the Howell rail- 
way labor bill. 


RAILROAD WAGE INCREASE 


A wage increase of about 5 per cent to 55,000 conductors, 
brakemen and switchmen employed by 55 railroads and terminal 
companies in territory west of Chicago has been announced. It 
will add approximately $5,000,000 annually to the payrolls of the 
roads. 

The formal statement, issued by the negotiating committees, 
says, in effect, that the conference committees of managers of 
western lines and representatives of the Order of Railway Con- 
ductors and Brotherhood of Railway Trainmen have agreed to 
apply approximately the same wage increase in the west that 
had been previously agreed to by lines in the eastern and south- 
eastern territories. 

Under the terms of settlement, the management and com- 
mittees representing the men on lines party to the confrence 
are to enter promptly into negotiations with the individual lines 
with a view to agreeing on such changes as will modify rules 
and working conditions that are peculiar to western territory 
and that unduly restrict operation. 


Where, under the operation of certain provisions of indi- 
vidual agreements, excessive earning accrues, managements and 
committees are to meet such issues in a spirit of fairness and 
are to work out revisions that will result in more equitable 
payments. 

Disagreements, if any, arising out of the agreement are io 
be referred to a commission consisting of representatives of the 
conferees. 

Concessions have been made by the union representatives, 
agreeing to modify or eliminate certain working rules that the 
railroad managements contended were onerous and arbitrary. 


N. Y. N. H. & H. WAGE DISPUTE 


The Railroad Labor Board has summoned the management 
of the New York, New Haven & Hartford and the representa- 
tives of the engine service brotherhoods to a hearing April 16. 
Conferences have been held for some time in effort to settle the 
dispute arising out of increased wage demands by the engine 
service employes. Since it has developed that hardly any prog- 
ress has been made and the employes are taking a strike vote, 
the Labor Board has seen fit to exercise its power. It has quali- 
fied the call for conference by the clause, “unless in the mean- 
time a settlement is reached,” for the reason that the New 
Haven management and the employes’ representatives had an 
eleventh hour conference scheduled for April 11. 


THE PULLMAN SURCHARGE 


Senator Robinson of Arkansas, Democratic leader in the 
Senate, has had printed in the Congressional Record an analysis 
of data obtained from the Commission relating to the surcharze 
on travel in Pullman cars. 

Senator Shipsted of Minnesota has introduced a bill (S. 2985) 
forbidding the collection of a surcharge on travel in Pullman 
cars. 

The Senate interstate commerce committee did not take up 
the question of eliminating the Pullman surcharge this week as 
planned. The committee had planned to discuss the question in 
executive session, but did not do so. 


spoke suggested that=the membership of the Labor=Board be == 
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April 12, 1924 


HEARING ON HOCH RESOLUTION 


The Trafic World Washington Bureau 


Representative Hoch, of Kansas, after explaining to the 
House committee on interstate and foreign commerce the pur- 
pose of his resolution, referred to letters he had received from 
farm and trade bodies emphasizing the need for a reorganization 
of the rate structure. He said the resolution proposed nothing 
of a radical nature and that his thought was not that there 
should be any “ruthless” dealing with the problem, and that 
such changes as the Commission might decide upon shouid 
be made with due regard for all the factors involved. 

Representative Huddleston, of Alabama, desired to know 
what authority the resolution conferred on the Commission 
that it did not already have under the law. Mr. Hoch thought 
it did not confer any power that the Commission did not now 
have but that the Commission might be of opinion that such an 
investigation was not necessary or that it might not have the 
necessary funds to make such an investigation. 

Representative Cooper, of Ohio, raised the question of ad- 
justing rates to meet price changes. Mr. Hoch said it was 
not his view that rates should change with prices, but that 
price levels over a considerable period of years should be a 
factor considered in the making of rates. He said if the 
Commissioon found that there were not the maladjustments 
complained of, it would not have to do anything under the 
resolution in the way of changing rates. Mr. Cooper asked 
Mr. Hoch if he had figures to show increased cost of operation 
of the railroads, but the latter said he did not have such 
figures. Mr. Cooper asked if he thought the carriers could 
transport wheat at the same rate now as they did in 1913 with 
increased operating costs. Mr. Hoch said he was not contend- 
ing for that. 

“Does your resolution contemplate the fixing of any rates 
— the cost of service?” asked Representative Lea of Cal- 
ifornia. 

Mr. Hoch replied that it did not. Representative Burtness, 
of North Dakota, referring to a statement by Mr. Hoch io 
the effect that a bushel of wheat purchased for less transporta- 
tion than it did in 1913, brought out that the same was true 
with respect to everything else the farmer bought. 

Representative Parks, of Arkansas, said Commissioner 
Esch had pointed out that the Commission was working along 
the lines of the resolution now. Mr. Hoch said the Commis- 
sion had done a great deal along that line, but that he did not 
believe that the Commission had ever entered upon as broad 
an investigation as it should now enter upon. 

Mr, Huddleston asked Mr. Hoch if the resolution was in- 
tended to change the principles of rate-making as now observed. 
Mr. Hoch replied to the effect that it was intended that the 
Commission should give more consideration to the factor of the 
value of commodities over a period of years and to take into 
consideration to a greater extent than it had the development 
westward of industries. 

In response to a question by Representative Rayburn, of 
Texas, as to whether Mr. Hoch denied that the resolution 
provided for a new principle in rate making, Mr. Hoch said the 
principle was not new, but that it might be said the resolution 
provided for application of the principle involving prices in a 
more positive fashion. 

Representative Burtness brought up the joint resolution re- 
ported by the Senate interstate commerce committee, declaring 
agriculture to be the basic industry of the country. Mr. Hoch 
read the resolution and members of the committee burst into 
laughter, Mr. Rayburn asking whether the resolution meant 
that agriculture was the only “basic” industry in the country. 
Mr. Hoch said he did not desire to interpret the resolution. 

Commissioner Esch then resumed the witness stand. He 
said with much of what Mr. Hoch had said he was in agree- 
ment—that horizontal rate increases had resulted in maladjust- 
ments, but that they were made because at the times they were 
made that was deemed the only practical way of meeting the 
emergencies at the time. He referred to the increases under 
G. O. No. 28 and Ex Parte 74. He said that since Ex Parte 
74 the Commission had been dealing with readjustments as the 
result of those increases. He said they were migated to a cer- 
tain extent by the rate reductions made since Ex Parte 74. Re- 
ferring to the purchasing power of the farmer’s dollar, he said 
the present rate levels were not out of joint with the index of 
prices, except perhaps as to agricultural products, but that as to 
them the average increase in rates over 1913 was about 41 per 
cent. Mr. Esch then read the following forma] statement, sup- 
plementing his original prepared statement: 


In order to avoid possible misunderstanding of the testimony 
given yesterday, I want to say that it was intended to convey three 
important ideas, 

First, that, with the possible exception of agriculture, the Com- 
mission’s practical experience in dealing with rates and transporta- 
tion problems in the past two years does not indicate any general 
demand or necessity for a general important or sweeping readjust- 
ment of rates, either as between the various commodities or classes 
of traffic, or as between sections or communities; 

Second, that a general investigation of all rates along lines sug- 
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gested by the resolution would be a colossal task, involving hearings 
lasting many months, requiring several years to complete, and in- 
volving considerable expenditure beyond that currently being dis- 
bursed; 

Third, that while the present rate structure has the appearance 
of being more or less haphazard, and to some extent is haphazard, 
existing rates are in fact nearly all based upon the practical judg- 
ment of trained traffic men of the railroads, regulated to some extent 
by state and national authorities, on the whole designed to meet com- 
mercial conditions and encourage the free flow of commerce and 
competition as between industries and sections. The whole business 
structure has been built up under the rates as they have existed, 
and millions of dollars have been invested thereunder, and a general 
overhauling is bound to cause apprehension, complications and per- 
haps have a disturbing effect upon business. 

, The statement made yesterday was not intended to indicate that 
there are not thousands of rates which are in one way or another 
improperly adjusted. The fact that 14,000 formal complaints have 
been filed with the Commission since 1906 and that approximately a 
thousand new complaints come in every year, indicates that there 
must be numerous rates that at least in the opinion of the com- 
plainants need readjustment. The problem for the committee to de- 
termine, after hearing from all who care to appear, is whether suffi- 
cient necessity exists for a systematic, wholesale revision of rates, 
having in mind the three factors already mentioned, to justify de- 
parture from the Commission’s past policy of dealing with rates by 
particular situations—gradually—generally only where sufficient in- 
jury results to cause the filing of a formal complaint or where in- 
formal complaints have been so numerous or apparently well founded 
as to give reasonable ground to believe that necessity for revision 
exists, in which cases the Commission has used its power to insti- 
tute investigations upon its own motion. 

The statement was not intended to express a definite opinion 
one way or the other as to whether the pending resolution should 
be adopted, though it is my opinion that if Congress believes that a 
general investigation of rates should be undertaken, the resolution 
in its present form probably meets the situation as well or better 
than any other that could be devised. I recognize that Congress has 
problems and policies with which to deal which do not directly fall 
within the scope of the Commission’s activities, at least until Con- 
gress has declared its policies and directed the Commission in the 
premises. As I said yesterday, if Congress considers that it should 
adopt this resolution or any other declaration of policy, the Commis- 
sion will earnestly endeavor to carry out such declaration to the best 
of its ability. The Commission has been represented before the Com- 
mittee only because requested to do so by it and the statement pre- 
sented yesterday was offered only because I wanted to be sure that 
the Congress did not overlook the various factors presented, to which 
attention was called for whatever weight the Congress may think they 
are entitled. In closing, I may say that it is true that the process 
which the Commission has been following of dealing with com- 
plaints as they arise and instituting investigations upon its own 
motion only where there has appeared to be considerable demand or 
necessity therefor, unquestionably in the long run is a slower pro- 
cess of arriving at the goal of a more satisfactory general rate adjust- 
ment than now exists, than would result from the adoption of the 
resolution, provided the Commission is furnished with the funds and 
facilities to proceed under it with reasonable dispatch. Indeed, in the 
long run, the plan suggested in the resolution might actually cost 
less. As noted above, it is largely a question of policy for Con- 
gress to decide as to which method should be followed, after consider- 
ing all possible angles of the situation. 


Representative Rayburn asked Mr. Esch whether it was 
his opinion that adoption of the resolution would interfere with 
the rate readjustments now in progress before the Commission. 
Mr. Esch said if the resolution were «adopted the Commission 
would feel bound to carry it into effect as soon as’ possible, 
that members of the staff would have to be assigned to the 
work and that a number of the members of the Commission 
would have to give their attention to the work. In response 
to another question Mr. Esch said the Commission had been 
and was working along the lines of the resolution, referring to 
the rate cases named by him thertofore. He referred to the 
general grain rate investigation in which he said 6,000 pages 
of testimony with 600 exhibits had been received. 

Mr. Esch said the trend had been toward rate reductions 
and that he knew of no general increases in rates since 1920. 
He said rate reductions were possibe because of the wage cut 
made by the Labor Board in 1922, efficient management on the 
part of the carriers and the large volume of traffic. He said 
the carriers had made many reductions voluntarily. 

Representative Merritt, of Connecticut, developed the idea 
that if the Commission made a readjustment as contemplated 
by the resolution, there would still be thousands of individuals 
not satisfied with the readjustment. Mr. Esch said that was 
true. Mr. Merritt said he was in favor of the general principle 
of the resolution, but that the question in his mind was whether 
as a practical matter the way to deal with the problem was 
the way the Commission was now doing. Mr. Esch said he felt 
the Commission was doing in a gradual manner what the resolu- 
tion proposed, but that its passage, no doubt, would speed up 
the work. He referred to the possible cost of the inquiry, say- 
ing it was his understanding the Congress appropriated $500,009 
for the work of the Joint Commission of Agricultural Inquiry. 

Mr. Merritt said the investigation also would cause great ex- 
pense to the carriers and Mr. Esch said it would. Answering 
a question by Mr. Huddleston, Mr. Esch said he could not give 
an estimate of the cost of carrying out the resolution. He asked 
Mr. Hardie, director of traffic, to give his view on the length of 
time and cost of the investigation. Mr. Hardie said it would be 
dificult to make such an estimate. He referred to the time 
occupied by the Southern class rate case and said the carriers 
were now asking for four months in which to reply to the ten- 
tative report of Commissioner Eastman. 
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Mr. Huddleston said he favored the resolution notwithstand- 
ing the cost or length of time involved, but that it would be 
safe to say that it would cost millions and take ten years. Mr. 
Hardie said he would not say that it would cost “millions.” 

R. 8S. French, general manager and secretary of the Na- 
tional League of Commission Merchants of the United States, 
and also representing western fruit shippers, and W. I. Drum- 
mond, chairman of the board of governors of the International 
Farm Congress of America, of Kansas City, Mo., appeared be- 
fore the committee April 5 in support of the resolution. 

Both witnesses took the position that those for whom they 
spoke recognized the necessity for adequate transportation 
facilities and that the railroads should have a fair return but 
they contended that products of agriculture were unduly bur- 
dened by freight rates and bearing more than their fair share 
of the cost of transportation. They believed that such an in- 
vestigation as proposed by the resolution was necessary to 
develop the facts which they believed would show that agricul- 
tural products were entitled to relief. 


Mr. French said there was no desire on the part of his 
people to impede the progress of the railroads but that they 
felt that, without asking the carriers to reduce their revenues, 
a scientific analysis would show the burden on their industry. 
He referred to the petition that had been filed with the Com- 
mission asking for an investigation to determine whether 
fruits and vegetables were not paying more than their fair 
share of the transportation costs and said the Commission had 
denied the petition. He said the Commission was heavily bur- 
dened with work but that he felt it was the only body to un- 
dertake the general investigation. He did not believe that the 
investigations in rate cases under way were sufficiently broad 
to meet the situation. 


Representative Cooper of Ohio said the investigation would 
cost a great deal but Mr. French said he felt the government 
was better able to bear the cost than the shippers. 


Mr. Drummond said if the resolution were passed the facts 
would be developed and that if they did not warrant action none 
would have to be taken. He believed, however, that the facts 
would warrant a readjustment. He said his people fully ap- 
preciated the ability and sincerity of the Commission in handling 
a complex situation and that he had been impressed with the 
painstaking way in which it went into rate matters. He said 
the Commission must be just to the railroads as well as to the 
farmers. Mr. Drummond did not believe that local adjustments 
of rates would be interfered with if a general investigation 
were undertaken. In response to a question by Chairman 
Winslow the witness said he had found no disposition on the 
part of farmers to contend that the railroads were not entitled 
to a fair return when they understood the facts. He said his 
organization devoted its time to research and education that 
the farmers might have the facts. 


Chairman Winslow indicated that a special appropriation 
would have to be provided for the investigation. He asked the 
witness if he would favor that and Mr. Drummond said he 
would. 

The hearing was adjourned until April 9. 


Chairman Winslow, after Secretary Hoover and Ben B. Cain, 
of the American Short Line Railroad Association, had testified 
April 9, declaring the hearings closed. The chairman said Alfred 
P. Thom, general counsel of the Association of Railway Execu- 
tives, had intended to appear, but could not because of his 
presence being required before the Senate interstate commerce 
committee and that he had asked that the record show that the 
railroads were not opposing the resolution. 


The indications were, when the hearings were closed, that 
the committee would adopt a favorable report on the resolution 
with an amendment providing for an appropriation. Except- 
ing the facts laid before the committee by the Commission, 
there was no testimony submitted in opposition to the measure, 
and the general thought appeared to be that passage of the 
resolution would be desirable in the interests of finding what 
the facts were with regard to the rate structure. 

Secretary Hoover said he presumed the purpose of the 
resolution was to stimulate the Commission to consider the 
question of a reorganization of the rate structure. He said 
there were many rate inequities and that the rate structure was 
a “hodge-podge.” He referred to the report of the special com- 
mittee on rates of the Chamber of Commerce of the United 
States as to the desirability of overhauling the rate structure. 
He said one primary difficulty standing in the way of a reor- 
ganization of the rate structure was the lack of diversity of 
traffic of certain railroads, and that the reorganization could 
be much more easily accomplished after consolidation of the 
railroads. He referred to roads having a large volume of agri- 
cultural traffic and a small volume of other classes of traffic. 
He discussed the relation of L. C. L. rates and class rates to 
rates on “primary” commodities and said in effect that the rela- 
tionship was out of joint. He said class rates were unduly low 
as compared with rates on primary commodities. He said a 
constructive study of the problem seemed to be desirable. He 
said some time ago the Department of Commerce and the Com- 
mission had discussed the question involved and that the Com- 
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mission had undertaken a study and that the purpose of the 
resolution was to assure an adequate study. 

In response to questions by Representative Hoch, Mr. 
Hoover said L. C. L. rates were proportionately much too low 
in comparison with rates on primary commodities. He defined 
“primary” commodities as embracing products of agriculture, 
coal, iron and lumber. 

Representative Huddleston attempted to get Mr. Hoover’s 
views on the long-and-short-haul question, but the secretary 
said he was not prepared to discuss that. He said in effect, how- 
ever, that he believed that matter should be left to the Com- 
mission and that the problem would be easier to solve as the 
railroads’ volume of traffic grew to such proportions that de- 
partures from the fourth section on water competitive traffic 
would not be necessary to conserve their revenues. 

Representative Newton, referring to President Coolidge’s 
message recommending a reorganization of the rate structure, 
asked what was in the President’s mind on that subject. Mr. 
Hoover said the President was aware of the rate inequities and 
that the Transportation Conference had come to a similar con- 
clusion. Mr. Newton said if what was proposed meant the dis- 
location of industries built up under the existing rate structure, 
he would not favor the resolution. Mr. Hoover said he did not 
think anything like that was proposed. He referred to the effect 
of the horizontal rate increases and decreases and said they had 
had the effect of making industries change their locations. In 
New England, he said, the effect of the horizontal rate increases 
and decreases had been practically to pauperize the New England 
railroads. He said the rate structure had been torn to pieces 
in the last eight years. He said the matter should be investi- 
gated and a determination made as to how far inequalities 
existed. 

Representative Rayburn desired to know how long the inves- 
tigation would take. Mr. Hoover said those dealing with the 
problem should be able to tell in five or six months what the 
effect of the horizontal increases had been and that he did not 
think that it would be an enormous undertaking. He said the 
Department of Commerce had protested against the 10 per cent 
horizontal reduction made by the Commission. He said he was 
almost prepared to say that rates on L. C. L. and class traffic 
should be increased to get relief on “primary” commodities. 
He thought if the proposed investigation developed some theory 
of rate making it would be fortunate. In reply to questions, Mr. 
Hoover said he had not read Commissioner Esch’s statement to 
the committee. 

Mr. Hoover expressed the belief that such an investigation 
as proposed would develop facts that would constitute a 
strong argument for consolidation of railroads. He believed 
that the investigation would show that the remedy for the 
existing rate situation was interlocked with consolidation of 
railroads. 

Representative Shallenberger, of Nebraska, referring to 
Commissioner Esch’s statement, said the commissioner showed 
the Commission had gone deeply into the matter and that 
the effect of the statement was that if rates were reduced 
on basic commodities to the extent necessary to do some good, 
the volume of other traffic was not sufficient to make up io the 
carrier enough in revenue to produce a fair return under sec- 
tion 15-a. Mr. Hoover replied that “that is a matter of degree.” 
He said the only question was to what relief could be given. 

In response to a question by Chairman Winslow, Mr. 
Hoover said he would approve action providing for a special 
appropriation for the investigation to enable the Commission 
to set up a special department to undertake the investigation. 

Mr. Cain, for the short lines, said he saw no objection 
to the purpose of the resolution but that he thought the facts 
that would be developed would be disappointing to those who 
expected substantial reductions in rates on farm products 
to result therefrom. He urged an amendment which would 
require the Commission to consider the short lines’ share of 
divisions of rates if a readjustment were made. He said that 
if that were not done the short lines would suffer. He said the 
idea that rates on farm products were too high was a national 
“irritant,” and that the investigation would be valuable from 
an educational standpoint. 


Esch to Be Heard 
The House committee on interstate and foreign commerce, 


April 11, voted to reopen hearings on the Hoch rate revision 


resolution to permit further testimony by Commissioner Esch on 
April 12. 


WOLF CASE LEGISLATION 
Representative Lindsay, of New York, has submitted to 
the House a petition of the Traffic Club of the Brooklyn Cham- 
ber of Commerce asking for passage of the bill to amend 
paragraph 3 of section 16 as passed by the Senate. z 





AGAINST GOODING BILL 
Representative Lindsay, of New York, has submitted to 
the House a petition of W. D. Smith, traffic manager Willaim 


Wrigley, Jr., Co., Brooklyn, N. Y., opposing the Gooding long- 
and-short-haul clause bill. 





ti- 


to 
an- 
end 


to 
Aim 
yn g- 


April 12, 1924 


POSTPONEMENT OF SECTION 28 


The Trafic World Washington Bureau 


The Commission, April 7, granted the petition for argu- 
ment on the question of further postponement of the effective 
date of section 28 of the merchant marine act. The Com- 
mission, in an order, said the sole question of the propriety of 
extending the effective date of the order of March 11, making 
section 28 effective May 20, was assigned for oral argument 
before the Commission Thursday, April 17. The Commission 
said it would hear oral argument and the presentation of such 
matters as were pertinent thereto. It gave the proceeding the 
title of “Ex Parte 86.” 

The application for postponement of the Commission’s 
order requiring carriers to file tariffs not later than May «0 
to comply with section 28, of the merchant marine law, was 
filed with the Commission by John S. Burchmore, as attorney 
for the National Industrial Traffic League; by James C. Jeffrey 
and Robert E. Quirk, for the Millers’ National Federation; 
Wilbur LaRoe, Jr., for the Maritime Association of the Boston 
Chamber of Commerce and the Texas Gulf Sulphur Company; 
and Fayette B. Dow, as counsel for the Western Petroleum Re- 
finers’ Association. They suggested to the Commission that 
the time given for the preparation of the tariffs was so short 
that many violations of the first three sections of the act would 
creep into the tariffs and that neither the Commission nor the 
carriers could take steps, before May 20, to avoid them. Their 
application was as follows: 


The hemmons hg iene etitioners respctfully request the Inter- 
state Commerce Commission by gg ogee order to postpone for 
such further time beyond May 20, 1924, as the Commission may 
deem reasonable under the circumstances, the operation of Sec- 
tion 28 of the Merchant Marine Act, 1920, and in that behalf 
respectfully state:: 

1. The undersigned petitioners represent shippers generally 
throughout the United States including many thousand shippers 
and receivers of export and import freight moving through all 
of the various ports of the United States from and to points 
in foreign countries. 

2. After the Shipping Board had certified to the Commission 
its opinion that adequate shipping facilities by American vessels 
is now afforded to and from foreign ports, with the exception of 
certain commodities and ports of certain countries, the Commis- 
sion by order entered on the 11th day of March, 1924, terminated 
the suspension of the operation of the provisions of Section 28 
of the Merchant Marine Act, 1920, effective as of May 20, 1924. 

The effect of this order and of such termination of the 
suspension of said section from and after May 20, 1924, will be 
that export or import traffic moving in foreign bottoms will be 
denied the benefit of export and import railroad freight rates and 
charges, and will be required to pay the higher domestic basis 
of rates and charges. 

The result of this change in view of the shortness of the 
notice, will be heavy losses to American exporters who have 
made substantial commitments in the sale of goods in foreign 
countries, based upon the present export rates and which can be 
reached only by shipments in foreign vessels and who have con- 
tracted for tonnage in foreign vessels to move within the next 
few months, all of which commitments were made without reason 
to suppose that Section 28 would become effective on this short 
notice, the Shipping Board having concluded its public hearings 
with respect to the adequacy of American service about two years 


ago and having published no report or findings or conclusion with 
respect thereto. 


3. A Bill has been introduced in the House of Representatives 
and the same Bill will be introduced in the Senate within a few 
days, as your petitioners are informed, amending Section 28 of 
the Merchant Marine Act, 1920, by providing that it shall not 
become operative until the 1st day of July, 1925. 

Hearings are now being conducted on this Bill by the House 
Committee on Merchant Marine and Fisheries. t these hear- 
ings substantial evidence has been presented of e inadequacy 
of shipping facilities by American vessels at the present time 
and for the immediate future and of the serious losses to Amer- 
ican trade and the severe injury to the foreign commerce of this 
country if Section 28 is permitted to become effective at this time. 
It is feared that the committees of the House and Senate will not 
be able to conclude their hearings and make their reports in 
time to enable the passage of said Bills before May 20, 1924. 

. Your petitioners believe that the schedules which the car- 
riers will file in compliance with the Commission’s order under 
Section 28 to take effect May 20, 1924, will result in numerous 
violations of Sections 1, 2 and 3 of the Interstate Commerce “Act, 
the enforcement of which rests with the Interstate Commerce 
Commission, and which violations the carriers will be unable to 
take any effective steps to avoid in view of the shortness of time 
to comply with Section 2 

Wherefore, your petitioners respectfully request that the 
Commission will by appropriate order postpone its order hereto- 
fore entered and further postpone the operation of Section 28 
of the Merchant Marine Act, 1920, beyond May 20, 1924, for such 
time as the Commission may find reasonable under the circum- 
stances; and in that behalf your petitioners respectfully request 
that this application may be set down for oral argument before 
the Commission at the earliest possible date. 


Committee Hearing 


When the hearing on the Newton bill amending section 
28 of the merchant marine act was begun April 3 only a few 
members of the House committee on merchant marine and 
fisheries were present. The thought was that it would not last 
long nor be any more important than the dozens of perfunctory 
hearings held by the committees of the House. After two 
hours had been devoted to the subject, absent members began 
coming in, word having come to them that more than 100 
earnest-looking men, acting not at all like the boom delegations 
that attend hearings, were telling those members who were 
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present that something harmful would happen if the section 
were not suspended, and seemed to be reciting facts tending 
to show that there might be something in their protests. Chair- 
man Greene tried to close the hearing on the first day, but 
so many men asked to be heard that arrangements were made 
to continue it on the following day. 

Wilbur LaRoe, speaking for New England ports, particularly 
Boston, objected on account of the preference he said the 
section would give to Canadian ports and Canadian railroads, 
because it would penalize shippers at ports where no American 
tonnage was offered for their use and work discriminations be- 
tween ports. He said the section would do more to undo the 
work put by Congress into the transportation law than anything 
that had ever been proposed. He asked the committee what 
profit it would be to the United States if tonnage were diverted 
from New England to Canadian ports. 

Julius Henry Cohen, for the Port of New York Authority, 
said he desired to utter a word of caution because, while some 
thought the section would inure to the benefit of New York, the 
port authority was under the duty of developing the business 
of the whole country, the same as the Shipping Board and the 
Commission. He said he could not see how New York would 
be helped if the rest of the country were hurt. His view was 
that the port authority, primarily, was charged with the duty 
of uniting the rail and water transportation systems. A con- 
dition of consternation, he said, prevailed among the business 
men of the country on account of the threat of enforcement, 
which, if not allayed, would interfere with the work the port 
authority has undertaken, hence he said, he wanted to utter 
the word of caution. 

W. M. Britten, general manager of the Import and Export 
Board of Trade of Baltimore, said that, while the Shipping 
Board had done much for Baltimore, the enforcement of sectiun 
28 would force the foreign lines now using Baltimore to con- 
centrate at New York or some other port and leave a void in 
service at Baltimore which the Shipping Board was not pre- 
pared to fill. He said that forcing traffic through the Canadian 
channels would paralyze Baltimore because the bulk of traffic 
handled by it originated in the territory which could ship 
through the Canadian channels. He said that Montreal, through 
the stupidity of American ports, had taken 95 per cent of the 
tonnage shipped abroad by American meat packers and New 
York had retained only five per cent. That, he said, was accom- 
plished when New York said that Baltimore was too hot to han- 
dle packing house products. The English buyers finally came 
to the conclusion that anything south of Montreal was too hot. 
The result was that when the port of Montreal, a wholly artificial 
one, he said, was open, it handles 95 per cent of the packing 
house products. 

W. C. Dufour, of New Orleans, speaking for the independent 
fruit shippers, whose ships are under the flags of Central Amer- 
ican countries to a large extent, got into an exchange of view 
with Representative Free, of California, in which the Californian 
said the Louisiana man was not courteous or frank although 
Mr. Dufour said he was not conscious of being either dis- 
courteous or lacking in frankness. Mr. Free said that if the 
protestants generally were of a class such as the independent 
fruit men, using foreign flag ships, although they owned the 
ships, he would be in favor of applying the law to them and 
making it more rigorous. Mr. Dufour said that if he were 
saying why he, personally preferred to have ships owned by 
Americans under the flags of Central American countries, he 
said it would be to enable him to have some freedom of action. 
He illustrated his point by saying that when the ships were 
under the American flag a negro cook could tell the owner of 
such a ship to go to a hot place because he was a member 
of a union and could not be disciplined. The Shipping Board, 
he said, never had and never will have the type of ship needed 
in the fruit trade and did not pretend now to offer such 
ships. He said it might try to force the fruit company ships 
under the American flag to coercive measures of a kind that 
had been suggested but that would be the only way it could 
hope to provide American ships for that kind of business. 

George H. Ingalls, vice president of the New York Central, 
in charge of traffic, explained the technicalities of the applica- 
tion of the law without pretending to say anything about the 
policy of the law. He held that the section opened the way 
through Canada to the detriment of American railroads, as the 
shippers had said, and as asserted by the traffic executives of 
eastern lines, in a statement issued to the public just before 
the beginning of the hearings. 

Enforcement of section 28, Chairman O’Connor of the Ship- 
ping Board told the committee, would mean withdrawal of the 
Shipping Board from the rate conferences of which it has been 
a member. But before he*said that he declared that the Board 
was thinking of withdrawing. That expression of opinion was 
brought forth by an inquiry, framed by Representative Briggs 
of Texas, as to why the Board did not withdraw from the con- 
ferences and give the American shippers the benefit of real 
competition in the making of rates, which would give volume 
of business and thereby reduce the cost of operating the Board’s 
ships. 
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The chairman did not answer the question as to why the 
Board had not withdrawn. He contented himself with saying 
that it was thinking of getting out. Later he said he thought 
the Board was getting ready to get out. His declaration was 
considered as of prime importance by representatives of ship- 
pers as indicating the probability of rates and service which 
would enable them, with confidence, to require that a certain 
percentage of the goods imported by them be shipped in Amer- 
ican bottoms and as indicating that they could afford to route 
their traffic via American boats with some assurance that there 
would be American rates and service the next time they wanted 
to ship. 

“All the Board is asking is the support of Congress,” said 
Mr. O’Connor. “As it is now every time the Board proposes 
something there is a protest. We want Congress to signify 
that it will support us and Americans to use the American 
ships. It would be more profitable for us to take freight. at 
$2 per ton than to bring back our ships on return voyages in 
ballast, as they are doing now because we cannot obtain return 
cargoes under existing conditions.” 

The chairman’s speech was interjected into a defense of 
the Board made by Commissioner Plummer, who said the Board 
had undertaken to foster an American merchant marine not- 
withstanding the suggestions that America could not be suc- 
cessful in the shipping business. For three years, he said, 
European newspapers had been telling us we should scrap our 
ships as they were built for war purposes, the scrapping to 
be made so that the shipping nations could return, as they 
said, to the normal, before-the-war basis. He said there were 
echoes of that idea in the United States. Cargoes the Shipping 
Board vessels were obtaining, he said, generally were non-pay- 
ing. The Board established liner freight service which was a 
competition which had been met in part but that the Board’s 
service to United Kingdom ports, with ships named after the 
presidents, cost it $2,000,000 and the ships had to be withdrawn. 
The cargoes, he said, ran from 400 to 1,100 tons in\ ships hav- 
ing a capacity of 7,000 tons. 

Questions by Representatives McKeown of Oklahoma and 
Briggs of Texas brought forth the declaration, from Commis- 
sioner Plummer, that the board maintained what it deemed an 
efficient soliciting force which got all the business obtainable, but 
still not enough. 

Chairman O’Connor said the milling men present, if they 
would tell the truth, could tell why American ships obtained 
so little tonnage. He said they could tell that every time they 
got an order for 1,000 barrels or 1,000 tons of flour, from Eng- 
land, the contract stipulated that all or a percentage should be 
shipped in British bottoms. 

“Every British importing or exporting firm has an interest 
in a ship or in a line,” said the chairman. “They work for 
the British merchant marine. That’s what we want Americans 
to do, and we will get our share of the business. We are not 
asking for all of it, but only our share, 51 per cent. 


Before the commissioners addressed the committee, R. F. 
Bausman, export manager for the Washburn Crosby Company, 
set forth the views of the exporters of flour, who were among 
the first to make protest against section 28 in such a way as 
to attract nation-wide attention. Their views were put into a 
protest filed with both the Commission and the Shipping Board. 

Prior to Mr. Bausman’s addressing the committee, T. C. 
Powell, vice-president of the Erie, supplemented the data and 
views as to the effect of the enforcement of the section that 
had been given by Mr. Ingalls, vice-president of the New York 
Central. Like Mr. Ingalls, Mr. Powell confined himself to the 
statement of facts and conclusions as to the effect of section 
28, without giving any views as to the policy of the section 
or the time set by the Commission for its enforcement. 


J. M. Witsitt, speaking for the Carolina Company of 
Charleston, S. C., said he was heartily in favor of the 
section being enforced. He said that the company for which 
he was speaking, owing to the regular and dependable service 
afforded by Shipping Board boats, had built up a good business. 

W. H. Chandler asked him if the company had been able 
to build up and develop its business before the Shipping Board 
rendered that kind of service. Mr. Witsitt said it had not. 

The possibility of American railroads depriving American 
ships of advantages enforcement of section 28 would give them 
was laid before the committee by Robert E. Quirk, speaking 
for Minneapolis milling interests. He said that under the law 
the Commission had no power to prescribe either export or 
import rates. Not having the power of prescription, he sug- 
gested, it has no power, except to prevent discrimination, to 
prevent them bringing the export and import rates up to the 
level of domestic rates. That was ‘by way of indicating that 
if lines able to divert tonnage through Canadian channels exer- 
cised that power, railroads not having the power could raise 
their import and export rates to the domestic level and thereby 
recoup losses in revenue suffered in that kind of competition 
on traffic that could not be diverted. 

Mr. Quirk was at pains to point out that the export and 
import rates were not preferential for the sake of being pref- 
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into competition with each other and obtain traffic for the rail- 
roads making such rates. 

Fayette B. Dow, representing the interior mid-continent 
refiners of oil, members of the Western Petroleum Refiners’ 
Association, said that four years ago when the section in ques- 
tion was passed the Shipping Board certified there were not 
enough tankers to handle refined petroleum products in bulk, 
It then had 95 ships: Now, he said, it had 50 ships and made 
a certificate that there were adequate facilities notwithstanding 
the fact that the board never had established a “clean” oil 
service and had not made public any plans it might have to 
provide such a service. He said the board had only one “clean” 
tanker and that that ship it was not willing to allow entering 
the trans-oceanic service. He based that assertion upon the 
answer the board made to an inquiry on that point. 

According to Mr. Dow, the enforcement of the section would 
throw the export business entirely into the hands of the large 
refiners, whose plants were on the tidewater coasts, who re- 
ceived their crude by pipe line and forwarded the refined prod- 
ucts in their own ships. Under no ordinary, conceivable, con- 
ditions, he said, could the big coast refiners be expected to 
allow the interior refiners to ship products in their tankers. 


“The coast refiners are doing a big business in a big way 
and in clean competition,” said Mr. Dow. “I have no fault 
to find with them. It was through their efforts largely that 
the United States and allies were able to float to victory in 
the world war on a wave of oil. But when you turn all this 
business over to them you get no business for Shipping Board 
ships. You merely rob Peter without paying Paul. Under this 
section the foreign buyer could still send his tanker to the 
coast refinery to take away products he had bought. 

“There is no service at all by Shipping Board vessels. The 
American merchant marine tankers are those furnished by the 
big refiners. The small refiner in the interior, however, is an 
important factor in the production of exportable surplus. In 
fact, what he produces is about one-fifth of the exportable 
surplus. By no possibility could the Shipping Board clean the 
tankers it owns and get them ready for the clean oil service 
by May 20, the effective date of the Commission’s order. 

“Personally, I think more could be done by co-operation 
than coercion. There is no co-operation now and none is pro- 
vided for under this section.” 

W. H. Reed, of the Sinclair Refining Company, put before 
the committee facts about the inability of the Shipping Board 
to furnish clean tankers; that he had tried every time he had 
a cargo of refined products (bulk) to ship to obtain a board 
vessel and none was to be had. He said that last year there 
were 3,304 clearances of tankers from American ports, of which 
1,993 were American and 1,311 foreign tank ships. That did 
not mean, he explained, there were 3,304 tank ships, but that 
that many cargoes or ships in ballast, had departed from Ameri- 
can ports. He also submitted data to show the handicap under 
which the interior refiners would be placed by the imposition 
of the domestic rates. 


Harvey M. Dickson, secretary and traffic manager for the 
National Lumber Exporters’ Association of Baltimore, said he 
had no criticism to make of Shipping Board service afforded 
through the port of Baltimore, but he said that if section 28 
were enforced the rates on lumber to be moved by foreign 
ships would be so high it could not be exported in competition 
with lumber from other parts of the world to competitive 
markets. 


Definite proposals looking to a composition of the troubles 
now existing between the Shipping Board and the shippers 
were proposed by W. H. Chandler, who appeared as a member 
of the executive committee of the New England Traffic League. 

Commissioner Plummer, in his defense of the Shipping 
Board, had referred to the protest against section 28 as of 
British origin, because British trade bodies had protested. He 
also told a story to show that as a result of any great change 
there would be some damage to some interests. His story was 
about the fight he used to make, as a boy, to combat the Colo- 
rado potato beetle. He said he used to fare forth with a barrel 
of water and Paris green, mounted on wheels, to spray the 
potato plants. Of course, he said, sometimes the horse stepped 
on potato vines and some damage was done, but the beetle was 
defeated. 


Mr. Chandler took the opportunity to remark that the New 
England Traffic League was composed of the traffic men of New 
England shippers banded together to prevent rate discrimina- 
tions and that neither railroad nor steamship men were eligible. 

“We do not relish being referred to as Colorado potato 
beetles,” said he. “There is a feeling that the Shipping Board 
is not trying to play fair with the shipper, although my own 
experiences with the board, the few times I have had anything 
to do with it, have been pleasant and satisfactory.” To show 
upon what ground the feeling among shippers rested, Mr. Chan- 
dler told about the effort of Mr. Love, representing the Ship- 
ping Board to write into the through export bill of lading pre- 
scribed by the Interstate Commerce Commission what he (Chan- 


Vol. XXXIII, No. 15@ . 






Apri 


dler 
clail 
The 
the 

that 
mis: 
clau 


juds 
evel 
the 
nee 
por 
shil 
of 


low 


trie: 


-~_ wk eee en OS ot ho ot Ge Oo ee ee te CO 





il 


ld 
Ze 


d- 
n- 
to 
rs. 
ay 
ut 
iat 


lis 
rd 
lis 
he 


he 
he 
an 
In 
le 
he 
ce 


yer 
ue. 
ing 


He 
ge 
Tas 
lo- 
rel 


ved 
Tas 


ew 
ew 
na- 
le. 
ato 
urd 
wn 
ing 
Ow 
an- 
‘ip- 
re- 
an- 


April 12, 1924 


dler) thought was an obnoxious claim clause under which the 
claims of big shippers would be paid, but not those of others. 
They would be paid, Mr, Chandler said Mr. Love said, because 
the big shippers were believed to be honest. Mr. Chandler said 
that after a conference Mr. Love was convinced that the Com- 
mission did not work in that way and after that a fair claims 
clause was adopted. 

“Under section 28 the Shipping Board is the prosecutor, 
judge and jury in its own case and under this section it is not 
even required to hold a hearing before giving its certificate to 
the Commission. Its opinion is its guide. It can ignore the 
needs of commerce; it can ignore the interest of any port or 
ports and place ships at any port it sees fit and either force 
shippers to pay the penalty mentioned by Mr. LaRoe or go out 
of business.” 

Mr. Chandler’s propositions, four in number, were as fol- 
lows: 


1. Arrange in the most practical way to suspend the operation 
of section 28 until July 1, 1925, except, 

2. Keep section 28 operative in the meantime against all coun- 
tries that have such a law, against the United States. 

3. Appoint a committee of House and Senate members, a rep- 
resentative of the Shipping Board, of the Interstate Commerce Com- 
mission and one or more shippers to make a thorough investiga- 
tion of the shipping needs of commerce with a view to determining 
what, if any, changes should be made in the section to give impetus 
to the merchant marine and facilitate our trade with other countries. 

4. If Congress will take this or other action toward the end 
suggested, the shippers, at once, will undertake to frame a repre- 
sentative national committee to co-operate with the joint committee 
for the purpose of placing before it, all data and facts necessary 
as a foundation for the necessary legislation. 


Mr. Chandler, several times, asserted that he was in full 
sympathy with the purpose of section 28, but was only object- 
ing to the effect that would be brought about by its enforce- 
ment, among which, he said, would be the penalizing of Boston 
to the extent of seven cents per 100 pounds, first class, and by 
smaller sums on the lower classes and the diversion of freight 
through Canadian ports and over Canadian railways. 

Import rates, he said, were few and the spread between 
them and the domestic rates, generally speaking, very narrow, 
except at Gulf and Pacific ports. That being the fact, he said, 
American ships would not derive any benefit under which they 
would increase their cargoes on their return voyages. 

John S. Burchmore, as counsel for the National Industrial 
Traffic League, asked the committee to have the Shipping Board 
answer three questions, as follows: 


1. In certifying that there is now an adequate service under 
the American flag did the Shipping Board construe section .28 as 
meaning that there is adequate service when to any particular 
foreign port of destination there are sufficient American ships from 
certain ports in this country, say New York and Philadelphia, 
although there is no service whatever provided to that same foreign 
Port from other American ports, say from New Orleans, Mobile, 
Savanah or Boston? ’ 

2. Does the Shipping Board interpret section 28 as applying on 
goods moving from an interior point via railroad route partly through 
Canada to an American port? For example, a shipment from Chi- 
cago via the Michigan Central to Boston, after May 20, may the 
export rate be applied if exported in a foreign vessel? 

3. Does the Shipping Board interpret section 28 as applying on 
goods moving from an interior point in the United States to a 
Canadian port, transshipped in a foreign vessel? For instance, 
will a shipment from Chicago to Montreal (or to Vancouver, B. C.) 
take the export rate after May 20, if transshipped in an English vessel. 


Near the end of the hearing on April 5 Chairman Greene 
came near terminating the hearing abruptly by saying the com- 
mittee would meet Monday, April 7, and take up the matter of 
suggesting to the Shipping Board that it send another certificate 
to the Interstate Commerce Commission so that the effective 
date of the order would be postponed. That word caused re- 
joicing among men who had been directing the fight for post- 
ponement. Mr. Greene explained that his thought was that the 
committee could meet Monday and talk the matter over with a 
view to having the Board undo what it had done. A short time 
after he said that he said the arrangement for a meeting on 
April 7 could not be carried out. He said the committee desired 
to hear Chairman Hall of the Interstate Commerce Commission, 
a representative of the automobile industry, John Nicholson, 
the attorney for the Shipping Board, and W. L. Clark, who had 
a good deal to do with the framing of section 28 in 1920 and 
who, therefore, has been mentioned as the father of that section, 
on April 10, the next meeting day of the committee. 

Later in the day John S. Burchmore made arrangements to 
have Chicago men heard on April 11. He said that if any mem- 
ber of the committee had any doubt about the representative 
charaater of the men who appeared before the committee he 
could arrange to have large delegations call on the committee, 
but that those who would come would merely reiterate the views 
expressed by those whom they had send to the hearing. The 
hearing had to be adjourned from April 5 to April 10 on account 
of the arrangements members of the committee had made to 
attend to other matters between April § and April 10. 

Hames Q. Gulnac, for the Maine State Chamber of Com- 
merce and the port of Portland, in particular, asked to have 
the Newton bill postponing the effective date to July 1, 1925, 
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favorably reported. The section, he said, forced Portland to 
choose between trying to do business under the inadequate facili- 
ties of the American merchant marine or use the Canadian 
routes. He said he was glad the Shipping Board had hit the 
American people so hard, because it would tend to wake them 
to the position in which they stand. 

Halleck W. Seaman of Clinton, Ia., who described himself 
as a business man and banker without any, particular knowledge 
about rates, characterized the section as an outrage. 

“We feel that no greater effort was ever made to destroy 
agriculture than is embodied in this section 28,” said he. “It 
would deny us the right to manufacture our grains into finished 
products. The shipment of 10,000,000 bushels of grain to feed 
the people in Germany is an outrage. That grain will be ground 
in the mills of Hungary and the by-products which should be left 
in this country to fertilize our impoverished grain lands will be 
used to fertilize the soil of Europe.” 

The point he made was that 95 per cent of the mineral salts 
taken from the soil by the grain is contained in the things not 
incorporated in flour but sold as by-products to feed stock. 
Ninety per cent of the salts are returned to the earth when the 
by-products are fed to animals, he declared. 

“You are proposing to give Henry Ford $150,000,000 to op- 
erate Muscle Shoals for the manufacture of fertilizer,” exclaimed 
Mr, Seaman. Why, Mr. Ford is a piker in comparison with what 
nature would do if you but milled your grain at home and shipped 
out only the flour. The grain lands of the Dakotas, because the 
grain has been shipped out, are impoverished. 

“I am only a scratch witness in this matter. I came here 
to ask for the improvement of the Mississippi so that we may 
send out stuff down that river to the Gulf ports and get away 
from the control of the railroad strategy that tries to forec 
grain through Chicago. Not one of our western roads, except 
the Missouri Pacific, desires mills or elevators to be built at 
the Mississippi river. Their interest is in hauling the grain to 
the East. The Missouri Pacific proposes to establish the largest 
grain storage warehouse in the world at St. Louis so that it 
can send the grain either south via the river or east via its 
rail connections. All the other railroads are opposed to having 
milling done at the Mississippi. They have penalized manu- 
facture of grain in the West and you propose putting a premium 
on the exportation of grain. Put the shoe on the other foot. 
Penalize the export of grain.” 

Joseph H. Beek called his attention to the fact that the 
Kansas commission and some organizations of farmers had filed 
complaints asking for lower rates and that a resolution was 
pending in the House to have grain rates lowered, the House 
resolution mentioning agricultural products as things the Com- 
mission should favor with lower rates. - 

“Oh, I know that people who have not thought the subject 
through ask for lower rates on grain,” said Mr. Seaman. “I 
also know that frequently it is a politician seeking office who 
tells the farmer that lower freight rates would help him when 
the lack of fertility of his farm is the primary cause of his 
inability to make a living. 

“But if you members of Congress who want to build up a 
merchant marine had guts you would get rid of the La Follette 
seaman’s law. If you did that you could begin building up.” 

W. S. Perry, speaking for the Pillsbury flouring interests, ex- 
plained, largely for the benefit of Representative Briggs of 
Texas, who had shown a keener appreciation of the points that 
were being made than some other members of the committee, 
how the adjustment on flour would force American interior 
millers to use Canadian routes, in competition with Canadian 
millers. 

Mr. Beek, as secretary of the National Industrial League, 
intended to put in a few telegrams in favor of the Newton bill. 
One was from George A. Blair, chairman of the Chicago Ship- 
pers’ Conference Association, another from the American Rolling 
Mill Company of Middletown, O., and a third from John A. 
Roebling & Sons Company, but before he was allowed to take 
his seat he made a speech counseling harmony and pointing 
out how essential it was that the whole question should he 
handled in the manner the Commission handled questions com- 
ing before it. 

“Enough has been shown here,” said he, “to indicate that 
this is an exceedingly complicated matter, requiring the best 
possible thought, and that a year is not too much time to devote 
to the subject.” He commented upon the fact that several times 
sneering references had been made to the Commission and to 
the supposedly hodge podge rate structure. He said, speaking 
about “scientific rates,” that that meant, if anything, rates made 
so much per mile per ton, which, he said, would limit every 
manufacturer to the territory he could reach by a strict appli- 
cation of the mileage scale. 

Application of the “scientific” method of making rates, he 
said, would put the California citrus fruits, now found on the 
table of every American, out of the reach of everybody, except 
in the far west and ruin the industry. 

“This rate structure is the development of the best thought 
in the country for the best interest and service of the people,” 
said Mr. Beek. “Nearly every rate has been considered, at one 
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time or another, by the Interstate Commerce Commission, in the 
light of all the facts it could obtain, in hearings to which every 
man having an interest or thinking he has one, is invited to 
give facts. That body is entitled to the affectionate gratitude 
of every American. I like to get into a contested case before 
it. We don’t always agree with what it says should be done, but 
we know that when it makes a decision it is the best that can 
be done and that it has taken into consideration all the facis 
upon which it could lay its hands. 

“The thought expressed here that it could fix up any mal- 
adjustment that might result from the application of this section, 
and do it in a few minutes, is all wrong. It cannot act arbitrarily. 
It must act on a record. The railroads have rights which the 
courts will protect. Sometimes they think the Commission has 
disregarded them so they go to the courts. Sometimes the courts 
agree with the Commission and some times they agree with the 
railroads, but we get a reasoned decision. We feel that we have 
had a full hearing.” 


A. J. Pagel, who frankly announced himself as an importer 
and speaking for the members of the American Woodpulp As- 
sociation, composed of paper mills that buy foreign woodpulp, 
chiefly from Scandinavian countries and Finland, whose require- 
ments this year will be about 675,000 tons, said that if the Ameri- 
can paper mills in the west could not obtain American tonnage 
for their requirements, they would have to import through 
Montreal because the difference between the domestic and im- 
port rates to mills in Ohio, Michigan, Illinois and Wisconsin was 
so great they could not afford to pay the domestic rates. He 
said they preferred to ship via Baltimore, but that unless the 
Shipping Board could furnish thirty ships in May, fifteen in each 
of the other months between May and November and forty-five 
ships in November and December, foreign vessels would have to 
be used. 

Half that tonnage, he said, came from mills located on 
harbors of a depth not great enough to admit the 8,000 and 
10,000-ton ships of the Shipping Board, evén if it were willing 
to put its ships in the tramp service. He said he believed that 
if time were given to work out a scheme, the Scandinavian mills 
would enter into an agreement under which their tonnage would 
be divided fifty fifty between American and the ships of their 
nationalities. None of them, he haid, had any interest in any 
ships. 

“Are you an American citizen?” asked Mr. Nicholson. 

“IT am,” said Mr. Pagel, whose pronunciation of words 
suggested that he was of Scandinavian origin. “I was a dollar 
a@ year man during the war.” He said Europeans had lost con- 
fidence in American ships, because claims were settled slowly if 
at all, and because the captains and crews at times were arbi- 
trary. He suggested that when marine insurance companies 
found claims of loss and damage against an American ship were 
numerous, they naturally put up the premiums. He said the 
only damaged pulp that had come into Baltimore had come in 
the Shipping Board steamer Hickman. Mr. Pagel said that 
while he did not have the contracting for tonnage in his control 
he ‘believed his advice would be taken by the Scandinavian mills 
if he told them half the tonnage must come in in American 
bottoms. 

“That illustrates the difference between American and Brit- 
ish merchants,” said Mr. Nicholson. “When British merchants 
sell they sell C. I. F. and when they buy they buy F. O. B. 
Americans seem to take so little interest that they do not under- 
take to control the selection of the ships in which their goods are 
to be shipped.” 

“The flag of the ship,” said Mr. Pagel, “I believe has less 
to do with the selection of a ship than the rate and the service.” 

Answering a question by Mr. McKeown of Oklahoma, Mr. 
Pagel said the Shipping Board freight solicitors did not call at 
his office. 

“I thought you said you had nothing to do with the charter- 
ing of ships,” suggested Mr. Nicholson. 

“Do your agents know that?” asked the witness. 

H. J. Wagner, for the Norfolk-Portsmouth Chamber of Com- 
merce and the Maritime Exchange, said he had only commenda- 
tion to offer for what the Shipping Board had done for Norfolk, 
but he said that when the Board certified that facilities were 
adequate, Norfolk had no American flag service to Germany, 
to the far east, Australia or New Zealand to compete with the 
foreign ships to those parts of the world in carrying cotton to 
Germany, tobacco to the far east or automobiles to Australia. 
He said that Norfolk had the finest harbor in the world, and 
Chairman Greene agreed with him, but it feared that if section 
28 were put into effect it would lose the tonnage on high-class 
goods from central freight association territory to Canadian 
ports and to New York. 

“And when it is gone,” said he, “it will be gone forever and 
we will not have a Chinaman’s chance of ever geiting it back.” 
The Shipping Board service to United Kingdom ports, he said, 
was fine. He called attention to the fact that when goods moved 
on a domestic rate the shipper had to do the unloading, while 
when they moved on export rates the cartier did the unload- 
ing, as a thing to be added to shorter free time, higher demur- 
rage and other expenses not incident to export traffic. 
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Mr. Nicholson roused Mr. Wagner’s ire by suggesting that 
naturally the opponents of section 28 would advocate 
postponement. 

“Don’t class me as an opponent of that section,” said Mr. 
Wagner. “I am heartily in favor of the theory on which it is 
built. I don’t think it is fair for the Shipping Board members 
and its employes to impugn the motives of American citizens 
when they oppose or criticize anything the Board has done or 
proposed. Don’t class me either as a Colorado potato beetle 
as Commissioner Plummer did yesterday.” 


Mr. Nicholson disavowed any intention on the part of the 
Board members or any one connected with the Board to do 
anything of the things about which Mr. Wagner was speaking. 

L, C. Neff, vice-president of the Hampton Roads Steamship 
Company, agents for the Export Transportation Company, oper- 
ating Shipping Board boats, said there would be a Shipping 
Board boat at Norfolk May 15, that is five days before the time 
for section 28 to go into effect, to take goods to Germanyl. He 
said the far eastern question was also being given attention. 

“T’d like to see the facilities about which there has been 
talk put into service,” said Mr. Wagner. “Give us some evi- 
dence of an efficient service before slapping this section on us.” 

Representative McKeown suggested that if the Shipping 
Board would go after business in a business-like way it could 
get more tonnage than it has been getting but not if it expected 
shippers to bring their freight to it. 


H. F. Masman for the National Association of Waste 
Materials Dealers put before the committee its fears that it 
would be hurt by the enforcement of the section. 

Right at the close of the hearing Robert E. Quirk and John 
S. Burchmore called attention to the fact first, that there is no 
way to police shipments intended for export to see that they 
are confined to American ships and that the tariffs providing 
domestic rates make no provision whatever for getting goods 
moving on domestic rates to ships. Mr. Burchmore said the 
tariffs left a void between the end of the domestic rail journey 
and the shipside in which the goods of the shipper would be 
without protection of either the railroad or the ship. 


Illness prevented Chairman Hall of the Commission placing 
the views of the railroad regulating body as to section 28 be- 
fore the House committee on merchant marine and fisheries 
on April 10, as planned. He sent his regrets to the commit- 
tee, saying that either he or some other representative of the 
Commission would appear the next day. 


His failure to appear at the time scheduled left the com- 
mittee without a definite program other than to listen to a 
construction and interpretation of the section by John M. 
Nicholson, the Shipping Board’s legal adviser in this matter. 
Before he was ready to proceed the question of the members 
of the Shipping Board impugning the motives of persons dis- 
cussing the subject was brought up by Representative Davis 
of Tennessee on account of remarks about foreign interests 
dominating in the matter of protests against the enforcement 
of the section, attributed to Commissioner Thompson in his 
testimony before the committee investigating the Shipping 
Board. The Tennesseean, when Mr. Thompson said he had 
made some observations of that kind, expressed dissatisfac- 
tion with that attitude, on the part of the board. 


Representative Bland of Virginia, speaking about the pro- 
test of the Norfolk-Portsmouth chamber of commerce, said 
that any foreign interests represented in that organization did 
not speak through the committee appointed to consider the 
matter. H. J. Wagner also renewed his protest against Amer- 
icans being treated in the way the board had treated them in 
the consideration of this matter. 


As construed by Mr. Nicholson, section 28 does not vio- 
late the provisions of the Constitution intended to prevent Con- 
gress interfering with export traffic through any of the ports 
or giving preferences to the ports of one state as against those 
of another. He said the fears of the Pennsylvania and the 
Baltimore & Ohio that the enforcement of section 28 would 
result in giving the New York Central a larger share of the 
export tonnage, by reason of its having a route through Can- 
ada, were not well founded, because, as he read the statute, 
traffic passing through Canada would be subject to the section. 
He said the words “wholly within the United States” referred 
to rates and not routes and that the domestic rate wholly 
within the United States for a comparable haul over the same 
rails and in the same direction was the yardstick or standard 
of measurement to be applied to the tonnage to be moved out 
in foreign bottoms. He contended that traffic moving to Mont- 
real from Chicago would be subject to the section, but that 
traffic moving from a flour mill point in Canada to Portland, 
Me., for instance, would not be subject to the section because 
that would not be a part of the commerce of the United States 
to be fostered by the Jones act. 


“Don’t you see the advantage that gives the Canadian 
miller over the American?” asked J. C. Jeffrey. 


“I am not appraising the advantages or disadvantages, but 
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merely construing the law, regardless of the consequences,” 
said Mr. Nicholson. 


“That’s because you are not making flour,” retorted Mr. 
Jeffrey. 

The latter put into the record letters from Shipping Board 
agents, sent in answer to applications by American millers for 
space on American ships for their exports advising the appli- 
cants to inquire of designated British lines for space. Mr. 
Nicholson said several times it was useless to ask him about 
concrete cases of that kind because his duty was to discuss 
the meaning of the statute and that others could answer ques- 
tions of that kind, because they had the information which he 
had not. 

Representative Davis read from the minutes of a meeting 
between the Shipping Board and the Emergency Fleet Cor- 
poration, April 2, held to discuss the consolidation of services 
and reduction of the number of ships in the Baltic and United 
Kingdom services, to show that Commissioner Thompson pro- 
tested against the adoption of President Palmer’s program in 
the face of the board’s certificate that shipping facilities were 
adequate. He said he was to appear before the committee of 
Congress and that if the reduction were ordered he would 
have to tell the committee that facilities were not adequate. 
Mr. Davis said that the question had not been disposed of on 
the afternoon of April 9, the day before the hearing, at which 
he read the minutes. The minutes indicated that the desire 
to reduce services was created by the reduction in appropri- 
ations for the Shipping Board, after July 1, next, and the con- 
clusion that grain, which the vessels had been carrying to 
trim ship, was not profitable business. The reduction in the 
Baltic service was to be from twelve to eight ships and from 
thirty-one to twenty in the United Kingdom service. The 
ships, the minutes said, were operating to 94 per cent of 
capacity outbound. No figures for the return voyages were 
given. 

Mr. Nicholson, when Mr. Davis had finished, said that 
either the Shipping Board or the Commission could postpone 
the time for the enforcement of the section, and added that 
the Commission had set a hearing for April 17, on the ques- 
tion as to whether the time for the filing of appropriate tariffs 
should be advanced. He said the Commission was to hold the 
hearing to discover if it had made an “error” in setting May 
20 as the date for the filing of tariffs. 

Senator Curtis, April 7, introduced a bill postponing the 
effective date of section 28 to July 1, 1925. 


MARINE DEPARTMENT PROPOSED? 

Rumors to the effect that the government department re- 
organization committee would propose merger of the Shipping 
Board with the Department of Commerce through the creation 
of a marine department in the latter department were brought 
to the attention of President Coolidge. A spokesman for the 
President said he had heard the rumors but that he knew 
nothing of the facts. The President, it was indicated, does not 
favor such a move at this time, preferring to see what may be 
accomplished as the result of the recent separation, to a degree, 
of the Shipping Board from the Fleet Corporation. 


TRANSPORTATION OF FIREARMS 


Representative Cooper, of Ohio, and Representative Mc- 
Leod, of Michigan, have introduced bills (H. R. 8491 and 
8519) to regulate the shipment of firearms in interstate com- 
merce by requiring packages containing firearms to be marked 
plainly so as to indicate the contents. 


SECTION 28 AND FOURTH SECTION 


The Akron (Ohio) Chamber of Commerce has sent to Sen- 
ator Willis of Ohio resolutions. urging passage of the Newton 
bill amending section 28 of the merchant marine act, and against 
passage of the Gooding bill to amend section 4 of the interstate 
commerce act. 


HOBOKEN SHORE LINE 


The Senate committee on military affairs has reported a 
bill (S. 2287) permitting the Secretary of War to dispose of, 
and the Port Authority of New York to acquire, the Hoboken 
Shore Line. In the period of the war the government took 
over the steamship piers at Hoboken and acquired a railroad 
known as the Hoboken Shore Railroad, the sole connecting 
link between the railroads terminating on the New Jersey 
shore and the steamship piers. The committee said it was 
of opinion that the line should not go into private hands and 
that the Port Authority was the natural and logical agency -o 
take it over. " 


PARCEL POST TO BRITISH INDIA, ETC. 


Paul Henderson, second assistant Postmaster General, has 
announced that, effective April 10, parcel packages addressed for 
delivery in British India and Mesopotamia (Iraq) must be accom- 
panied by three custom declarations instead of one as at present. 
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CANADA AND SECTION 28 


The Trafic World Ottawa Bureax 


Canadian Railway officials are considering the probable effect 
of Section 28 on Canadian ports and railways. They assume 
that Canadian ports generally stand to gain from the enforce- 
ment of this section. In the case of a carrier transporting com- 
modities from, say, Chicago to. Portland or Boston for export, 
they say that if there is a risk of it having to charge a higher 
rate from the boundary to the American port, it will naturally 
divert traffic to Montreal or St. John. Montreal stands to gain 
in the months when its port is open, but in the remaining por- 
tion of the year the carrier would lose traffic, unless carried 
through to a Canadian Atlantic port. It, thus, looks as though 
St. John to a considerable and Halifax to a lesser extent would 
benefit. The impression is that the port of Vancouver would 
gain heavily by the proposed action. Both the Great Northern 
and the Chicago, Milwaukee and St. Paul have agreements with 
Japanese steamship lines for the handling of business. These 
agreements would be broken by the enforcement of Section 28. 
The Japanese naturally desire to retain their shipping and, if 
commodities shipped on a Japanese vessel from a United States 
port on the Pacific had to pay a higher freight rate than would 
be charged in Canada, the traffic would be handed to Canadian 
railways. A large volume of this traffic is now being handled 
by foreign vessels out of Seattle and other Pacific ports of the 
United States, so Vancouver expects to gain considerably. 

In so far as the individual railways are concerned, the 
opinion here is that the Michigan Central, the Wabash, and the 
Pere Marquette would not be affected, in that they carry mainly 
from one point to another in the United States through Canada, 
but that the Grand Trunk would be affected, seeing that much 
of the traffic it carries into Maine is for export. 


SHIPOWNERS UPHOLD SEC. 28 


The Trafic World New York Bureau 


Several members of the American Steamship Owners’ Asso- 
ciation in favor of section 28 of the merchant marine act this 
week charged that the resolution adopted last week by the ex- 
ecutive committee, approving the Newton bill to amend the 
section, was put through by a vote of officials representing com- 
panies with more foreign than American vessels. A movement 
is under way to call another meeting of the association to re- 
consider this action. 

Among those who are protesting the action of the associa- 
tion are E. J. McCormack, of Moore & McCormack; Edgar F. 
Luckenbach, president of the Luckenbach Lines; Ernest Bull, of 
E. H. Bull & Co., and other officials identified chiefly with Amer- 
ican flag vessels. 


“The owners’ association,” said Mr. McCormack, “is domi- 
nated entirely by members whose loyalty must be divided by 
reason of their tremendous interests in foreign tonnage. There- 
fore, there is no. organized defense from the American steam- 
ship owners’ standpoint.” 

The resolution adopted by the executive committee withheld 
an expression of opinion on section 28, which restricts pref- 
erential railroad rates to exports and imports in American ves- 
sels, but approved the Newton bill giving the Commission dis- 
cretion in applying the law after the Shipping Board had cer- 
tified that there was sufficient American tonnage to handle the 
trade, thus fulfilling the prerequisite to enforcement of the law. 

“In view of the hostile attitude of the Commission to sec- 
tion 28,” said Mr. McCormack, “adoption of the Newton bill 
would mean death of the section. Accordingly, those who voted 
for the resolution last week were actually opposing a measure 
designed to upbuild the American merchant marine. There is 
no doubt that in so doing they were considering the welfare 
of their foreign vessels rather than those under the American 
flag.” 

Mr. Luckenbach said he was in favor of section 28 and sup- 
ported the attitude taken by Mr. McCormack. He voted for 
the resolution last week, but under a misapprehension as ‘to 
the nature of the Newton bill, he said. 

From members who were present at the meeting it was 
learned that the resolution was presented by A. J. McCarthy, 
manager of the American flag steamers of the International 
Mercantile Marine Company. It was seconded, according to re- 
ports, by the United Fruit Company. The vote was said to be 
viva voce, without a record Frank C. Munson, president of the 
Munson Line, did not vote. Mr. McCormack, who is not a mem- 
ber of the executive committee, was not present. Neither was 
Mr. Bull. j 

Mr. McCormack said it was not the duty of the American 
Steamship Owners’ Association to determine whether or not 
there is adequate tonnage to meet the requirements of the law 
nor to forecast retaliation. 

“The Shipping Board is authorized to certify whether ton- 
nage is sufficient, and has the moral Obligation of supplying 
ships if there is a discrepancy,’ he said. “Also, we have the 
State Department to handle foreign affairs for us. The asso- 
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ciation should give its support to a measure intended to promote 
American shipping. It should be remembered also that if sec- 
tion 28 creates a demand for shipping services not only the 
Shipping Board but private owners will welcome the oppor- 
tunity to establish new lines.” 

Commenting on some of the protests by shippers against 
section 28, Mr. McCormack said: 


The protest from the various shipping organizations in the country 
are entirely predicated on their ignorance of the application of sec- 
tion 28, as well as the lack of understanding of where their best 
interests lie. In fact, the Woodpulp Association of the United States 
has protested vigorously against the application of Section 28 and 
has recommended the abolishment of the Shipping Board, failing 
to understand that prior to the inauguration of American ships in 
these trades, the same shippers were entirely in the hands of a 
foreign combination who dictated rates in foreign countries on 
the transport of woodpulp to the United States, without any consider- 
ation whatever to the importers’ interests here. 

In addition to the dictation of rates, the foreign interests also 
dictated centralized ports on the other side, which made it necessary 
that pulp shippers from Scandanavia transship their commodity. The 
inauguration of American services gave these shippers direct services 
to the different ports of origin of the commodities, as well as a voice 
ee. to the rates to be charged—something they never enjoyed 

efore. 

This same situation applies to the manufacturers of grain 
products, in that the inauguration of the American ships gave them 
reasonable transport to foreign countries, thereby permitting them to 
compete with the by-products of Australian and Argentine grain, 
creating a situation so favorable to them that they increased their 
shipments and found markets for their products which they never 
ensozea before. 

e hearing so far has dealt with internal railroad rates and 
other matters which are minor considerations and are tending to 
confuse the whole situaton. 

A great broad policy, which is, indeed, more beneficial to the 
shippers, who are presently protesting, as well as to the American 
merchant marine, seems to be subordinated through the lack of under- 
standing by the shippers, the Interstate Commerce Commission and 
even the Shipping Board itself. 


President Albert Gilbert Smith of the American Steamship 
Owners’ Association Tuesday issued a statement denying that 
the executive committee of the association is dominated by 
members who are more concerned with their foreign than Amer- 
ican tonnage, and also defending the action of the committee on 
approving the Newton bill. 

In reply to the charges of E. J. McCormack that foreign 
interests are in control, Mr. Smith said he was “simply mis- 
taken.” Mr, Smith said that of the 23 steamship companies 
represented on the executive committee, five had foreign as well 
as American ships, and of these five all but one had a majority 
of their tonnage under the American flag. The remaining 
eighteen members represented companies operating only Ameri- 
can ships, he declared. These men were not the type who could 
be dominated by any individual or group of individuals, he added. 

He said that “so far as section 28 is concerned, the executive 
committee has not expressed any views either for or against 
its enforcement,” and that, in view of the almost unanimous 
protest being made by shippers, the committee directed him to 
appoint a special committee to seek full information on the 
results of the law before reaching a decision. 


“Surely the American Steamship Owners’ Association can- 
not be justly accused of acting with impropriety in determining 
to make a careful investigation into the entire situation before 
it takes a position for or against the present application of the 
section,” he said. 

Mr. Smith recited the terms of section 28 and the Newton 
bill, saying that the committee believed the latter would be 
an improvement on the law as it stands. Under the present 
law, the Commission can terminate suspension of section 28 
entirely, to the extent certified by the board, or not at all, said 
Mr. Smith, while the Newton bill would allow the Commission 
discretion in suspending it in part or on certain routes and to 
certain ports. 

“Partial termination of suspension may be desirable and in 
the interest of the upbuilding of an American merchant marine, 
whereas conditions might make it unwise to terminate the en- 
tire suspension,” he added. “Clearly this is not against Ameri- 
can shipping, as Mr. McCormack seems to think.” 

He said that situation was fully discussed, and that. the 
committee approved the bill because of the opinion of its mem- 
bers that the measure “would be more in the interest of up- 
building American shipping than section 28 as it now stands.” 

Mr, McCormack, who is leading the fight for reconsideration 
of the resolution by the American Steamship Owners’ Associa- 
tion, said he would probably attend the hearings on the Newton 
bill before the House committee this week and express his 
views in favor of section 28. In doing this, he added, he would 
represent the minority members of the executive committee who 
have only American vessels and are not tied up with foreign 
interests. 

Frank C. Munson, president of the Munson Line, who was 
one of those refusing to vote for the resolution at the meeting 
last week, said he was in favor of the principle of the law. 

“T am in favor of section 28 providing the Shipping Board 
maintains its steamship services as in the past,” said he. “‘l 
think it was the general feeling of the members of the com- 
mittee, when they adopted the resolution, that it did not commit 
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them on the principle of section 28, which was left open for 
future action. Undoubtedly another meeting will be held. As 
it was explained to us by counsel, the Newton bill would not 
mean the death of section 28.” 

The resolution passed by the association was drafted by 
Ira A. Campbell, of counsel for the association, whose law firm 
is also counsel for the International Mercantile Marine Com- 
pany. It is the contention of Mr. Campbell that the Newton 
bill, giving the Commission discretion in applying the law, does 
not mean the elimination of the section, but, in the opinion of 
opponents of the measure, the hostile attitude of the Commis- 
sion makes it certain that if the Newton bill were passed section 
28 would become a dead letter. 


Action of Shippers’ Conference 


The Shippers’ Conference of Greater New York this week 
unanimously adopted resolutions opposing the enforcement of 
Section 28, and declared itself in favor of the Newton-Lodge bill 
to postpone applications until July 1, 1925. 

Charles J. Schmit, traffic manager of George Borgfeld & Co., 
chairman of the committee, said that careful study had been 
given to the matter and the conclusion had been reached that 
enforcement of Section 28 would not accomplish the result in- 
tended. The Newton bill, he said, would give ample time to 
debate the subject and come to some more favorable plan con- 
ducive to international trade and good will. 


F. H. Price, of F. H. Price & Co., export managers for the 
Millers’ National Federation, who has been to Washington op- 
posing Section 28, told members of the New York Flour Club in 
New York Tuesday that enforcement of the law at present would 
not promote the interests of the Fleet Corporation, and endorsed 
the bill postponing the effective date of the law. 


Mr. Price said that the crux of the matter was the inade- 
quacy of American ships to carry flour, however much the mil- 
lers wanted to favor the U. S. fleet, and that adoption of the 
bill would shorten the time allowance of shippers at the sea- 
board to 48 hours unless the flour was designated to go in 
American bottoms. He said also that southern ports would soon 
be cleaned up of their present export business on account of 
lack of American vessels, and that Canada would get further 
preference in export trade, as the goods coming in bond through 
United States territory would not be subject to the proposed law. 

After a discussion that showed a difference of opinion 
among its members on enforcement of section 28, the New York 
Board of Trade & Transportation, at its meeting Wednesday, ap- 
proved a report indorsing the Newton bill to delay application 
of the law from May 20 to July 1, 1925. Representatives of 
shipping interests present urged the board not to take a position 
on the section, saying it was the established law of the country 
and should have a trial. . 


Action on Other Matters 


The board disapproved the proposed commercial treaty be- 
tween the United States and Germany that would prevent pref- 
erential duties and tonnage dues to upbuild American shipping. 
It was pointed out that if this treaty were ratified it would be 
necessary to extend similar provisions of other treaties for a 
period of ten years, as provided in the German convention. 

The board also went on record as opposing the Gooding 
“long-and-short-haul” bill on the grounds that it would be better 
to leave the matter in the hands of the Commission, with dis- 
cretionary powers, than to make a fixed prohibition of lower 
through rates without possible modifications for special cases. 

Following an attack on the proposed Howell-Barkley rail- 
way labor bill by Vice-President John J. Walber of the New 
York Central, the board referred to its committees on railways 
and industrial relations a report favoring enactment of the meas- 
ure. The favorable report, which considered the bill as a help 
in bringing public opinion to bear against railway strikes, was 
prepared by the railway committee, headed by E. J. Tarof. 


AGAINST CHANGES IN THE ACT 


Senator Robinson, of Arkansas, has submitted to the Senate 
a memorial signed by employes of the Rock Island at Eldorado, 
Ark., remonstrating against amendment of the transportation 
act. 

Senator Capper, of Kansas, has submitted a similar resolu- 
tion adopted by the Missouri Pacific Mechanical Department 
Association, of Osawatomie, Kan. 


Resolutions adopted by the Associated General Contractors 
of America, Pacific northwest branch, Seattle, Wash., protesting 
against amendments to the transportation act, have been placed 
before the Senate. 

Representatives of labor organizations of La Junta, Colo., 
have submitted to the House a petition against amendment of 
the labor provisions of the act. The Soo Line Shop Employes’ 
Association of Minneapolis has filed a petition opposing any act 
or legislation that will tend to hamper or interfere in the efforts 
of the railroads toward efficient and economical operation of the 
railroads. ; 
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OCEAN COAL RATES STRONGER 
The Trafic World New York Bureau 


The full cargo market last week was dominated by the 
coal trade, which showed more numerous fixtures and increas- 
ing rates. While the outlook for a mine strike in Great Britain 
had not yet become definite, it was evident that shipowners 
were holding out for higher rates in anticipation of a greater 
demand in the event that the strike actually occurs. Aside 
from coal, the greatest interest was noted in grain shipments 
from Montreal, where the season is now beginning. 

Slight recessions in rates from north Atlantic ports to 
South America caused shippers to believe that the market was 
weakening, but apparently this was due to the desire of owners 
to get their vessels on berth in the south for the crop moving 
season, rather than to any surplus of vessels, according to 
Funch, Edye & Co., in their review of the trade. 

Coal chartering in all directions was active, but fixtures to 
the east coast of South America were most numerous. Rates 
to French Atlantic ports reached $3.25 a ton on a prompt ves- 
sel, while the lowest rate paid was $2.85 a ton for a part cargo 
to Dunkirk. Several vessels were fixed to west Italy up to 
$3.75 a ton for April loading, but at the end of the week there 
were indications that owners would demand $4 for additional 
tonnage. Several vessels were chartered to Rio at $4 a ton 
for April and May loading. Most of the pressing shipments 
have now been covered. Five or six steamers were fixed in 
London for shipments from the U. S. north Atlantic to the 
River Plate at $4 to $4.15 a ton for April and May loading. 
As many as eight or ten additional vessels were reported to 
be ready for charter during the week for South America, which 
encouraged shippers to offer lower rate. 

Inquiries for vessels to load at Montreal are becoming more 
frequent. Requirements for north Atlantic shipments were few, 
however, and the rates offered by shippers do not compare 
favorably with those obtainable for coal. Present quotations 
from the north Atlantic to Antwerp and Hamburg are 13% to 
14 cents a 100 pounds, with Bordeaux and Hamburg optional at 
one-half cent additional. Rates to Denmark and Sweden are 
20 to 21 cents, the west coast of Italy 18 to 1814 cents, and to 
Greece, 21 cents. a 100 pounds. Little interest is shown in 
United Kingdom shipments, and lower rates are offered on this 
route without takers. 

The sugar trade was quiet, with several vessels chartered 
at previous rates. The lumber market was also dull, except 
in the U. S. intercoastal trade, where requirements are still 
heavy. The influx of vessels into the trade between British 
Columbia and the U. S. Atlantic resulted in a break in that 
lumber rate to $13.50 a 1,000 feet. 

The new tariff of the North Atlantic Continental Freight 
Conference, effective May 1, shows no change in the general 
cargo rates, advances of 50 cents to $1 a ton on dense com- 
modities, such as steel, iron, copper, etc., and increases of 10 
to 25 per cent on a number of individual items, The general 
cargo rate remains at 35 cents a cubic foot, or 70 cents a 100 
pounds. 

A number of commodities, such as lubricating oil, provi- 
sions and packing-house products, starch, cereals, flour and grain, 
are left on the open list. Some other commodities on which 
the rates are relatively higher than the general list, are left 
unchanged. 

The following new rates and rate changes for the westbound 
intercoastal service are announced by the U. S. Intercoastal 
Conference: 


: Cb. 16% 
Tractor and parts, 24,000 lbs. minimum.......... $1.00 $1.35 
Storage batteries, with or without chemicals, 

S0-GO0 Gen. MM 5 05S ORNS sic cs see's ob sis .75 1.10 
Iron or steel safes, 12,000 lbs. minimum......:... 1.50 1.85 
Semi-indirect lighting bowls over 12 inches diam- 

eter, value less than $24 a dozen........:...+.- 3.50 3.50 

do, value not to exceed $60 a dozen......... A 5.00 5.00 
Vauxite RIN nc acrin: o-ae cava mene muaicaanabae aintaaa a 60 b 00.048 .40 .90 
— pulp and wood pulp boards, minimum 24,000 - 85 

RB, ake tik cine Whe Hoh Bile. s Bde PG a Heads wid Loblaw he e's ; : 
Silverware, plated (actual value not to exceed $50 

WA 2 Se Ae aes Pete ece ty cage c et ewress s 5.00 5.00 
Cast iron soll pipe and fittines, 12-inch........... AT .87 

Over 18 and under 24-inch. .... csc cceseccccies .52 .92 

Over 36 Gm te tO SGetICH.. 6 ovis sc ae cccewececce 57 .97 


Information was received Thursday that a strike of long- 
shoremen and cartmen had been called in Havana Harbor. Offi- 
cials of the Munson Line, Ward Line and United Fruit Com- 
pany announced that no changes would be made in their sail- 
ings pending further developments, as they felt confident they 
could discharge their vessels satisfactorily. 

The United American Lines announces that it has abolished 
the position of Pacific Coast manager, now held by D. W. Bur- 
chard, and that, effective May 1, Sudden & Christen, now local 
agents at San Francisco, would take over the agency for the 
entire Pacific Coast. Duplication of work by the two organi- 
zations is given as the reason for deciding to consolidate. 

Rogers & Webb of Boston, operating government vessels to 
Continental Europe, have announced sailings from Philadelphia, 
Baltimore and Norfolk, as well as Boston. 
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In accord with its policy of renaming its services so that 
title in the trade name will be kept by the government, the 
Fleet Corporation has fixed upon the “Scantic Line” for the 
consolidated services to the Baltic and Scandinavian ports 
operated by Moore & McCormack. 

Reports from Miami, Florida, quote President H. H. Ray- 
mond of the Clyde-Mallory Lines as saying that direct steam- 
ship service between New York and that port will be established 
as soon as the work of deepening the channel to 25 feet has been 
completed. 

Sailings of the Old Dominion Line between New York, Nor- 
folk and Newport News, previously five a week, were increased 
to daily departures on April 9. 


REORGANIZATION OF BOARD 
The Trafic World Washington Bureau 


The joint congressional committee on reorganization of 
federal departments has before it a suggestion made by Sec- 
retary Hoover that the administrative functions of the Ship- 
ping Board be delegated to the Fleet Corporation, leaving the 
board to function solely as a judicial body in the regulation cf 
ocean and port-to-port commerce. Mr. Hoover, it was under- 
stood, does not favor a suggestion that the Fleet Corporation 
be placed under the Department of Commerce. If Mr. Hoover’s 
suggestion were made effective by law, the Shipping Board 
would not have the power over the operation of the govern- 
ment fleet delegated to it by the Jones merchant marine act. 

The joint congressional committee, at a meeting on the 
night of April 8, conferred with Chairman O’Connor, of the 
Shipping Board, and Commissioner Plummer and Benson; 
President Palmer of the Fleet Corporation; Chairman Jones, 
of the Senate commerce committee; Senator Fletcher, of 
Florida, and Representative Davis, of Tennessee. The Ship- 
ping Board members expressed the opinion that the board 
should be left as it was. No conclusions were reached as the 
result of the conference, it was said. 


SHIPPING BOARD SALARIES 


The House has amended the independent offices, appropria- 
tion bills so that no officer or employe of the Shipping Board 
or Fleet Corporation shall be paid more than $10,000 a year, 
except one at not to exceed $20,000, and four at not to exceed 
$15,000 each. If the Senate does not change the bill in this 
respect, reductions will have to be made in the salaries of 
President Palmer of the Fleet Corporation, who now receives 
$25,000, and of three vice-presidents who receive $18,000 a year 
each. The salary of the general counsel also will have to be 
cut, his salary now being $20,000. 

The Senate committee on appropriations this week re- 
ported the independent offices appropriation bill with provi- 
sions for salaries for Fleet Corporation officials on a different 
basis than was approved by the House. As reported by the 
Senate committee, the bill permits one salary of $25,000 and six 
other salaries of $18,000 each. Salaries of other officials would 
be subjected to a maximum of $11,000 as at present. 


INVESTIGATION OF BOARD 
The Trafic World Washington Bureau 


The House committee appointed to investigate the Ship- 
Ping Board and Fleet Corporation resumed hearings this week 
with Chairman O’Connor, of the board, as the first witness. In 
the course of his testimony, Mr. O’Connor said direct govern- 
ment operation of the Shipping Board vessels could be made-a 
success if Congress would authorize such operation. He said 
that operation of the fleet under the MO4 managing agency 
agreements had been adopted as a means of developing the 
operators as potential purchasers of the vessels. Mr. O’Connor 
thought direct government operation would be a success if 
provisions were made for operation on particular routes for a 
period of five years.. He said the present method was in reality 
about 85 per cent government operation. 

Representative Davis, of Tennessee, the committee “pro- 
secutor,” believed that the managing agency agreements were 
in violation of the merchant marine act. Mr. O’Connor declared 
the agreements were the best method short of direct govern- 
ment operation. 

Referring to the ship subsidy bill of the last session, the 
inquiry developed that Mr. O’Connor was not in favor of the 
measure, Mr. Davis said Commissioner Thompson had informed 
him that he was against the bill and also that he (Davis) had 
heard Commissioner Plummer did not favor the bill. The fight 
made for the subsidy bill hada bad effect on the operation of 
the fleet, Chairman O’Connor said, indicating that former Chair- 
man Lasker had endeavored to make Shipping Board operation 
of the fleet look as bad as possible. 

Mr. Davis asked whether, in other words, Lasker, in order 
to get the bill passed, had tried to make it appear that the 
whole Shipping Board was a failure, but Chairman O’Connor 
declined to comment on that phase of the matter. 
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Direct government operation of the government fleet was 
further discussed while Chairman O’Connor was on the stand. 
The chairman pointed eut that the board, if direct operation 
were undertaken, would have to build up an organization for the 
solicitation of freight. Representative Davis suggested contracts 
might be made with the railroads to solicit freight for the gov- 
ernment ships and the chairman said that would be the most 
wonderful thing the board could do. There was further dis- 
cussion of the wisdom of the MO4 managing agency agreements. 

Commissioner Thompson followed Chairman O’Connor as a 
witness and the hearing was given over to a discussion of sec- 
tion 28 of the merchant marine act, and much of the ground 
covered by the hearings on the section was gone over again. 
The commissioner indicated that the board was not in sympathy 
with the suggestion of President Palmer of the Fleet Corporation 
that the number of ships in the north Atlantic-United Kingdom 
services should be reduced under the proposed consolidation 
plan. Mr. Thompson said if that plan were carried into effect 
the board would have to certify to the Commission that shipping 
facilities were not adequate in that trade. 


WORLD SHIPBUILDING GAINS 


The Trafic World New York Bureau 


World shipbuilding shows an increase over the beginning 
of this year, according to a report just issued by Lloyd’s Reg- 
ister of Shipping for the quarter ending March 31. This is 
due to slight gains in the orders held by shipyards of the 
United States, Great Britain and Ireland, most other nations 
showing a decrease during the three months. Advances of 
78,000 gross tons for Britain and Ireland and 28,000 tons for 
this country more than offset the loss of 34,000 tons elsewhere. 

The United States now holds fourth place instead of sixth 
three months ago, but the total tonnage is less than one-tenth 
of Britain and Ireland and less than one-half of Germany. 

The following table gives a comparison in gross tons for 
the last two quarters: 


Mar. 31 Dec. 31 

CE ere 1,473,629 1,395,181 
TOL... be 6 6'v'-0'o'a'e ob 016 O b'0 6 066-6 0%s be 19, 91,585 
SE EIOI: ooivie Ko cco cviediodeacitie deceecnee 923,108 - 957,570 
MEUM Live ddcchvasevbegoaneseeeeee 2,516,504 2,444,336 


These figures include contracts on which suspensions of 
work have been ordered, amounting to 101,000 tons for Britain 
and Ireland, against 164,000 tons the first of the year; and for 
other countries 118,000 tons, as compared with 67,000 tons. This 
makes the actual British construction under way 1,372,000 tons 
and for other countries, including the United States, 925,000 
tons, or a world total of 2,297,000 tons, compared with 2,213,- 
000 tons in the previous quarter. 

A feature of the returns is the prominent part that ‘he 
construction of motor vessels is now taking. The. world total 
is now 694,712 tons, or nearly 30 per cent of all construction. 
In the entire year 1923 only 226,000 tons of motorships were 
launched, and for 1922 the figure was 209,000 tons. 

Tankers now building total 183,850 tons, against 175,164 
tons for the last three months. 

A less encouraging feature of the returns was the de- 
crease in new orders compared with launchings. The total 
launched amounted to 550,246 tons, against 431,606 tons of 
new orders. 

The ranking of the various countries in shipbuilding is 
shown in the following table: 


3 Dec. 3 
rr” soo vc wcaleum anaes Pee.cew 1,473,000 1,395,000 
EE ERE OMG a GUCS Cee oe Ub oot eEOb ove wes% 9,000 $36,000 
Ns be 564 60068 06 oe 66. 046 640 vee eo6 Cb aH* 30,00 19,0 
EE. 06 ages 61:6: R owen ibid meee 4 oe 9,0 91,000 
Ors a beh wt 0s 6 oes boxe 0 Ge eee unsere s ,000 110,000 
TUL UGU es Wakes lb ED be Cece cbereneeeees 106,000 112,000 
I a ee ee ee Oe ree 72,000 63,000 
British Dominions .......... eee ar 27,000 33,00 


In the first three months of this year, new construction 
begun in British and Irish shipyards was 135,000 tons less than 
the tonnage sent down the ways; but for all other countries 
combined, the launchings were less than the new work by 
et a tons, as the following table for the last quarter 
ndicates: 


Launched Commenced 


Great Britain and Ireland............... 360,465 225,210 
Gee  GOUAP OD 6 vecivvcosececesietere wee 191,781 206,396 
EE ED. 2596 od. 4 swede oie ese eke e es 550,246 431,606 


For the quarter ending December 31, 1923, the shipyards 
of Great Britain and Ireland started on about 125,000 zross 
tons more of new work than the aggregate of launchings, while 
for the other countries the excess of new work was less than 
15,000 tons. 

The gain in construction ranking made by the United States 
during the last quarter, and previously noted, resulted in Hol- 
land dropping to fourth place. Germany retains second place, 


with about 300,000 tons under construction, but this represents. 


a decrease of nearly 40,000 tons from the previous quarter. In 
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addition to the United States, Italy, France and Japan made 
slight tonnage gains; but Germany is building as much ship- 
ping as the United States, France and Japan combined. Greai 
Britain’s lead over Germany in construction, which was 1,059,- 
000 tons at the beginning of the year, has now increased to 
1,174,000 tons. 

The proportion of the world shipbuilding being done in this 
country, Great Britain and Ireland, and all other countries com- 
bined, is as follows, as compared with three months ago: 


Mar. 31,'24 Dec. 31,’23 
NE i a ae ee 4.8% 3.8% 
Great Britain and Ireland..........eeeeee 58.5% 57.1% 
ORR a aaa rr eee ee 36.7% 39.1% 


The total of 2,516,000 gross tons of shipbuilding for the 
world now compares with 3,162,000 tons just before the late 
war. On June 30, 1914, however, British yards and German 
yards were at that time each building about 250,000 tons more 
than now, and American about 30,000 tons above the present 
figure. Great Britain’s proportionate share of the total was 
less then than now, however, representing 54.4 per cent to 4.7 
per cent for the United States, and 40.9 per cent for all other 
countries combined. 

Compared with a year ago, says Lloyd’s Register, Great 
Britain and Ireland are building only 20,000 tons less, while the 
decrease for the United States is 54,000 tons, and for other 
countries combined 270,000 tons. 


OCEAN PASSENGER TRAFFIC 


The first comprehensive survey ever made of ocean travel 
through United States seaports has just been completed by the 
Bureau of Research of the United States Shipping Board. The 
records on which this survey is based were instituted because 
of the meager information available on the subject of ocean 
passenger transportation and its increasing importance as an 
element in the development of an American merchant marine, 
and they contain essential details regarding the transportation 
by sea of passengers traveling via United States ports, the board 
said. 

“From the present analysis of ocean-borne passenger trafiic, 
which includes an aggregate of more than 1,500,000 passengers 
moved during the calendar year 1923, it appears that New York 
alone handled more than one-half of all passengers arriving or 
departing on ocean voyages and that more than ninety per cent 
of our total ocean-borne traffic passed through the gateways 
of New York, Seattle, Boston and San Francisco,” the board 
said. The tabulations further show the foreign territorial re- 
gions of origin and destination of the passengers carried, the 
numbers traveling first class, second class and third class, and 
the nationality of the carrier vessels. 

“The passenger traffic between Continental United States 
and the non-contiguous territories of Alaska, Hawaii and Porto 
Rico is tabulated in a similar manner, as is also the ocean- 
borne travel between the Pacific coast and the Atlantic and 
Gulf coasts.” 


CONSIDER CONSOLIDATION PLAN 


The Shipping Board has conferred with J. B. Smull, of J. H. 
Winchester & Co., E. J. McCormack, of Moore & McCormack, 
and Mr. Taylor, of the Export Transportation Company, relative 
to the consolidation plan submitted by President Palmer of the 
Fleet Comporation, for application to the five services main- 
tained between north Atlantic and United Kingdom ports. The 
companies named are managing operators in the services. 

President Palmer received an inquiry from J. EB. Docken- 
dorff, of the Black Diamond Steamship Company, relative to 
consolidation of the services from north Atlantic ports to Eu- 
ropean ports north of Bordeaux. Mr. Palmer said he was not 
prepared to take up that question now. 


ANNOUNCES SHIP SALES 


President Palmer, of the Fleet Corporation, announced th2 
sale of three vessels as follows: To the Southern Steamship 
Company of Philadelphia the Lake Fillion, a steel cargo ves- 
sel of 4,046 deadweight tons, for $52,231, and the La Crosse, 
a steel cargo vessel of 4,145 deadweight tons, for $58,230; to 
the Allied Corporation of Boston, the Colthrap, a damaged 
vessel for scrapping purposes, $9,000. Mr. Palmer said that 
hereafter the corporation would make public the prices re- 
received for ships sold. Heretofore that has not been done. 


ASKS COURT ACTION ON CLAIMS 


The Department of Justice has been asked by the Ship- 
ping Board to bring suit against the Bethlehem Shipbuildinz 
Corporation to settle a dispute between the board and the 
company as to claims against the board and counter claims of the 
board against the company growing out of war-time ship-building 
contracts. The board claims approximately $11,000,000 and the 
company says these claims are offset by its claims. 
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Freight Rates and Wholesale Prices 


Index Bumbders of Wholesale Prices and 


Average Preight Revenue per Ton Mile 
1865 = 100 


——— Average Prei Revemse per ton mile 
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Dr. David Friday, director of the research council of the 
National Transportation Institute, has issued the results of a 
survey comparing freight rates with wholesale prices since 1867. 
In an explanatory statement accompanying a graph illustrating 
the changes, Dr. Friday says: 


Changes in freight rates interest most people because they 
have a bearing upon the prices of the things we buy and sell. 
Increases in freight rates are normally supposed to raise the price 
which the purchaser pays or to depress the price which the seller 
receives. During the last fifty-five years priecs have gone through 
two major movements. From the late sixties to 1897 the trend 
of prices was steadily downward. There were brief rallies in 
1872, in 1880, in 1888, and 1893, but these were quickly super- 
seded by prolonged declines. Prices touched bottom in 1896 and 
1897. Thereafter they rose until 1910, when they were halted 
for a period of five years. From 1916 to 1920, war demand and 
the post-war boom carried them to an unprecedented peak. The 
depression of 1921 caused a precipitate fall. The lowest point in 
this decline was reached in January, 1922. Thereafter prices 
rose until April, 1923, since which time they have receded slightly. 
The price level at the beginning of 1924 stands somewhat above 
the price level of 1870. 

The course of prices from 1867 to 1922 is graphically set forth 
by the dotted lines. The index number from 1890 to 1923 is based 
upon the Bureau of Labor Index Number of wholesale prices. 
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For the period 1867 to 1889 the index is based upon the price 
figures in the Aldrich Report to the Senate. The year 1885 has 
been taken as 100. 

The average freight revenue received by the railroads for 
hauling a ton of freight one mile is shown by the solid black 
line on the graph. It has been obtained for each year by pi 
the total revenue ton miles into the entire freight revenue whic 
was collected by the railroads, The figures for the year 1867 to 
1900 are taken from a report of the Department of Agriculture 
dated 1901 and prepared by H. T. Newcomb; those from 1901 to 
1923 are taken from the Interstate Commerce Commission statis- 
tics. The year 1885 has been taken as the base year in preparing 
this index number. In that year the average freight revenue per 
ton mile amounted to 1.011 cents. This compares with a rate of 
1.925 in 1867; .729 cents in 1900; 1.275 in 1921; and to 1.11 cents 
in 1923. At the beginning of 1924 the average revenue per ton 
per mile is 60 per cent of that received from 1870 to 1872. 

The year 1885 has been chosen as the base year because its 
selection gives the two lines representing the movement of prices 
and freight rates the most points in common and therefore makes 
them easy to compare, In the period of falling prices from 1867 
to 1897 freight rates and prices fell together. hereafter freight 
rates remained at the depression level of the nineties until 1917, 
a period of twenty years, while prices were rising. The increase 
in freight rates did not begin until 1918. When it did occur they 
did not rise as fast nor as far as prices had risen. Since 1921 
they have again fallen. 


1923 








FEBRUARY RAIL EARNINGS 


Class I railroads representing a total mileage of 235,901 
miles, earned at an annual rate of return of 6.28 per cent on 
their tentative valuation in February, freight traffic for that 
Month having been the greatest for any February on record, 
according to reports for the month compiled by the Bureau of 
Railway Economics from returns filed with the Interstate com- 
merce Commission, says the Bureau, in a statement, continuing 
as follows: 


In dollars this represented a net operating income of $71,191,600. 

he same roads in February last year earned a net operating in- 

come of $39,274,900, which was at the annual rate of return of 3.76 

per cent. In January, 1924, the net operating income was $51,281,000 
or 4.38 per cent. 


The net operating income is what is left after the payment of 
Operating expenses, taxes and equipment rentals but before interest 
and other fixed charges are paid. 

Operating revenues of the Class I roads in February amounted to 
$478,914,250, an increase of $31,965,380 or 7.2 per cent over the same 
month last year. Operating expenses totaled $374,699,900, a decrease 
of $1,306,700 or three-tenths of one per cent under those for the 
same month last year. , 

For the first two months this year Class I railroads had a net 
operating income representing an annual rate of return of 5.32 per 
cent on their tentative valuation, amounting in dollars to $122,485,200 
isepered with $100,461,250 or 4.70 per. cent for the same period in 


Tabulations as to the tentative valuation of the carriers according 
to the various sub-districts are not compiled by the Interstate Com- 








merce Commission, but compilations by the Bureau of Railway Eco- 
nomics show the annual rate of return for the carriers for the first 
two months in 1928 based on their property investment to have been 
4.62 per cent. 

Earnings by sub-districts for the first two months with the per- 
centage of return based on property investment in each district 


follows: Per Cent 
Me Serre $ 4,115,040 4.36 
eR ee rr ee 22,893,594 5.53 
Central BimsrGrtt TRGBIOM: on... loc cccwseccevcccescee 23,797,812 4.89 
I acy 4 0500's hina 4% oe steers ewip'elbiong 6,677,306 5.44 
I I ihe iba e605 SO 1a dibreie 000.20 eenee ee 24,165,452 5.77 
PUGU COUPER SOE | vce c 0:10:00: 010 0-qwieineeccesieseecce 8,327,431 2.66 
SORE: IIE 6.056.060 :0-0:010.6:0:6-0:9: 0-0: 0-¥'0:0. 019 ¥6/0:6 21,657,136 4,23 
OUT, RN © Sic onw ccien ew dened 9 s000090%% - 10,851,437 3.71 


Thirty Class I carriers operated at a loss in February, of which 
twelve were in the eastern district and eighteen in the western dis- 
trict. In January forty roads had operating deficits. 

Complete reports show the railroads in the eastern district had 
a net operating income in February of $33,069,100, which was at the 
annual rate of return of 7.11 per cent on their tentative valuation. 
This compared with a net operating income in February last year 
of $17,661,300 or 4.23 per cent. Freight traffic in the eastern distriet 
in February, according to incomplete reports, was more than eleven 
percent above the corresponding period the year before. Operating 
revenues of the eastern carriers totaled $240,152,480, an increase of 
6.6 per cent over February last year, while operating expenses 
amounted to $191,839,660, a decrease of one-half of one per cent 
under February, 1923. Class I carriers in the eastern district earned 
at the annual rate of return during January and February this year 
5.83 per cent or $57,483,750. 

Carriers in the southern district in February had a net operating 
income of $14,037,240, which was at the annual] rate of return of 
7.56 per cent. The net operating income of the southern carriers in 
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February last year was $10,534,550 or 6.01 per cent. 
on the southern roads during the month increased more than eight 
per cent over the same month last year. Operating revenues of 
the southern roads in February amounted to $68,038,470, an increase 
of 7% per cent over the same month last year, while operating ex- 
penses totaled $49,814,200, an increase of 2.7 per cent compared with 
February one year ago. The net operating income for the Class I 
carriers in the southern district for January and February of this 
year totaled $24,165,450, which would be at the annual rate of return 
of 6.72 per cent. 

Carriers in the western district had a net operating income in 
February of $24,085,275, which was at the annual rate of return of 
4.98 per cent compared’ with $11,079,000 or 2.46 per cent for the same 
month last year. Freight traffic in the western district showed an 
increase of Coproximately eight per cent over February last year. 
Operating revenues of the western carriers totaled $170,723,290, an 
increase of 7.8 per cent over February, 1923, while their operating 
expenses amounted to $133,046,000 or a decrease of 1.2 per cent. Class 
I carriers in the western district in January and February earned at 
the annual rate of return of 4.26 per cent, their net operating income 
amounting to $40,836,000. 


BIG ROAD FEBRUARY FIGURES 


The Commission’s monthly figures for February pertain- 
ing to operating revenues, operating expenses, the net rail- 
way operating income, and the operating ratio of large steam 
roads—those having a revenue of $25,000,000 or greater in a 
year—show a comparatively large increase in the revenue, 
a smaller increase in the expense, a big increase in the net 
railway operating income, and a big drop in the operating 
ratio, the latter from 84.2 to 78.3 per cent. 

Cumulative figures for the two months of the curreat 
year show a slightly smaller revenue than in the correspond- 
ing period of 1923, a greater reduction in the expense, and 
a fall in the operating ratio from 82.7 to 80.1 per cent. 

The figures for February are as follows: 


Freight traffic 
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Total— Roads re- 


. <enae.omeDenee 1924 $316,460,660 $ 60,606,925 $404,289,207 78.3 
1923 319,425,633 33,369,604 379,257,376 84.2 
New England Region: 
Boston & Maine .... 1924 5,270,642 555,971 6,301,900 83.6 
1923 6,438,436 1,281,805 5,931,100 108.5 
New York New Haven 
@ Hartford ....... 1924 7,690,783 1,246,701 9,690,100 79.4 
1923 8,212,425 d329,693 9,278,493 88.5 
Great Lakes Region: 
Delaware & Hudson.. 1924 3,198,806 494,386 3,747,617 85.4 
1923 3,150,183 d319,264 2,954,654 106.6 
Delaware, Lackawan- ; 
na & Western Sys. 1924 5,421,318 950,315 6,769,333 80.1 
1923 5,843,405 75,395 6,233,585 93.7 
Erie (including Chi- 
cago & Erile)....... 1924 8,029,037 1,479,030 10,026,880 80.1 
1923 9,116,710 487,520 10,262,503 88.8 
Lehigh Valley ....... 1924 4,852,446 692,421 5,839,731 83.1 
1923 6,344,384 d953,420 4,708,230 113.5 
Michigan Central 1924 5,313,099 1,685,696 be ye 150 8670.3 
1923 5,114,057 1,023,384 747,799 75.8 
New York Central 
(including Boston & 
Oe REP 1924 23,478,925 4,267,823 29,920,312 78.5 
1923 24,407,600 2,999,505 | 29,294,708 83.3 
New York, Chicago & 
a a  aiereeert 1924 3,434,163 779,835 4,620,541 74.3 
1923 3,331,935 386, pt 4,097,185 81.3 
Pere Marquette ce en 1924 2,652,970 21, 3,532,952 75.1 
1923 2,483,002 169, 320 2,998,522 82.8 
aeureh & Lake 
a Sede gensens 1924 2,362,166 868,890 3,039,999 77.7 
1923 2,333,920 1,163,401 3,324,913 70.2 
MOM: ica odixvceves 1924 4,279,308 624,183 5,476,157 78.1 
1923 3,813,325 306,686 4,610,494 82.7 
Central Eastern Region: a 
Baltimore & Ohio .. 1924 15,332,064 2,021,100 18,497,990 82.9 
1923 14,935,038 2,522,158 18,692,393 79.9 
Central of New Jersey 1924 3,646,985 57,939 4,151,766 87.8 
; 1923 3,485,056 236,687 4,055,034 85.9 
Chicago & Eastern 
PE | an cen venses 1924 2,073,667 184,206 2,400,183 86.4 
1923 1,960,287 226,632 2,230,408 87.9 
Cleveland, Cincinnati, 
Chicago & St Louis 1924 5,631,671 1,131,766 7,402,398 76.1 
1923 5,571,760 999,745 7,091,158 78.6 
Elgin, Joliet & Hast- 
MM. Gach cateds cas ace 1924 1,520,034 374,512 2,183,591 69.6 
1923 1,421,729 378,942 2,016,488 70.5 
Loag Teland: ....0-¢0 1924 2,015,353 207,721 2,283,300 88.3 
1923 1,919,297 81,648 2,082,771 92.1 
Pennsylvania ........ 1924 43,586,304 6,196,325 52, 778,147 82.6 
1923 43,790,737 3,263,976 49,476,813 88.5 
= & Read- 
incaihias Maden: <°auiebdp. acaties 1924 5,942,910 1,610,695 7,789,064 76.3 
1923 5,865,081 2,131,298 8,244,951 71.1 
Pocahontas Regio 
Chesapeake & Ohio.. 1924 6,456,988 1,807,045 8,516,847 75.8 
1923 5,504,654 1,060,133 6,819,789 80.7 
Norfolk & Western.. 1924 6,236,415 1,007,506 7,621,695 81.8 
1923 5,417,036 1,076,938 6,595,565 82.1 
Southern Region: 
Atlantic Coast Line... 1924 15,577,671 5,137,756 2,500,737 62.6 
1928 14,382,207 4,772,286 1,994,295 65.7 
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Central of Georgia.. 1924 4, 34. 057 1,715,761 429,597 
1923 485 1,639,308 402,024 
Illinois Central ...... 1924 26, 421 755 9,558,588 »671,327 
1923 27,966,479 10,185,500 2,330,917 
Louisville & Nashville 1924 22,128,140 9,207,859 1,896,503 
1923 20,814,617 8,235,976 ,139,976 
Seaboard Air Line... 1924 »578,697 3,583,663 941,507 
1923 9,030,207 3,514,481 557,50 
UIE: oiis'soesi ecb ve 1924 22,755,544 587, pom 1,929,879 
1923 = 28, 169, "380 8, 634.6 1,681,710 
Yazoo & Mississippi 
WOE . iccgceoneyats 1924 3,504,807 1,234,216 372,279 
1923 3,377,629 1,323,374 24,856 
Northwestern Region: 
Chicago & N. Western 1924 23,521,736 9,662,499 1,298,354 
1923 23,978,873 10, 115,460 358,723 
Chicago, Milwaukee & 
Ss. - NE: -on5 trananes 1924 25,327,749 10,345,814 1,373,022 
1923 26,816,921 10,507,612 599,747 
Chicago, St. Paul, ‘ 
Min. & Omaha..... 1924 } 560,917 1,828,735 308,415 
: 1923 487,681 1'881,759 50,296 
Great Northern ...... 1924 13" 593, 402 5,713,951 668,330 
iS 1923 15,655, "995 6,925, 176 d637,468 
Minneapolis, St. Paul 
Sault Ste. Marie 1924 6,469,627 2,883,477 164,178 
1923 7,392,937 2,964,169 135,680 
Northern Pacific ..... 1924 13,870,587 ,508,789 1, 486, 771 
1923 14,422,913 6,386,058 ,896 
owe - Washin 1 
R. R. & Navi. - 1924 4,698,400 1,704,236 427,803 
1923 4,313,856 1,946,488 248,348 
Central Western Region: 
Atchison, Topeko 
_. +, ae 1924 28,912,397 10,829,426 2,703,421 
1923 30,619,347 10,350,921 2,902,701 
Chicago & Alton..... 1924 5,031,961 ,958,604 154, 
1923 5,363,020 2,132,269 c 
a. Burlington & 
MNEIE °e kota ewore aid 1924 26,259,122 9,904,509 2,156,672 
1923 28,310,324 10,378,383 1,598,816 
ae 1924 19,053,526 7,371,593 1,407,314 
(> eee ,053, sll, ,407, 
mine 1923 18,930,248 8,182,638 486,566 
Denver & Rio Grande 
eee 1924 4,825,291 1,879,025 275,787 
1923 5,027,566 4,203 70,498 
Oregon Short Line.... 1924 5,536,533 2; 025, 970 348,973 
923 »707,097 2,028,549 339,551 
Southern Pacific (Pa- 
cific System) ...... 1924 28,865,589 11,216,357 2,171,505 
1923 27,475,969 10,354,164 1,544,529 
Union Pacific ........ 1924 16,145,662 ,600, 215 1,903,275 
1923 15,734,789 5,232,765 1,825,281 
Southwestern Region: 
Galveston, Harrisburg 
& San Antonio..... 1924 4,033,723 1,672,284 199,847 
1923 3,568,315 1,522,848 50,702 
Gulf, Colorado & 
i BOR 1924 4,194,783 1,824,753 107,197 
1923 3,694,404 1,521,432 23,257 
Missouri-Kansas~“Tex. 1924 4 ry 276 ety 511 711,540 
1923 3,976 ,099 322,952 
Missouri-Kansas-Tex. 
OE OES «6.05.05 castes 1924 3,256,728 sien 176,379 
923 3,238,839 1,358,774 di02, 864 
Missouri-Pacific ..... 1924 18,915,835 7,636,207 1,024,515 
1923 16,373,470 6,846,932 1,756 
St. Louis-San Fran.. 1924 13,158,395 4,594,657 1,459,677 
: 1923 12,999,365 ,585,096 1,256,710 
Texas & Pacific...... 1924 5, 953 1,913,826 500,858 
1923 5,079,956 2,075, 181 21,568 
The figures for the two months ended with February 
are as follows: 
3 3 g 
5 = 2 
> a & 
o ry 
a o bo 
i S 
Region, road and year @ g ES 
os a a] k 
g 4 ok) 
o ro) ~ & 
2, a oe) 
° ° Z 
Total—Roads_ reported...1924 $800,311,205 $641,340,705 $104,851,684 
1923 806,579, ‘573 667 ,076, 263 85,926,037 
New England Region: 
Boston & Maine........ 1924 12,617,574 11,050,390 647,999 
1923 12,244,159 13,443,090 42,780,895 
New York, New Haven 
& Martford ..5'\..skéis 1924 19,711,274 15,859,240 2,336,808 
1923 19,190,049 17,544,043 41,110,280 
Great Lakes Region: 
Delaware & Hudson...1924 7,217,495 6,569,653 529,253 
1923 6,204,170 6,704,683 720,101 
Delaware, Lackawanna 
& Western System..1924 13,762,317 11,028,500 1,864,481 
1923 12,905,042 11,956,414 9,159 
Erie orn Chicago 
eee 1924 19,410,742 16,136,137 2,308,373 
1923 20,936,300 19, 902, as 632,427 
Lehigh Valley ......... 1924 11,810,851 10,2 957,931 
1923 ,831, 11, 09 aS a6 1,882,453 
Michigan Central ..... 1924 14,652,819 10,612,159 3,046,307 
1923 14,622,371 10,331,987 3,043,411 
New York Central (in- 
cluding Boston ...... 1924 59,655,908 47,013,578 8,413,381 
and Albany) 1923 63,890,591 62,339,023 7,734,645 
New York, Chicago & 
Ee eee 1924 8,990,445 7,037,594 1,178,323 
Ba guwtn: Gives | “ua 
Pere Marquette ....... ,629, 276, : 
* 1923 6,509,104 5,157,601 715,094 
Pittsburgh & Lake Erie 1924 6,048,560 4,790,515 1,630,936 
1994 10, 178,620 pOar ar 
DRAM: 5Ssnecnesede voes 478, 475, ; 
1923 9,481,732 7,900,255 639,240 
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Baltimore & Ohio...... 1924 36,947,728 31,211,340 3,495,561 84.5 forest preéucts, 6,455 and 6,547; ore, 2,379 and 2,796; merchandise, 
192 39,249,363 30,553,339 31,652 77.8 LL. C 70,91 


3 6,1 
Central of New eS 8,503,854 oe d151,669 90.6 


8,419,606 ,435,688 325,934 88.3 
4,246,224 450,131 85.4 
1923 4,876,540 4,164,002 660,402 85.4 

Cleveland, Cincinnati, 
Chicago & St. Louis. B+ 14,522,547 11,517,033 


15,466,970 11,803,341 . 
Elgin, Joliet & nein 4,148,721 Tet 589,137 72.6 


923 4,296,146 2,915,64 


4,971,815 


LOU POU os vesssewes 1924 4,582,615 4,127,686 300,492 90.1 
_ 1923 4,404,127 4,019,543 107,548 91.3 
Pennsylvania .......... 1924 103,445,540 85,795,339 11,311,071 82.9 
1923 105,125,743 91,566,531 +222, 87.1 


8,222,246 . 
Phila, & Reading....... 1924 15,421,683 12,244,050 2,712,521 79.4 

1923 17,562,171 12,352,771 4,742,896 70.3 
Pocahontas Region: 


Chesapeake & Ohio....1924 16,554,365 12,779,133 3,289,183 77.2 
1923 14,462,470 11,548,016 2,434,653 79.8 
Norfolk & Western...... 1924 15,132,238 12,353,805 1,953,569 81.6 


1923 13,494,474 11,511,258 1,669,773 85.3 
Southern Region: 


Atlantic Coast Line...1924 15,577,671 10,186,763 4,351,960 65.4 
. 1923 14,382,207 9,564,226 3,914,686 66.5 
Central of Georgia..... 1924 »341,057 3,419,488 726,894 78.7 
1923 »317,485 ,376,558 727,440 78.2 
Illinois Central ........ 1924 26,421,755 19,915,342 4,892,385 75.4 
1923 27,966,479 21,331,221 ,868,268 76.3 
Louisville & Nashville.1924 22,128,140 18,775,673 ,717,245 84.8 
923 20,814,617 17,226,309 2,866,719 82.8 
Seaboard Air Line..... 1924 9,578,697 7,364,110 1,623,808 76.9 
1923 9,030,207 7,033,256 1,082,459 77.9 
SGGUED. osocsscexcerees 1924 22,755,544 17,492,233 3,681,411 76.9 
1923 23,169,380 17,927,005 3,878,140 77.4 

Yazoo & Mississippi 
VEE. wr cuwtccccveces 1924 3,504,807 2,564,322 690,584 73.2 
1923 3,377,629 2,818,782 317,326 83.5 

Northwestern Region: 

Chicago & N. Western.1924 23,521,736 19,535,408 1,905,221 83.1 
1923 23,978,873 21,032,940 1,115,684 87.7 

Chicago, Milwaukee & 
is. eer ere 1924 25,327,749 21,003,925 2,000,535 82.9 
1923 26,816,921 22,055,017 2,424,166 82.2 

Chicago, St. Paul, Min- 
neapolis & Omaha...1924 4,560,917 3,762,734 413,006 82.5 
1923 4,487,681 3,861,034 385,794 86.0 
Great Northern ....... 1924 13,593,402 11,268,518 1,220,368 82.9 
1923 15,655,995 14,335,141 279,740 91.6 

Minneapolis, St. Paul 
& Sault Ste, Marie. .1924 6,469,627 5,780,145 » 171,837 89.3 
1923 3392,937 6,199,986 761,398 83.9 
Northern Pacific ...... 1924 13,870,587 11,171,611 1,976,191 80.5 
1923 14,422,913 13,114,978 89, 90.9 

Oregon-Washington R. 
R. & Navigation Co..1924 4,698,400 3,528,873 689,167 75.1 
1923 4,313,856 4,192,183 348,522 97.2 


Central Western Region: 
Atchison, Topeka & 


Santa Fe. ..........+- 1924 28,912,397 22,515,557 4,528,886 77.9 
1923 30,619,347 21,595,334 ,867,264 70.5 
Chicago & Alton....... 1924 961 4,060,369 583,293 80.7 


1923 5,363,020 


4,398,713 
Chicago, Burlington & 


564,759 82.0 


GE oo 30-60 ose e esis 1924 26,259,122 20,562,368 3,498,263 78.3 
1923 28,310,324 21,612,595 4,481,703 76.3 

Chicago, Rock Island & 
i EE ccxes inoue 1924 19,053,526 15,225,267 1,945,168 79.9 
1923 18,930,248 16,957,191 331,109 89.6 

Denver & Rio Grande 
WRI is. ceccyence ct 1924 4,825,291 4,083,891 483,377 84.6 
1923 5,027,566 4,688,834 48,723 93.3 
Oregon Short: Line..... 1924 5,536,533 4,093,821 795,177 73.9 
92 5,707,097 4,304,552 877,914 75.4 

Southern Pacific (Pacific 
BEE . svvesecsed oes 24 28,865,589 22,591,752 3,739,809 78.3 
1923 27,475,969 21,191,611 3,561,136 77.1 
Unidn Pacific: Joie. 1924 16,145,662 11,006,077 3,749,874 68.2 
1923 15,734,789 11,295,859 3,435,329 71.8 

Southwestern Region: 

Galveston, Harrisburg & 
Sat ROR os cices<s 1924 4,033,723 3,520,386 300,265 87.3 
192 3,568,315 3,196,383 173,017 89.6 

Gulf, Colorado & Santa 
PO. Sis Siew ee odes 1924 4,194,783 3,576,036 262,749 85.2 
1923 3,694,404 3,139,582 272,628 85.0 
Missouri-Kansas-Texas.1924 5,199,276 3,706,844 1,269,431 71.3 
1923 5,493,976 4,491,179 769,701 81.8 

Missouri-Kansas-Texas 
Of TOROS . o<.c0¢sc0nee 1924 3,256,728 2,481,949 306,639 76.2 
1923 ,238,839 2,947,785 280,817 91.0 
Missouri-Pacific ....... 1924 18,915,835 15,602,943 1,955,533 82,5 
1923 16,373,47 14,201,271 597,788 86.7 
St. Louis-San Francisco.1924 13,158,395 9,484,601 3,015,241 72.1 
1923 12,999,365 9,446,504 2,826,144 72.7 
Texas & Pacific........ 1924 5,354,953 3,993,078 894,904 74.6 
1923 5,079,956 4,550,538 a33,706 89.6 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended March 29 dropped 
slightly below that of the preceding week, the total number 
of cars having been 907,548 as compared with 908,651 the 
week before, according to the weekly report of the car service 
division of the American Railway Association. In the corre- 
sponding periods of 1923 and 1922 the loading totaled 936,274 
and 821,808 cars, respectively. 

In the week ended March 29 there were decreases, as 
compared with the preceding week, in the loading of grain and 
grain products, live stock, coal and coke, while there were 
increases in the loading of forest products, ore, merchandise, 
L. C. L., and miscellaneous. 

Loading by districts the week ended March 29 and the 
corresponding period of 1923 follows: 


Eastern district: Grain and grain products, 7,596 and 8,435; live 
Stock, 3,028 and 2,902; coal, 43,449 and 52,614; coke, 2,889 and 4,476; 


a . 911 and 62,623; miscellaneous, 90,171 and 93,035; total, 
1924, 226,878; 1923, 233,428; 1922, 204,327. 

Allegheny district: Grain and grain products, 2,549 and 2,917; 
live stock, 2,546 and 2,495; coal, 44,029 and 51,255; coke, 6,695 and 
7,323; forest products, 3,617 and 3,982; ore, 5,283 and 5,549; merchandise, 
L. C. L., 52,015 and 48,682; miscellaneous, 77,135 and 84,290; total, 
1924, 193,869; 1923, 206,493; 1922, 179,666. 

Pocahontas district: Grain’ and grain products, 192 and 228; live 
stock, 67 and 76; coal, 22,489 and 23,760; coke, 288 and 580; forest 
products, 1,828 and 1,731; ore, 110 and 213; merchandise, L. C. L., 
6,880 and 6,121; miscellaneous, 4,805 and 4,821; total, 1924, 36,659; 
1923, 37,525; 1922, 37,212. 

Southern district: Grain and grain products, 3,315 and 4,422; 
live stock, 1,765 and 2,357; coal, 19,601 and 23,877; coke, 976 and 1,356; 
forest products, 25,669 and 24,603; ore, 1,557 and 1,787; merchandise, 
L. C. , a, and 39,613; miscellaneous, 53,416 and 50,854; total, 
1924, 146,835; 1923, 148,869; 1922, 130,079. 

Northwestern district: Grain and grain products, 9,019 and 
11,478; live stock, 9,093 and 9,856; coal, 5,157 and 6,864; coke, 1,143 
and 1,446; forest products, 25,411 and 20,892; ore, 928 and 1,258; mer- 
chandise, L. C. L., 29,271 and 28,727; miscellaneous, 33,825 and 33,479; 
total, 1934, 113,487; 1923, 114,000 ; 1922, 98,185. 

Central Western district: Grain and grain products, 8,954 and 
10,261; live stock, 10,020 and 11,212; coal, 14,998 and 18,430; coke, 316 
and 445; forest products, 9,836 and 9,729; ore, 3,229 and 3,192; mer- 
chandise, L. C. L., 36,487 and 34,995; miscellaneous, 43,812 and 50,630; 
total, 1924, 127,652; 1928, 138,894; 1922, 121,460. 

uthwestern district: Grain and grain products, 4,368 and 
3,977; live stock, 2,093 and 2,199; coal, 4,957 and 4,848; coke, 182 and 
116; forest products, 8,737 and 8,460; ore, 363 and 639: merchandise, 
ee Pe . and 14,542; miscellaneous, 26,007 and 22,284; total, 
1924, 61,808; 1923, 57,065; 1922, 50,879. 

Total, all roads: Grain and grain products, 35,993 and 41,713; 
live stock, 28,612 and 31,097; coal, 154,680 and 181,648; coke, 12,489 
and 15,742; forest products, 81,553 and 75,944; ore, 13,849 and 15,434; 
merchandise, L. ©. L., 251,201 and 235,303; miscellaneous, 329,171 and 
339,393; total, 1924, 907,548; 1923, 936,274; 1922, 821,808. 


Loading of revenue freight this year compared with the 
two previous years follows: 


1924 1923 1922 
4 Weeks. of January. ..i.ccccscccces 3,362,136 3,373,965 2,785,119 
4 Weeks of February............... 3,617,432 3,361,599 3,027,886 
© ES GE Bs o 56 ceive wcines 4,607,706 4,581,176 4,088,132 
DOOOEE accused sas <caakw cake nee 11,587,274 11,316,740 9,901,137 


RELIEF OF AGRICULTURE 


The Trafic World Washington Bureau 


Representatives of American business interests, connected 
with the Chamber of Commerce of the United States, will dis- 
cuss measures for farm relief along sound, economic lines at 
the coming convention of the chamber at Cleveland next 
month, the chamber announces. This discussion will be a part 
of the major topic, “Business and Agriculture,” which is one 


of the three general subjects to be considered by the business 
delegates. 


In a statement concerning this phase of the convention 


em. Julius H. Barnes, president of the national chamber, 
said: 


There has been built up in recent months a tradition of 
general agricultural distress in this country which is misleading. 
It must be recognized that only certain sections of agriculture 
are suffering, and when we understand the reasons from which 
they suffer we may then intelligently plan to help develop 
remedies. The diversified farmer of Pennsylvania with an aver- 
age wheat production of the entire State at twenty-five bushels, 


‘has not the same complaint as the farmer of North Dakota, 


with its state average of seven bushels of wheat. The dairy 
farmer of Wisconsin and the cotton grower of Texas have no 
complaint of current operating losses_under present conditions. 
Even the corn and hog raiser of the Central est may be fairly 
deemed to be self-supporting, and self-support is in many sec- 
tions of manufacturing industry today the utmost hoped-for, 
under present conditions. In those areas of agricultural distress 
where losses are partly the result of price, but also partly of 
deficient yields, the result of unfavorable weather and unintel- 
ligent farming, we find an appeal for the injection of Govern- 
ment into industry by buying and selling and maufacturing. 
Nothing can warrant the undermining of private initiative, 
enterprise and resourcefulness which even the menace of gov- 
ernment competition would arouse, and to attempt to put inflex- 
ible government into the flexible and highly competitive pro- 
cesses of trade under any theory of agricultural distress would 
lead to disaster worse than the condition complained of. Such 
legislation would ~~ oe the orderly planning of all industry, 
e 


would introduce doubt, sitancy and mistrust, where we need 
confident and energetic planning. 


. Business knows that remedies which operate to soundly 
correct disparities are usually of slower gees but more secure 
foundation, than the panaceas which are so unthinkingly proposed. 

The great security of American agriculture is its home mar- 
ket. Business and agriculture must work together to maintain 
the full buying power of that home market. Business and argi- 
culture must work together to rebuild the buying power of 
Europe’s three hundreds million people, to reestablish financial 
and political stability, to help stabilize currencies which carry by 
their very fluctuation a measure of deception in real value to 
their own home growers, and make thus unfair competition for 
the products of our own farms. Business and agriculture must 
understand the service of the unique American system of future 
trading on commodity exchanges, and if this has been a great 
factor in maintaining the prices of wheat and corn above the 
world basis, then to preserve and develop this security. Busi- 
ness does bear a responsibility towards agriculture, but its chief 
responsibility is that out of its dearly-bought experience it 
shall labor to make remedies sound and effective and, by logic 
and evidence, substitute those slower but surer remedies for 
the courses now proposed which would inevitably react to the 
destruction of agriculture itself. : 
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CANADIAN FREIGHT LOADING 


The Trafic World Ottawa Burew 

Revenue freight loaded in Canada the week ended March 

29 amounted to 57,845 cars, a decrease from the previous week 
of 1,735 cars, spread between eastern and western divisions. 
Grain and grain products declined 1,034 cars, other commodities 
showing small variation. Compared with the corresponding 
week in 1923 the loadings were 11,469 cars greater and cumula- 
tive totals since the first of the year show a gain of 80,430 cars. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


Eastern Canada 
For the ——_ ended 


4 
March 15 March 22 March 29 














Commodity Cars Cars Cars 
Grain and grain products............+-.+.. 2,250 2,374 2,138 
EET «cui Chen qdude ewe b6nte. Cooke cee b6% 1,157 1,191 1,142 
MTEL. che cubecbee tcN¥ sdb cee peWtoreredeuete 4,685 4,475 4,380 
DE th ahaakoGudesevtVeecresens lieve ddvede 143 199 174 
CH Li Gubdune cabs sey eee Cee ewe ety egal 3,602 3,169 3,052 
Ed tense caandee yew ey Cons ewes Senco 4,345 4,588 4,780 
SE ME MO es ecto ccc eveebiecewwedcveces 2,007 2,005 2,081 
Other forest products.......cccccccccccccces 1,644 1,764 1,522 
ME EEL cavouedus cabcteoee henunteoeveces 641 651 642 
Merchentics, ,  S. “ae rere 10,175 11,272 11,656 
a ons wawaeere shores 9,424 10,499 9,734 

SD Re IN iaivig co. 64.6 ctinin:s ccindeceees 40,073 42,187 41,301 


Total cars received from connections... 36,101 35,017 35,149 
Total cars loaded for corresponding 

ae ee iegadelnes 31,494 32,276 $1,804 
Western Canada 

















Commodity 
Grain and grain BPEOBUCLS. cccccscceee ese Ces 5,092 4,204 
DPT. cnavéssrcsevececssecescs jo ee dane wea 1,151 1,227 1,250 
SE Caegat'c-cieeeEdbe 6eedewose hence seceseoes ,405 1,521 1,908 
icc data ries been tegieessadeweden 63 67 86 
<n 0CedWedeee e000 ees Ce+eeCUseteee Ces 971 912 1,016 
initia aiy ob: wert umn be eeeeess 605 580 276 
nd sini. c.0'o ene tanKereiee reece 254 183 126 
Other forest products.......ccccccccscccccee 1,719 1,982 1,526 
TA, ent eter Ia paper oe Meee eee 335 484 560 
I Ee Cn Bn ce cceesensecewecaw ens 3,406 3,339 3,473 
INI. |S 20% 15h obo p dclct4dokacdedocdcion’ 1,951 2,006 2,029 

OE, CA 8 cc cciredvwesacesscss 17,312 17,393 16,544 

Total cars received from connections... 3,178 2,663 3,054 

Total cars loaded for corresponding 

SLE shine rks + cndsetnc cpremennnes 15,467 14,972 14,572 
Total for Canada 

Commodity : 
Grain and grain products................055 7,702 7,466 6,432 
CME <Ccercewabnemecasewes +6 Hee cenwoeorne 2,308 2,418 2,392 
DED Sk6eecshecsetbreceacendsecomede cen wns e ,090 5,996 6,288 
CE oti Ce Seah ab ee ebs hoa bob 060 ec esetee rene 206 266 260 
PL! adivien < vced ev evevbe veh occa dbseve twee 4,573 4,081 4,068 
«nti cgcdmeeigie Sa ded one Cee te Oe pees 4,950 5,168 5,056 
SSS IEEE SN EE 2,261 2,188 2,207 
= forest - SEEEAR Ae tescokicneeewseeuns 3,3 3,746 3,048 

pes see aledciebew bite oweaedeCueees aT 6 1,135 1,202 

| STS iC ib acccansdawnekeueseensn 13,581 14,611 15,129 
IN ori hick oe paiben.csedebsnibonlits 11.375 12,505 11,763 

EN En  ceneeatccvapeeseedan 57,385 59,580 57,845 


Total cars received from connections.. 39,279 37,680 35,149 
Total cars loaded for corresponding 
DE EE ac padiaee Sedu Raneeodeehesines 46,061 47,248 46,376 


CANADIAN OPERATING STATISTICS 


The Trafic World Ottawa Bureau 


The operating report of Canadian gailways for January 
showed practically no changes in operating revenues from last 
year. A saving was effected in operating expenses of $1,136,757, 
which increased the net operating revenue by $1,076,030 and 
reduced the operating ratio from 97.92 per cent to 94.69 per cent. 
Freight traffic fell off 4.5 per cent, reducing freight revenues by 
$494,728, or 2 per cent. Passenger traffic increased 4 per cent 
with an increase in passenger revenues of $378,416, or 7 per 
cent. The total payroll was reduced $118,359, or .6 per cent, for 
a reduction of 1,803 in the number of employes. 

Average train loading declined from 542.4 net tons to 527.3 
net tons and the average carload was reduced .7 ton. Average 
receipts per ton-mile showed a slight increase from .941 cent to 
.967 cent. 

Canadian National Railways (Canadian lines) turned an op- 
erating deficit of $963,137 for January, 1923, into a net operating 
revenue of $16,989, which was a betterment of $980,126. Freight 
traffic decreased 12.1 per cent and freight revenue declined $568,- 
072, or 4.8 per cent. Passenger traffic increased 3.7 per cent, 
passenger receipts increased $176,414, or 7.6 per cent, and all 
other revenues, with the exception of mails, showed increases. 
Maintenance of way and structures expenses were reduced }467,- 
003, or 17 per cent; in transportation expenses, $947,163, or 10 
per cent, and in general expenses, $40,856, or 7.5 per cent, re- 
ducing total operating expenses $1,269,809, or 7.6 per cent, and 
reducing the operating ratio from 106.10 per cent for January, 
1928, to 99.89 per cent. Average train loading decreased 13.1 
net tons and the average load per car decreased 1.3 tons of reve- 
nue freight. Canadian National lines in Canada and the United 
States showed an improvement of $1,029,542 in net operating 
revenues, with a decrease of $294,413, or 1.5 per cent, in gross 
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operating revenues and a reduction of $1,323,955, or 7 per cent, in 
operating expenses. 

Beginning with this report, the data for the Canadian Pacific 
Railway will include revenue, expenses, etc., of the C. P. R. only 
and will not include the Montreal & Atlantic and Esquimault & 
Nanaimo, as in previous reports. Freight revenues of the Cana- 
dian Pacific increased $215,613, or 2.4 per cent, for an increase 
of 4.6 per cent in revenue ton-miles and with a decrease »f 
$221,438, or 3.4 per cent, in transportation expenses. Passenger 
revenues increased $121,129, or 5.7 per cent, for an increase of 
3.8 per cent in passenger traffic. Total revenues increased $286,- 
641, or 2.2 per cent, and total operating expenses $80,445, or 6 
per cent, increasing the net operating revenues $206,195 and 
reducing the operating ratio from 96.08 per cent for January, 
1923, to 94.59 per cent. The payroll increased $260,329, or 3.8 
per cent, with an increase of 2.6 per cent in the number of 
employes. 


CANADIAN NATIONAL SYSTEM 
(Steam Lines in Canada and United States) 
OPERATING REVENUES 


1924 1923 

CE SO Os i rec na vcceecents $15,506,105.19 $15,795,787.31 
Duluth, Winnipeg & Pacific............ 210,259.00 213,473.26 
Grand Trunk Western Lines........... 2,341,766.00 2,226,051.70 
a a ee eee 270,360.71 381,592.00 

| EE SE A $18,328, 491.00 $18, 622,904.27 

OPERATING EXPENSES 

Ce SON 5 os io cae e dnc kaise lee $15,489,115.28 $16,758,924.34 
Duluth, Winnipeg & Pacific............ ,948.15 162,199.76 
Grand Trunk Western ee 1,924,323.68 ps 853, 224.05 
NOW Hin@iamd Lines... ...cccccccvcecccce 307,687.20 428, 681.51 

BEI, « «-aie.0r os ecasenteaieamasategs een oncieus ache $17,879,074.31 $19, 203,029.66 

NET OPERATING REVENUES 

ee ee ee Bae $ 16,989.91 Dr. $ 7”. 137.03 
Duluth, Winnipeg & Pacific............ 52,310.85 1,273.50 
Grand Trunk Western Lines........... 417,442.32 372, 827. o 
INOW FHI TAME ccecccccconscccsiecse Dr. 37, 326.39 Dr. 41,089.5 

Lh ee Oe aS $ 449,416.69 Dr.$ a 


In the eleven months from January to November 30, 1923, 
the total freight originating on Canadian railways was 95,035,000 
tons, and of this 31,132,000 tons was received from American 
railroads. This was about 34 per cent of the total. Canadian 
railways last year employed on an average 177,397 employes, or 
about 10,500 more than in 1922. The payroll was $245,117,000, 
or $17,000,000 more than in 1922. The ratio of the payroll to 
operating expenses was slightly higher than in 1922, being 60.1, 
as compared with 57.5 in 1922. The number of tons of ‘revenue 
freight carried was a little over 16,000,000 in excess of 1922, but 
the average freight receipts per ton-mile were .980 cent, as 
compared with 1.036 cents in 1922. The average wage paid to 
Canadian railway employes last year was $1,382, as compared 
with $1,366 in 1922. The railways of Canada paid in taxes last 
year $7,739,425. 


CANADIAN RAILWAY SALARIES 


In reply to a request of a member that a list be tabled in 
Parliament giving the names of all employes of the Canadian 
National Railways receiving $4,000 a year or over, the board ef 
management declined to submit a list, saying that Canadian 
National railway officials were entitled to the same degree of 


privacy regarding their salaries as obtained in any other part 
of the business world. 


CANADIAN RAILWAY REVENUE) 


The Trafic World Ottawa Burecu 


The open weather of March in nearly all parts of Canada, 
following the favorable showing in January and February, indi- 
cates that all Canadian railways will make a good showing for 
the first quarter. The fact that the Canadian National had a 
substantial operating surplus instead of an operating deficit, as 
in former years, indicates that the system is likely to bear out 
Sir Henry Thornton’s predictions. February is usually the worst 
month in the year for the Canadian Pacific. The showing for 
February this year has been very favorable in contrast with 
the poor record of February, 1923. Net earnings are the great- 
est for any February since 1918. Statistics for the month on 
the C. P. R. as compared with the corresponding month last 
year are as follows: 


February 
1924 1923 Inc 
GRORS: a5 500) 56 wi scb ence wihee sd $13,083,123 $11,159,864 $1, 923, 258 
Working expense .......... 12,005,273 10,664,371 1,340, 901 
Net profit ..........+6+. $ 1,077,849 $ 495,493 $ 582,356 


On the Canadian National a surprisingly large decrease in 
operating expenses, with a fair increase in gross earnings, has 
made a great improvement in net. The increase ih gross reve- 
nue in February was $1,728,191 and the decrease in operating 
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expenses $774,695, resulting in an improvement for the month 
of $2,502,886. For the first two months of the year, an increase 
in gross revenue of $1,433,778 was accompanied by a decrease 
in operating expenses of $2,098,650, those two months showing a 
net profit of $262,376, as compared with a deficit of $3,270,052, 
or an improvement of $3,532,428. This is the first year in the 
history of the combined operations of the roads in the Canadian 
National system when the month of March has been approached 
with a surplus instead of a deficit. 

Statistics for the Canadian National for February and for 
the first two months were as follows: 

February 








1924 1923 Inc. 
ey RE SRR ie Ae OE $17,784,518 $16,056,327 $1,728,191 
Working expense .......... 17,917,559 18,746,254 774,695 

Ae PER Sects Pectin $ 187,041 $ 2,689,927 $2,502,886 
January and February 

9 1923 ne. 
GrORB  ceccvcsccicccvccvcssccs $36,113,009 $34,679,231 $1,433,778 
Working expense .......... 35,850,633 37,949,283 2,098,650 

BU. Sioaiieadatbathumtwusce $ 262,376 $ 3,270,052 $3,532,428 


Record of combined gross earnings of the two systems, 
Cc. N. R. and C. P. R., is as follows: 


Combined Gross Earnings 
1923 


192 Inc. 
IN a Said she oh beauaee $30,867,641 $27,216,191 $3,651,449 
TOS BH 6 6 eich de divevers 62,558,564 58,988,010 3,600,553 

Gross earnings of the Canadian National for the week ended 
March 31 were $6,411,583, an increase of one per cent over 
last year. Gross earnings for the three months were $56,782,628, 
an increase of $2,790,664. 

Earnings of the Canadian Pacific for the last ten days of 
March amounted to $4,496,000, as compared with $4,313,000 a 
year ago. This is an increase of $183,000, or 4.2 per cent. Gross 
earnings for March show an increase of $1,295,000 over last year. 


CANADIAN NORTHERN AGREEMENT 


In reply to a question from H. J. Logan, M. P., asking if the 
Canadian National was carrying out the agreement made in 
1914 providing that all freight originating on Canadian Northern 
lines shall be carried to Canadian ports, the Minister of Rail- 
ways stated that at the time this was drafted the Canadian 
Northern and its subsidiaries were independent of the govern- 
ment, seeking aid for their joint enterprise from the government, 
When the capital stock of the system was acquired by the gov- 
ernment in 1918 the lines in question were no longer inde- 
pendent and the policy of the government as implied in the 
agreement became and has since continued to be the policy of 
the management so far as Canadian ports are concerned 


HUDSON BAY RAILROAD COST 


The latest estimates on the probable cost of the Hudson 
Bay Railway brings the total up to nearly fifty million dollars. 
In answer to a request for the cost of completing the line from 
the present end of steel to Port Nelson, the Minister of Railways 
says that, to place it in shape for operating, would cost $6,250,000. 
To complete the harbor at Nelson would take another $20,538,000, 
which, with the amount already spent (20,577,733), would make 
a total of $47,365,000. Delegations have been in Ottawa from 
the west urging the immediate completion of the road, and the 
government is about to receive a petition from a portion of 
Manitoba stating that if the whole proposition is not in run- 
ning order by the end of 1925 they will petition the King asking 
that they be allowed to withdraw from the Dominion and set 
up a separate state in the west. 


CANADIAN BRANCH LINES. 


The Trafic World Ottawa Bureau 


The first of branch line bills introduced in the House by 
the Minister of Railways (for the construction of a line from 
Kingsclear, a point on the St. John and Quebec Railway, in New 
Brunswick, southwesterly to a point on the St. Croix River op- 
posite Vanceborn, in Maine), provides for an estimated mileage 
of 41 miles and an estimated cost of $2,123,000. Although this 
was far from being the most important of the branch lines 
which the Canadian National proposes to construct, it aroused 
a great deal of discussion as being the first to be presented to 
the House, and it took two days to get the resolution through. 

The idea of the particular branch line mentioned is that 
the Canadian National may have a connection with an Ameri- 
can line for traffic between the Maritime Provinces and the 
United States, particularly the New England states. By a pos- 
sible arrangement with the Canadian Pacific Railway for run- 
ning rights, the length of this branch may be reduced to four- 
teen miles. One reason given for building the line was that it 
would facilitate the getting back of cars from the United States 
to the Canadian National. 

The railway situation in New Brunswick, as described by 
& member of the House, was that the Canadian Pacific holds 
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sway in a comparatively small portion of the southeastern part 
of the province and along the western boundary. The balance 
of the country is mainly served by the Canadian National. Since 
the mileage of the Intercolonial was increased by the absorp- 
tion of the Canada Eastern Railway, by the building of the St. 
John and Quebec Railway, and the absorption of the branch 
lines of the Intercolonial in New Brunswick, that system has 
gathered in each year a considerable quantity of traffic destined 
for New England points, which has been handed over either to 
the Canadian Pacific at St. John or to the Bangor and Aroostook 
Railway at Van Buren, Maine. What is now being sought is 
an independent outlet to the New England states for traffic 
originating on its own lines. 

With regard to the car problem, it is stated that there has 
been trouble for years in connection with the traffic to and 
from the New England lines on account of the question of 
empties. At times, there are embargoes on Canadian cars leav- 
ing this country from Canadian railways and it is possible to 
make shipments only in American cars. There is no direct con- 
tact with the Boston and Maine and Maine Central. Cars 
shipped down to the management of the Canadian National as 
empties are said to be grabbed by its competitors, preventing 
the movement of large volumes of forest and agricultural prod- 
ucts over the Canadian National. 


The appropriation for this line eventually went through the 
House, and in the last week six branch lines in all, involving a 
total expenditure of around nine million dollars were authorized. 
These and all other branch line proposals still have to go to 
the Senate, where it is thought certain that a number of them 
will be thrown out, 


In the course of the debate one of the Quebec members 
made a statement showing the mileage of railway in Canada 
by provinces together with population, as follows: 


Percentage 
over Quebec Popula- 
per unit tion per 
Miles of ° of popu- mile of 
Province railway Population lation railway 
CES ni dinivine ews coreesa 11,001 2,933,662 1.7 266 
GE iio tesct nisin be arte 4,941 2,361,199 460 
MI ios 0:6. 64-5 otesd eee 4,403 610,118 3.3 138 
SaGEatchOwan 2... ccccceces 6,220 757,510 4.5 102 
Dias foniiaecics sis cies iecns ambos 4,470 588,454 4.5 103 
British Columbia ............ 4,325 524,582 4.5 102 
aa aoe 1,438 523,837 1.4 326 
Prince Edward Island........ 279 8,61 1.5 314 
New Brunswick ........cce. 1,816 387,876 2.2 213 


With reference to the lines now proposed to be built, the 
statistics are as follows: 





Cost 
lee ails cicchhie Dhaene ws che. << wah mebaa anon 3 $1,462,000 
I ccs ccc cmsieewae 66 ov easeee vow ebes Seen 3,661,000 

SE. i ds Rteled Ware wierd eS ob «04906 6044640 sianaens .710,000 
I aici cca angle o10 6 Sse Gherdie owas bee pe aeunaGiee 10,935,000 
I IIS 56.5 b-o0. 00 66.5:66- se $e.0Os wees weaned 942,300 
ile oka oni pieneie waip'o4:04' 06:10:60 Saleeeiwainn’ 1,478,000 
New Brunswick .......... »123,000 
Prince Edward Island... : ‘ None 
CED 6io 69 60 05's 61S Ue FEC b-5'0.00 8b wunne-c seeks cheee None 

$28,311,300 


Mr. Meighen, the leader of the opposition, took the position 
that the House should have a statement in writing from Sir 
Henry Thornton recommending each project on his own re- 


. sponsibility, showing on what he based his recommendation, 


giving anticipated earning power, and stating that he believed 
the road should be built. Accordingly, there was produced on 
the following day a lengthy communication from President 
Thornton in which he said that in the preparation of the branch 
line program, the following factors had received due weight: 


1. The money already spent and the work done on each line. 

2. The strategic, economic and traffic value of each branch. 

3. The measure of relief afforded to farmers through shortening 
the road haul on grain and other products. 

4. A regard for the presumable aggregate sum which the finances 
of the Dominion would permit to be devoted to such a purpose. 


He explained that the objective sought in extending the 
program over three years was to provide the continuity of con- 
struction that is essential for economy and to enable the en- 
gineering and construction department of the railway, as well 
as contractors, to lay out their work in the most effective 
fashion. This practice, he said, was recognized by private rail- 
ways where money voted by the shareholders remained in the 
hands of the executive until the work was completed. While 
admitting that all the railways might not be entirely justified 
“from the present railway economic standpoint,” he thought 
broader grounds should be considered when preparing a sys- 
tem of feeders for a railway of the magnitude of the Canadian 
National. Said he: 


The first problem that arises from examination of the Canadian 
National Railways system is to ascertain the main and under- 
lying cause of the deficits, and it is at once apparent that, al- 
though certain economies of operation and co-operation of the various 
units comprising the system may materially improve the “net” posi- 
tion, the basic cause is found in the fact that the mileage is much 
too great for the traffic. More people and a further development 
of resources would answer the problem of more business; yet cer- 
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tain sections were even now being Sepepuinted particularly on the 
prairies, through lack of railway facilities. 

It is not likely that the Canadian National Railways will suffer 
materially from a financial view, for three, four, or perhaps five years 
if the branch line program is abandoned; but at the expiration of 
a period of years the system will find itself robbed of all further 
opportunity for reasonable development. Strategic territories will have 
been seized by other transportation interests, and the railway will 
ary up at its roots. I can think of no more effective way to eventually 
bring about the ruin of the Canadian National system than a refusal 
to embark upon and consistently maintain a branch line program. 


Mr. Meighen said this did not make out a business case 
for building the lines. The Minister of Railways said that there 
developed on the Canadian National lines duties that private 
companies do not always have to assume. They are at liberty 
to select their own territory and build only those lines in which 
they will have an immediate profit. He said there were many 
lines which ought to be built with the two-fold object of giving 
the Canadian National a traffic which belongs to it through a 
branch-line system, and giving a service to the people. Many 
private companies were careful, notwithstanding the fact that 
present construction will not yield a revenue, to see that they 
hang on to territory that rightly belongs to them by the build- 
ing of branch lines, feeling confident that, in the future, they 
will get a return for the present outlay, because if not made 
the territory might go to some other line. 


This week seven more branch line bills, representing an ex- 
penditure of slightly under five million dollars, had their first 
reading in the House. Fourteen of the 26 have now gone through 
this first stage. In the course of their progress, the oldest mem- 
per of the House, Mr. W. F. McLean of Toronto, who has always 
been noted for his keen interest in railway matters, made a 
speech on the respective position of the Canadian National and 
Canadian Pacific railways as he considered Parliament should 
regard them. He read from the report of the Canadian Pacific 
to show that that system intended to continue its policy of ex- 
tension, the great magnitude of the system being its justification. 
He said this provided justification for the Canadian National 
assuming a similar policy. ~ 


He challenged the statement of Mr. Marler that the Canadian 
people should be equally interested in the two great railways’ 
systems. The Canadian National, he said, was owned by the 
Canadian people and the Canadian Pacific was owned by a private 
company. Nobody knows who may be its next owner. “I have 
some reasons for suspecting,” he said, “that certain American 
railways have tried to acquire the Canadian Pacific. Perhaps they 
could acuire it tomorroqw. Either the Pennsylvania Ry. or the 
New York Central might acquire it, and the control would pass. 
On the other. hand, the Canadian people own the Canadian Na- 
tional Railways and intend to keep them forever.” 


The Canadian National, he said, had seventy per cent of 
the strategical advantage of the transcontinental railways of 
this country. Said he: 


They have it at Montreal, acquired by the Grand Trunk, sixty 
or seventy years af. They have it in the St. Lawrence district, at 
Toronto, in the iagara river district. Their advantage in those 
sections is so great that the New York Central had to duplicate their 
lines right through. The Grand Trunk crossed the Detroit river and 
carried that strategical advantage right to Chicago, and the greatest 
earning railway in Canada to-day is the old Grand Trunk between 
Chicago and the St. Lawrence and New England ports. We also 
have a lot of the strategical advantage of the west. We have it 
in the mining country of northern Ontario, in the ownership of either 
the Dominion or the province. We.have the advantage also in the 
Rocky Mountains. Our pass is the best pass through the Rockies, 
and we would share it on terms with the Canadian Pacific if they 
should feel like approaching us. We hear a lot of talk about the 
harbor of Vancouver, but there is another harbor called Prince 
Rupert, and it is going to be one of the great ports of the Pacific, 
so we have the strategical advantage there too. It is true we have 
to cross the Canadian Pacific tracks to get to Vancouver, but some 
day that may be adjusted. The National Railways are surprising the 
bes. A today by their success and by the excellence of their admin- 

ration. 


FRENCH RAIL RATES MAY FAVOR EXPORTS 


The revision of railway tariffs to favor exportation and im- 
portation is being seriously considered by the French railways, 
especially the exportation of heavy goods which will furnish 
bulk cargo to French shipping lines, Consul Wesley Frost 7e- 
ports from Marseilles. It is said to be impracticable for export- 
ers in the interior of France to get a through rate to an over- 
seas destination, or even to a destination in the near-by French 
North African colonies. Separate rates must be figured for in- 
land rail and water transport, for sea freight, and then for 
overseas inland freight. The principal of through rates for ex- 
port and import shipments appears to have been accepted by 
the French railways prior to the war, but since the war the rail 
tariffs have been modified not merely by the application of co- 
efficients but by radical alterations which have, in effect, ren- 
dered the procuring of through rates impracticable. 


The Maritime and Colonial League, which is anxious to 
develop commerce with the French colonies, has been particu- 
larly urgent in its advocacy of this step in order that goods 
shipped, for example, from Indo-China, may move straight 
through Paris or other interior city, or the reverse. On the 
other hand, the Association of Marseilles Forwarding Agents in- 
sists that the railways and steamship companies are endeavoring 





Vol. XXXIII, No. 15 


to eliminate the legitimate functions of the large number of 
transit agents in this seaport. 





LOWER RAIL RATES FOR POLISH EXPORTS 


To encourage exports of iron and steel articles, articles of 
glass, porcelain and kindred substances, petroleum products and 
coal and coke, the Ministry of Railways of Poland has author- 
ized substantial reductions in rail rates to the ports and frontier 
stations, effective March 1, 1924, according to a report to the 
Commerce Department from Acting Commercial Attache Rogers. 
The rates on iron and steel articles are reduced in some in- 
stances as much as 25 per cent; on petroleum products destined 
to Danzig for export the tariff is lowered on the average 10 per 
cent, while coal exports take from 10 to 20 per cent lower rates, 
the latter applying on coal loaded in covered cars. 


STATE CONSTRUCTION BILL 


Senator Pittman of Nevada has introduced a bill (S. 2982) 
amending paragraph 18 of section 1 and paragraph 2 of section 
20-a of the interstate commerce act, so that a new line of rail- 
road, wholly intrastate, and not owned by an interstate carrier, 
might be constructed, operated or abandoned without approval 
of the Commission and so that securities for construction or 
coment of such new lines might be issued without like ap- 
proval. 

The bill provides that if a carrier coming within the provi- 
sions of the measure elects “to proceed without assuring itself 
of the benefits of section 15-a, may, without obtaining a cer- 
tificate of convenience and necessity as hereinbefore provided, 
construct a new line of railroad wholly within one state, and 
may operate the same, or abandon the operation of the same, 
without procuring such certificate, subject, however, to the laws 
of the state where located: Provided further, however, That in 
the case of any such railorad constructed without procuring a 
certificate of convenience and necessity from the Commission, 
nothing shall be included for the value of the same in any 
determination of aggregate value of the railway property of 
carriers as a whole in the rate group in which said railroad is 
located, for the purposes of section 15-a of this act, and the net 
railway operating income of such railroad shall not be included 
by the Commission in determining the aggregate annual net rail- 
way operating income of said carriers for said group for the 
purposes of said section.” 


OCEAN AND RAIL COMMITTEE 


The special committee appointed by President Coolidge to 
study and make recommendations with respect. to co-ordination 
of rail and water facilities met with the President April 3. The 
President designated Secretary Hoover, of the Department of 
Commerce, chairman of the committee, and the latter will make 
arrangements for further conferences. It was understood that 
there was general agreement among the members that steps 
should be taken to co-ordinate the two forms of transportation 
to a greater extent than obtains now. In addition to Secretary 
Hoover, the members of the committee include Chairman Hall, 
of the Commission; Chairman O’Connor of the Shipping Board; 
President Palmer, of the Fleet Corporation; Daniel Willard, 
president of the Baltimore & Ohio; and Albert G. Smith, president 
of the American Steamship Owners’ Association. 


CONFER ON NEW AGREEMENT 

C. D. Mallory, representing the United States Ship Oper- 
ators Association, and Sidney Henry, vice-president of the 
Fleet Corporation, representing the Fleet Corporation, held 
their first conference April 8 relative to the negotiation of a 
shipping contract to take the place of the MO4 managing 
agency agreement. President Palmer said conferences would 
be held in Washington and New York. He said ‘it had de- 
veloped that the present agreement in many respects had not 
been satisfactory to anybody. 


SHIP ALLOCATION. 


The Fleet Corporation has assigned the West Kebar, of 
8,527 deadweight tons, to A. H. Bull & Company of New York 
for their Gulf-West Coast African service. 


LOCATION OF CARS 


The percentage of home cars on home roads (Class 1) as 
of March 15 was 61, according to the semi-monthly bulletia 
of the car service division of the American Railway Associa- 
tion. By classes of equipment the percentages were as fol- 
lows: Box, 47.4; refrigerator, 63.6; coal & coke, 70.7; stock, 
82.8; flat, 73.5; others, 96.6. 

The semi-monthly bulletin of percentages of freight cars on 
line to ownership as of March 15 showed the following: East- 
ern district, 97.5 as against 105 a year ago; Allegheny, 103.5 
as against 101.8 a year ago; Pocahontas, 86.9 as against’ 79.9 
a@ year ago; Southern, 98.4 as against 99.7 a year ago;' 


Western, 96 as against 93.8 a year ago; all districts, 97.8 as 


against 98.5 a year ago; Canadian roads, 89.2 as against 
86.5 a year ago. 
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~~ Freight Routing 
Eighth of a Series of Twenty-six Articles on This Subject Written for The Traffic World by J. D. | 
Collier 


By far the most important factor to be considered in routing 
is that of routing outbound shipments. While it is true that 
everyone should fully visualize all the advantages or disadvan- 
tages offered in transportation, nevertheless, it seems to be the 
general practice, though this does not establish the correctness 
of it, to demand of the shipper the best service without providing 
him sufficient information to enable him to route so as to obtain 
this service for the customer. Many of the large concerns pay 
as much attention to inbound routing as they do to outbound 
routing, but, unfortunately, this feature is overlooked to such a 
great extent that it is incumbent on every traffic department to 
make a comprehensive study of the routing of its products to 
its customers. It also might be said, of course, that, in offering 
merchandise, it really is the duty of the shippers, as a part of 
the sales service, to provide this routing, and, in fact, interest 
themselves not only in the best route, but in the improvement 
of the routing from their point of origin to various points of 
consumption. In order that studies of this kind may be made 
in an economic and comprehensive manner it requires the co- 
operation of a number of industries and it is to the credit of 
most associations of commerce that support traffic departments 
that the activity of outbound routing from their cities is gen- 
erally, well taken care. of, and, in many instances, exception- 
ally so. 

vit has been previously stated that, in the opinion of the 
writer, few or any of the activities of the modern commercial 
house require such an extensive knowledge of the entire work- 
ing of the business as does the traffic activity. This is par- 
ticularly true in connection with outbound shipments, the de- 
tails of which will be covered in a later article. At this time 
we shall cover only the specific routing, considering service, and 
shall select, as illustrating the situation, the problem confront- 
ing the traffic department of a concern located at a local station 
served by only one railroad. It is obvious that the problem 
would be one in detail, according to the location of the city or 
town at which the industry was located, but we shall consider 
the problem at a local station in central Indiana or Ohio. This 
territory is selected, not that every detail will be covered, but 
that most of the problems will be common and, if they are kept 
in mind, a like study of any local station will be covered. 

It is the exception, rather than the rule, that any local situa- 
tion will confront an industry in a location such as we have 
in mind; therefore, the problem of service is not necessarily 
from his station, but that accorded the traffic shipped from his 
station at the various gateways to the markets. In this in- 
stance, there are Chicago, St. Louis, Louisville, Cincinnati Pitts- 
burgh, Toledo and Cleveland gateways; also the possibility of 
obtaining a service from his station such as exists from larger 
towns, such as Indianapolis and Columbus, minus the slight 
disadvantage of transportation to these points. 


In order to reach a broad sales territory, it is obvious, then, 
that the traffic manager, or the person in charge of routing this 
freight, should be especially well informed on the service to 
these various gateways and the service from these gateways, in 
order that the shipments may be routed over the rails accord- 
ing to the best combination of service out of the larger cities 
on which he must depend for tonnage to justify a service 
through to the customer. 


A correct study of this situation entails a great deal of 
information not generally considered pertinent, but which, 
after proper study, will be recognized and acknowledged as 
necessary before intelligent routing can be done. One of 
the first things necessary is to be fully conversant with the 
method of transferring from the line on which the shipment 
originates to connecting lines at the various junction points 
necessary to reach the gateway cities. After this is accom- 
plished, information should be had as to the method of 
forwarding through to destination from each of the gateway 
cities or to transfer points en route and the method of trans- 
ferring, considering primarily at all times, the theory that 
the less transferring the less liability and the quicker the 
time, although this is not absolute. 

We will take, for a specific case, a shipment destined 
to a North Dakota point. This can be loaded into Indian- 
apolis, which loads a Minnesota Transfer car via a certain 
route being forwarded from Minnesota Transfer direct to 
destination. This accords the shipment a short local freight 
service into Indianapolis, either a car or teaming transfer 
and merchandise car movement for approximately 500 miles, 
the balance local freight beyond, or, perhaps, a merchandise 
car destined either Fargo or Bismark to break bulk beyond; 

ereas, if the shipment were routed over another line and 


forwarded via Chicago gateway, it might also be loaded io 
Minnesota Transfer via some lines whereas other lines would 
forward it in either Fargo car or perhaps Aberdeen, South 
Dakota, or Bismark, 

In order properly to analyze which of these services would 
be best, a knowledge of the method of transfer at each of these 
junction points should be had, as well as a comprehensive idea 
of the volume of tonnage to make possible the frequent for- 
warding of the gateway car, the method of transfer at the 
second transfer point, and the method of forwarding beyond, 
whether via local freight or via way freight to break point and 
peddle beyond. It might be possible, also, to load into Indi- 
anapolis via a certain line which infrequently, but regularly, 
would make a Fargo car. Co-operation with the shippers at 
a large center, such as Indianapolis, would perhaps enable 
them to arrange for service from their station which would 
accrue to the outside station, with only the disadvantage of 
the local haul into and transfer at Indianapolis. 


If we consider the point located in Central Ohio, the same 
situation would exist relative to using Columbus in place of 
Indianapolis; also the possibility of through rates via lake or 
in connection with the Michigan lines using Lake Michigan 
car ferry. In cases of this kind, where a differential route is 
used, the time is generally slower but, ordinarily, not passing 
through the large congested areas is more regular at certain 
ae of the year, and the rates are, as a rule, somewhat 
ower, 

Routing shipments to the west instead of to the northwest, 
we have an entirely different problem, as it is possible also 
not only to route into Indianapolis and Chicago, but to load 
into St. Louis or other Mississippi River crossing points, the 
relative advantages of each to be taken into consideration and 
the rates watched carefully so that the routing will justify the 
application of the lowest combination of rates, providing no 
joint through rate is in effect. It is obvious that service follows 
tonnage; therefore, it is important that the traffic manager at 
a local station should keep well informed on the tonnage and 
frequency of service of the various lines through which his 
shipments are to be routed and to govern himself accordingly 
in the routing of his shipments. 

On shipments destined to the Southwest from a point in 
either Central Indiana or Ohio the problem, no doubt, would be 
difficult, as the tonnage is not so great and, consequently serv- 
ice, is not so regular. There is also a feature of rates that 
must be taken into effect, both combination of rates and the 
equalizing of them on the various break bulk points, also joint 
through rates and the restrictive application of the routes in 
connection therewith. It might be said here, also, that the 
rates into the Southwest from this territory are difficult to 
construe, as they are issued on a blanket basis and cover a 
great deal of sparsely settled territory at destination. It might 
be, in this instance, that Indianapolis would load a car to 
Louisville and St. Louis frequently and perhaps to Cairo and 
Memphis infrequently; therefore, the service to be obtained 
via the combination of the rates into the gateways and beyond 
must be carefully watched in order that shipments may he 
routed to take advantage of the best service consistent with 
the restrictive application of the rates. 


While we have only considered so far the possibility of 
service to and from the important gateways, there are also . 
what might be termed secondary gateways, such as Little Rock, 
Kansas City, etc., to which through merchandise cars are made, 
although it may be that they are forwarded with less regularity 
than from the nearer gateways. 


In the event that we consider the same situation from a 
point of origin in central Ohio to the southwest, we have the 
additional possibilities of the Cincinnati gateway, but not, how- 
ever, the differential possibilities as when a shipment is des- 
tined to the northwest territory. In either event, however, we 
must consider the number of transfers en route, whether by 
car or truck, and, frequently, the distance between stations at 
the transfer point. 

Another item of consideration that we might mention in 
passing, is the fact that some transfer stations have reputations 
of being “rough handlers,” whereas others have the reputation 
of being more careful. A careful analysis of the claim record 
will soon reveal this situation. 

On shipments destined south and southeast, an intricate 
problem exists, not only from a service point of view, but from 
a rate point of view, and this has existed since the decision 
in the Cincinnati rate case some years ago. This makes pos- 
sible the routing into the Carolinas either via the Ohio River 
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gateways or Virginia Cities gateways, which makes possible 
the use of not only the lines to the Ohio River, but of the lines 
running in an easterly direction, which naturally offers a pos- 
sibility of not only the service from the Ohio River gateways 
but service from the larger towns on eastbound tonnage. It is, 
therefore, apparent that not only the rail route but the junction 
point reference should be shown in connection therewith, and 
it frequently happens that it is a great advantage to show 
the particular car in which the shipment is to be forwarded. 
The writer has known of a number of instances where the 
traffic manager, through his knowledge and initiative, has been 
able to make combinations via certain junction points to be 
loaded into certain cars, which, as a matter of fact, is an ex- 
ception to the usual way in which the carrier would have for- 
warded it had not the junction point routing and connecting 
merchandise car at that point been specifically shown and in- 
sisted upon. 


While it is difficult to perfect an arrangement of this kind 
without full co-operation of the carrier, it is well recognized 
that the greater the tonnage the more frequent the service 
and when the service is complete, to a large extent, the advan- 
tages or disadvantages of various junction points are small, but 
for that same reason are extremely important. This should be 
particularly considered in routing to the eastern seaboard and 
New England states from central Indiana and Ohio. Some 
lines, or combination of lines, due to their location, and to a 
great extent to their personnel, have specialized to certain ter- 
ritories, or, at least, offer better service to certain territories 
than do others, whereas, a competitive line might offer a service 
just the reverse. It is well, in considering the routing to be used 
to this densely populated territory, to keep fully in touch with the 
local situation at destination and it is, perhaps, more important 
on shipments destined to this territory that specific instructions 
from the consignee be given so that the consignor may co- 
operate more closely to obtain proper destination delivery in 
accordance with the wishes of the consignee. This is particu- 
larly true on shipments destined to the larger cities, such as 
New York, Philadelphia, Boston, Baltimore, etc., and is also in 
accord with the co-operative spirit with which the consignor 
should work with the consignee. 


The routing of freight—i. e., the question of who shall have 
the jurisdiction over the routing to be used—is, in the opinion 
of the writer, somewhat of a paradox. Each concern should 
attempt to control or to specify routing on all shipments in 
and out bound in which it is interested. It is obvious that 
if all controlled their inbound shipments they could not all 
control their outbound, and vice versa. The terms of sale, as 
a rule, indicate either actual or, by inference, the routing 
authority, but are seldom specific, leaving to the shipper the 
option of abiding by them, modifying them according to his 
own requirements, or overlooking them entirely. In the case 
of a shipment bought f. o. b. point of origin, the freight charges 
to be paid by the consignor, it is obvious that he has the right 
to control the routing. In this instance he should be broad- 
minded enough to accept any deviation from the routing which 
does not materially affect his particular interest in it, if this 
deviation will afford the shipper some advantage. If the ship- 
ment is bought f. o. b. destination, it is the property of the 
shipper until it is delivered, and, therefore, apparently, the 
full right of routing is in the shipper. However, this cannot 
be adhered to entirely, as it will, no doubt, affect the sales 
policy to a great extent; but the shipper should accede to the 
wishes of the consignee or purchaser in the destination routing 
or that particular part of the routing that is most important 
to him. 


Even in an instance where shipment is sold f. o. b. des- 
tination, there is one class of shipment that has caused con- 
siderable argument and that good business or sales policy, in 
the estimation of the writer, does not permit a definite deci- 
sion. That is where the shipment was sold either point of 
origin with freight allowed, or delivery and freight included 
in the price. The point to bear in mind particularly is that 
when the merchandise is sold it is not merchandise, as far as 
the purchaser is concerned, until he has it. This being the 
case, transportation is part of the merchandise, and, therefore, 
the co-operation of both parties should be had in order that 
the shipments be transported promptly, economically, and in 
good condition. 


The furnishing of this part of the service and the com- 
pleting of this part of the contract on the merchandise sold, 
as well as the co-operation with the consignor on inbound ship- 
ments purchased, is the primary function of the traffic depart- 
ment, and the value of the traffic department cannot, therefore, 
be judged, as is frequently the case, on the size of its tariff 
file or its ability to collect claims. 


CONDITION OF LOCOMOTIVES 
Locomotives in need of repair on Class I railroads totaled 
12,310 on March 15, 19.1 per cent of the number on line, ac- 
cording to reports filed by the carriers with the car service 
division of the American Railway Association. This wad 
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an increase of 1,006 over the number reported on March I, at 
which time there were 11,304 or 17.5 per cent. 

Of the total number, 6,449 locomotives or ten per cent 
were in need of classified repairs, an increase of 402 over the 


number in need of such repair on March 1, while 5,861 or - 


9.1 per cent were in need of running repairs, an increase of 
604 locomotives since the same previous date. 

Serviceable locomotives in storage on March 15 totaled 
4,010, an increase of 210 compared with the number on March 
1, while in the first fifteen days in March 29,995 locomotives 
were repaired and turned out of the shops. 


THE SHIPPERS’ GUIDE 


The Shippers’ Guide is said to be the oldest publication of 
its kind west of New York. It began its career in 1872 and 
has been rendering service to the transportation world con- 
tinuously for more than fifty years. The freight routing in- 
structions in it are recognized as standard. The information 
for shippers is not limited to freight, but covers information 
for express shippers and also the feature of telegraph, parcel 
post, and postal information. The Shippers’ Guide is valuable 
for use in locating names of express offices and for finding 
the nearest express office to a non-agency point, not only 
throughout the United States but also in Canada. It shows 
every town in the United States. The publishers maintain a 
large compiling force, which is constantly checking tariffs, 
bulletins, and other documents from official sources and in- 
corporating changes in the revisions, which are issued every 
month. 

The Shippers’ Guide was long used by the express com- 
panies prior to their consolidation into the American Railway 
Express. Other users are the railroads, shippers and manu- 
facturers, and the Post Office. 

It contains a section devoted to foreign ports and places, 
showing steamship lines serving these destinations, agencies, 
offices, addresses, etc., and a directory of storage warehouses 
and transfer agents, showing a list in the principal cities of 
the United States. 


PAYMENTS TO RAILROADS 

Payments to railroads under sections 204, 209 and 210 of 
the transportation act amounted to $715,628,198.39 plus $149,015,- 
941.89 of repayments on loans up to March 31, according to the 
monthly statement of the Treasury Department. The total was 
divided as follows: Reimburseemnt of deficits, $9,116,379.89; 
guaranty, $504,927,093.39; loans, $350,600,667. Payments in 
March were as follows: 
Section 204: 


Texas-South-Bastern R. BR. Co... ..cccccccccccccccevcces $ 3,986.29 
Section 209: 
Bowdon RAUWAY ComMPany.....cccccccccccvcrspescocsecses 10,669.09 
Missouri Pacific Railroad Company........cccescceseces 660,448.73 
New Park & Fawn Grove Railroad.......ccssccsscccees 2,071.56 
St. Johnsbury & Lake Champlain R. R. Co............. 9,987.78 
Section 210: 
New York, New Haven & Hartford R. R. Co............ 3,400,000.00 
RINE aig: 0454> Reads cee De wee eased Ueda one eeeeees $4,087,163.45 


STATEMENT OF OWNERSHIP 


STATEMENT of the ownership, management, circulation, etc., 
required by the act of congress of August 24, 1912, of TH TRAFFIC 
WORLD, published weekly at Chicago, Illinois, for April 1, 1924. 

State of Illinois) 

County of Cooks 55. 

_ Before me, a notary public, in and for the state and county afore- 
said, personally appeared William C. Tyler, who, having been duly 
sworn according to law, deposes and says that he is the treasurer of 
the TH TRAFFIC WORLD, and that the following is, to the best of his 
knowledge and belief, a true statement of the ownership, manage- 
ment, etce., of the aforesaid publication for the date shown in the 
above caption, required by the act of August 24, 1912, embodied in 
section 443, Postal Laws and Regulations, to wit: 

_1. That the names and addresses of the publisher, editor, man- 
aging editor, and business managers are: Publisher, The Traffic 
Service Corporation, 418 S. Market St., Chicago, Ill.; Editor, Henry 
A. Palmer, 1244 Forest Ave., Evanston, Ill.; Managing Editor, none: 
Business Manager, Henry A. Palmer, 1244 Forest Ave., Evanston, III. 

2. That the owner is: The Traffic Service Corporation, 418 S. 
Market St., Chicago, Ill.; E. F. Hamm, Kenilworth, fl.; Wm. East- 
man, Evanston, Ill.; Wm. C. Tyler, La Grange, Ill; C. J. Fellows, 
St. Paul, Minn. 

3. That the known bondholders, mortgagees, and other security 
holders owning or holding 1 per cent or more of total amount of 
bonds, mortgages, or other securities are: None. 

4, That the two paragraphs next above, giving the names of 
the owners, stockholders, and security holders, if any, contain not 
only the list of stockholders and security holders as they appear 
upon the books of the company but also, in cases where the stock- 
holder or security holder appears upon the books of the company 
as trustee or in any other fiduciary relation, the name of the person 
or corporation for whom such trustee is acting, is given; also that 
the said two SS contain statements embracing affiant’s full 
knowledge and belief as to the circumstances and conditions under 
which stockholders and security holders who do not appear upon the 
books of the company as trustees, hold stock and securities in 4 
capacity other than that of a bona fide owner; and this affiant has 
no reason to believe that any other person, association, or corporation 
has any interest direct or indirect in the said stock, bonds, or other 
securities than as so stated by him. 

WILLIAM C. TYLER, 


Treasurer. 
Sworn to and subscribed before me this 29th day rf be 1924 
. nn. 
(My commission expires July 20, 1926.) 
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Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National R 
System, published by West Publ Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





Set-off in a Suit for Freight Charges, Filed After Period of Limi- 
tations, Properly Stricken; Set-off Against United States of 
Sum in Excess of Amount Sued for Properly Stricken: 
(Court of Appeals of Georgia, Division No. 2.) In a suit 

by the Director-General of Railroads to recover unpaid freight 

charges for freight delivered to the consignee, a set-off filed by 
the consignee, in which it was sought to recover of the Director- 

General for damage to other shipments while in transit over 

various railroads was properly stricken, since the time of filing 

was more than two years after the passage of the act of Feb- 
ruary 28, 1920 (U. S. Comp. St. Ann, Supp. 1923, sec. 10071% et 
seq.), providing for suits against railroads for claims arising 
during federal control, but filed after the termination of federal 
control, which suits are barred after two years from the passage 
of the act, and since the set-off sought to recover against the 

United States a sum in excess of the amount sued for. See, in 

this connection, The Siren vs. United States, 7 Wall. 152, 19 

L. Ed. 129.—Wynne vs. Davis, Director-General of Railroads, 121 

S. E. Rep. 523. 

Error Not Disclosed: 

The court did not err in striking the plea and giving judg- 


‘ ment for the plaintiff, and the judgment of the superior court 


overruling the defendant’s certiorari was not error.—Ibid. 


Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


igests taken from Reporters and ests of National Reporter 
a oy published by West ations Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIER 
Administrative Questions Within Exclusive Jurisdiction of In- 
terstate Commerce Commission: 

(Court of Appeals of Kentucky.) Where dispute as to over- 
charge for shipment by reason of classification and rating in- 
volved only administrative questions, the matter was for the 
Interstate Commerce Commission, and courts, both state and 
federal, were without jurisdiction—Louisville, H. & St. L. Ry. 
Co. vs. Johns & Patterson, 258 S. W. Rep. 312. 

That Goods Were Regarded as Rags by Shipper and Carrier Not 

Controlling as to Rate: 

That army goods were styled and regarded as rags by the 
shipper, and received and billed as such by the carrier, was not 
controlling as to their proper classification for rate purposes, 
since the carrier was bound to collect the prescribed rate on a 
proper classification.—Ibid. 


Classification of Worn Garments Held to Involve Administrative 
Question, to Be Determined by Interstate Commerce Com- 
mission: 

A complaint that “barracks rags,” consisting of worn gar- 
ments sold by the pound and pressed into bales, of which 75 
per cent or 80 per cent are worthless, except as rags, should 
not be classified as “clothing” for rate purposes, involves an 
administrative question, exclusively within the jurisdiction of 
the Interstate Commerce Commission, and action for overcharge 
is not maintainable.—Ibid. 


Formality in Pleading and Practice Not Required in Proceedings 
Before Interstate Commerce Commission: 


(Circuit Court of Appeals, Fifth Circuit.) The Validity of 
the action of the Interstate Commerce Commission is not de- 
pendent on compliance with the procedural rules of pleading and 
practice which prevail in courts of law.—Louisville & N. R. 
Co. vs. Sloss-Sheffield Steel & Iron Co., 295 F. Rep. 53. 


Petition Held Sufficient to Authorize Award of Reparations by 

Commission After Date of Its Filing: 

A petition by shippers, complaining of unjust and unreason- 
able rates, and containing a general prayer for reparations, held 
sufficient to give the Interstate Commerce Commission jurisdic- 
tion to award reparations on account of shipments made, after 
as well as before, the filing of the petition.—Ibid. 

Order of Commission Awarding Reparations Held Within Its 

Jurisdiction: 

During the interval bétween a finding and order of the Inter- 
state Commerce Commission, made on a petition of shippers, 
which prayed for reparations, which order was not intended nor 
regarded as a final disposition of the reparation claims, and 
the filing of a supplemental petition, the Commission did not 
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lose jurisdiction, and a subsequent order awarding reparations 
on accoount of shipment from a time two years prior to the 
filing of the original petition to the time of the final order, was 
within its jurisdiction.—Ibid. 

Party Cannot Complain of Order of Commission by Which it 

Benefited: 

A carrier cannot complain of an order of the Interstate Com- 
merce Commission, modifying a prior order to its benefit.—Ibid. 
Consignor May Recover for Overchaarges, Where the Freight, . 

Though Paid by Consignee, Is Charged Against Consignor: 

Where freight on a commodity is paid by the consignee, who 
is the purchaser, but pursuant to contract is charged against the 
consignor as a payment on the purchase price, such payment 
is to be considered as originally made by the consignor, who 
may recover against the carrier for an overcharge.—lIbid. 
Consignor Held Entitled to Reparation for Unreasonable Freight 

Rate Paid: 

Where a commodity was sold, to be delivered at destination, 
freight to be paid by consignee and deducted from the purchase 
price, a provision of the contract that consignee should have 
the benefit, or bear the burden, of any change in the freight 
rate, does not preclude the consignor from recovering reparation 
on account of an unjust and unreasonable rate charged, where 
as no change in the rate making such provision operative. 
—Ibid. 

Carriers Jointly and Severally Liable for Excessive Joint Rates 

Charged: 

Under interstate commerce act, sec. 8 (Comp. St., sec. 8572), 
providing that any carrier violating the act “shall be liable to 
the person or persons injured thereby for the full amount of 
damages sustained in consequence of any such violation,” a 
shipper who has been charged unreasonable and excessive rates 
is entitled to recover as reparation the difference between such 
excessive rates and the rates the Interstate Commerce Commis- 
sion find would have been just and reasonable, and all carriers 
participating in such unlawful rates are jointly and severally 
liable therefor.—Ibid. 

Interest May Be Allowed on Reparations Awarded: 

In an order of the Interstate Commerce Commission award- 
ing reparations, and in a judgment enforcing the award, it is 
permissiible for the Commission and the court, in their discre- 
tion, the suit, being one to recover damages for a tort to allow 
interest on the excess charges paid, from the date of their pay- 
ment, as damages, and at a rate fixed by the Commission and 
the court.—Ibid. 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


igests taken from R and Digests of National Reporter 
ystem, published be West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


Cummins Amendment, Relating to Interstate Shipments, Held 
Inapplicable to Common Carrier by Water, Unconnected 
with Carriage by Land: 

(Court of Appeals of New York.) The Cummins amend- 
ment of March 4, 1915, to the interstate commerce act (U. S. 
Comp. St., sec. 8592, 8604a), providing as to carriers subject 
thereto, among other things, that no shorter period than two 
years shall be allowed for the institution of suit on claims, which 
period is to be computed from the disallowance of the claim 
under transportation act Feb. 28, 1920, sec. 488 (U. S. Comp. 
St. Ann. Supp. 1923, sec. 8604a), is inapplicable to a common 
carrier by water, whose carriage is unconnected with carriage 
by land, both the interstate commerce act, sec. 1 (U. S. Comp. 
St., sec. 8563), and the Cummins amendment being. limited to 
carriers engaged in the transportation of passengers or property 
wholly by railroad, or partly by railroad and partly by water, 
when both are used under a common control, management, or 
a continuous carriage or shipment.—South & Central American 
Commercial Co., Inc., vs. Panama R. Co., 142 N. E. Rep. 666. 
Interstate Commerce Act Relevant in Considering Whether Pub- 

lic Policy Will Permit Enforcement of Stipulation as to 

Time to Sue in Bill of Lading by Carrier Not Subject to 

Its Provisions: 

Though the interstate commerce act and the Cummins 
amendment (U. S. Comp. St., sec. 8592a, 8604a) may be inap- 
plicable to a particular carrier, its standards are relevant to an 
inquiry whether public policy will permit the enforcement of a 
stipulation in a bill of lading issued by such carrier, exacting 
o. institution of a suit within 60 days after notice of claim.— 
Bills of Lading to Be Reasonable and, if Unreasonable, May Be 

Resisted by Shippers: 

Bills of lading must be just and reasonable whether they 
are those of carriers by land or water, by United States Ship- 
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ping Board act, sec, 18, and, if unjust or unreasonable, they 

may be resisted by shipper or corrected by order of the super- 

vising board under interstate commerce act, sec. 15 (U. S. Comp. 

St., sec, 8583).—Ibid. 

Statute May Indicate a Change in the Policy of the Law, Though 
Expressing It Only in Specific Cases Most Likely to Occur 
to Mind: 

A statute may indicate a change in the policy of the law, 
though it expresses that change only in the specific cases most 
likely to occur to the mind.—Ibid. 

Power of Legislature to Decide What Public Policy Should Be 

Recognized, if It Has Intimated Its Will, However Indi- 
rectly: 

The legislature has the power to decide what the policy of 
the law shall be, and, if it has intimated its will, however 
indirectly, that will should be recognized and obeyed.—lIbid. 
Stipulation in Bill of Lading Requiring Institution of Suit 

Against Common Carrier Within 60 Days After Notice of 

Claim Held Invalid: 

A stipulation in a bill of lading issued by a common carrier 
by water, requiring the institution of a suit within 60 days after 
notice of claim, held invalid, in view that carriers subject to 
the Cummins amendment to the interstate commerce act (U. S. 
Comp. St., sec. 8592, 8604a) may not fix a period of limitation 
a _ two years after a written notice of rejection of claim. 
—Ibid. 

Courts May Refer to Cognate Statutes in Determining Measure 
of Diligence Required: 

Courts of law, when determining the measure of diligence 
that may be fairly exacted in the prosecution of a claim, will 
resort to the standards and analogies of cognate statutes to 
inform and regulate their judgment.—Ibid. 

Action for Loss of Cotton Barred by Two-Year Stipulation of 
Bill of Lading: 

(Supreme Court of North Carolina.) Where interstate bill 
of lading provided that suits for loss should be instituted within 
2 years and 1 day after a reasonable time for delivery had 
elapsed, and reasonable time for delivery of cotton was on or 
before November 10, 1919, suit for such loss, filed February 
25, 1922, was barred.—Corbett & Moore et al. vs. Payne, Agent, 
et al., 121 S. BE. Rep. 435. 

Failure to Submit Issues as to Exact Dates on Which Goods 
Arrived and Shipper Directed Diversion Held Erroneous: 
(Court of Civil Appeals of Texas, Waco.) In an action for 

damages from delay in delivering eggs, diverted at the ship- 

per’s direction to another destination than that shown by the 
bill of lading, where the question whether the diversion was 
directed before the eggs reached the original point of destination 
was sharply contested, defendant was entitled to a specific find- 
ing as to the exact dates on which the shipment arrived at the 
latter point, and plaintiff directed its diversion, and a special 
issue submitted in general terms as to whether the order was 
given before delivery of the eggs at the place originally des- 
ignated was insufficient—Houston & T. C. R. Co. vs. Smith, 

258 S. W. Rep. 542. 

initial Carrier Not Liable for Damage to Shipment in Transit 
from Place of Delivery, in Absence of New Contract for 
Shipment Elsewhere: 

An initial carrier is not liable for damages to a shipment 
in transit from the place at which delivered, as required by the 
bill of lading, to a place to which diverted at the shipper’s 
direction, in the absence of a new contract.—Ibid. 

Submission of Issue as to Making of Contract Not Pleaded Held 
Erroneous: 

In a shipper’s action against the initial carrier for damages 
to eggs in transit from the original place of destination to a 
place to which diverted at plaintiff’s direction, submission of 
an issue as to whether defendant made a contract with plaintiff 
after the car arrived to ship it to the other place held erroneous, 
as not supported by any pleading.—Ibid. 

Whether Facts Show Contract Is for Court: 

Whether a certain state of facts constitutes a contract is a 
question of law for the court.—Ibid. 

Local Freight Agent Cannot Bind Company to Carry Freight 
Beyond Line: 

Generally a local freight agent of a railroad company has 
no authority to bind it to carry freight beyond its own line.—Ibid. 
Shipper Ordering Diversion Before Shipment Reaches Original 

Destination Cannot Thereby Add to Carrier’s Burdens: 

A shipper may have a shipment diverted at any intermediate 
point through which it passes before reaching its original des- 
tination, but cannot thereby add to the carrier’s burdens or re- 
quire it to do more than comply with a proper and legal demand 
for diversion.—Ibid. 

Not Required to Notify Connecting Carriers of Desire for Diver- 
sion: 

In the absence of special contract, an initial carrier need 
not notify its connecting carriers that the shipper or consignee 
of goods desires them diverted to another destination.—Ibid. 
Interstate Commerce Act Does Not Make Initial Carrier Liable 

for Failure to Divert Shipment: 

The interstate commerce act, sec. 20 (U. S, Comp. St., sec. 
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8604a), makes the initial carrier, issuing a bill of lading to trans- 
port merchandise from one state to another, liable for all dam- 
ages in the handling thereof to its original destination, but does 
not make it liable for damages for not having diverted it or for 
damages caused by a connecting carriers’ handling of, or failure 
to handle, it after its diversion.—Ibid. 

Liable for Value of Goods Wrongfully Delivered Without Sur. 

render of Original Order Bill of Lading: 

(Court of Civil Appeals of Texas, Austin.) Where a carrier 
transported cotton under a shipper’s order bill of lading which 
provided for notice to shipper and another of its arrival at des- 
tination and delivered it to a compress company without giving 
such notice and without requiring production and surrender of 
the order bill of lading, it was guilty of a conversion of the 
cotton and liable for its value to the true owner.—Gulf, C. & 5. 
F. Ry. Co. vs. Buckholts State Bank, 258 S. W. Rep. 491. 

Liable in Trover for Value of Cotton Upon Delivery of Tickets 

Symbolic of Title Without Bill of Lading: 

Where a carrier transporting cotton under a shipper’s order- 
notify bill of lading delivered the same to a compress company 
and caused such company to issue to the person to be notified 
its tickets, which represented the constructive title and righi 
of possession to such cotton, without requiring him to produce 
and surrender the order bill of lading covering the shipment, it 


was liable in an action of trover for the value of the cotton — 
Ibid. 


Direction in Order Bill of Lading to Notify Third Person of 
Arrival of Shipment Not an Authorization to Deliver to Such 
Person: 

Where a shipper’s order bill of lading provides that a third 
person shall be notified of the arrival of the cotton at destina- 
tion, the carrier is not authorized to deliver to such person with- 
out production and surrender of the bill of lading, and, if it does 
so, it constitutes a technical conversion for which carrier be- 
comes immediately liable.—Ibid. 

Not Relieved of Liability for Misdelivery Under Order Bill of 
Lading Upon Obtaining Repossession of the Goods Unless 
Owner Notified of Such Fact: 

Where a carrier transporting cotton under a shipper’s order 
bill of lading wrongfully delivered it to a compress company 
and delivered the compress receipts to a third person, who was 
to be notified, it was not relieved of liability for conversion of 
the cotton upon obtaining repossession of the receipts, until it 
notified the owner that it had recovered possession and would 
deliver the cotton upon demand and surrender to it, of the bill 
of lading in view of Rev. St., art 720.—Ibid. 

Rule as to Storing Cotton at Destination Inapplicable Where Con- 
version Occurs: 

The doctrine that a carrier is not guilty of conversion, when 
in the exercise of a sound discretion it stores cotton at destina- 
tion in other than its own warehouse, is applicable only .where 
the carrier has performed the duty required of it by Rev. St., 
arts. 711 and 712, to notify the consignee of the arrival of the 
shipment and to allow him a reasonable time to remove it, and 
has no application where the carrier has converted the property 
by a delivery to a compress company and delivery of the com- 
press receipts to a person not entitled thereto.—Ibid. 

Bill of Exceptions Not Showing What Testimony Would Have 
Been or Its Materiality Shows No Error: 

An assignment of error on the wrongful exclusion of testi- 
mony fails to show error, where the bill of exceptions presenting 
it does not show what the testimony sought to be introduced 
would have been, or its materiality.—Ibid. 

Measure of Damages for Conversion of Goods by Carrier: 

In an action against a carrier for the conversion of goods, 
the measure of damages is the value of the goods at the time 
of the conversion, and a provision in the bill of lading fixing the 
damages for loss or injury does not apply.—Ibid. 

Provision as to Measure of Damages in Bill of Lading by Carrier 
Is Void: 

A limitation in a bill of lading fixing the damages for loss 
or injury to property while in the possession of carrier at their 
value at time and place of shipment is void, as contravening 
Rev. St., art. 716 (h), and public policy, and may not be enforced 
by either party.—Ibid. 

Contract Void Because of Public Policy Unenforceable by Any 
Party Thereto: 

A contract which is void because of being in contravention 
of public policy is unenforceable by any party thereto.—Ibid. 
Carrier Not Relieved from Liability for Loss from Defective 

Cars by Shipper’s Acceptance Thereof and Agreement to 

Repair and Failure to Do So: 

(Court of Civil Appeals of Texas, Amarillo.) Under Rev. 
St., art, 6687, declaring it the duty of a railroad company oper- 
ating a line in the state to “furnish all necessary and suitable 
cars for all freight offered or tendered,” a shipper not being 
afforded any real choice in the selection of cars for shipment of 
his wheat, but being required to take. cars offered or wait an 
indefinite time for other cars, does not relieve the carrier from 
liability for loss of grain from defects in the cars by accepting 
them and agreeing with the carrier to fix them, and then failing 
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S. W. Rep. 593. ama Se eZ eed esc fet 
Complaint Held to Show Delivery of Lost Trank to Defendant 

Connéctiig' Carrier as ‘Against General) Demurrer: 

(Court of Civil Appeals of Texas, Fort Worth.) Under Rev. 
St., art. 710, requiring common carrier to give shipper on de- 
mand a bDill.of lading or memorandum in writing, a complaint 
in a suit against a connecting carrier for the value of -a lost 
trunk, alleging that shipper delivered baggage checks received 
from the first carrier to defendant, whose agent issued checks 
in lieu thereof, sufficiently showed delivery of the trunk to de- 
fendant, as against a demurrer, since such agent was without 
legal authority to issue checks in advance of actual receipt of 
the property, and there being a presumption that he performed 
his duty.—Schaff et al. vs. Gibson et al., 258 S. W. Rep. 595. 
Evidence Held Insufficient to Show Delivery of Trunk to Con- 

necting Carrier: 

In a shipper’s suit for the value of a lost trunk against the 
receiver of the second or destination carrier, evidence held in- 
sufficient to support a finding that the trunk was delivered to 


. defendant’s agent.—Ibid. 


Actual Delivery of Trunks to Carrier Necessary to Railroad Re- 
ceiver’s Liability for Loss: 

Rev. St., art 713, requiring transportation of goods in the 
order received imposes no duty to forward goods until actually 
received, and, in the absence of proof of authority of an agent 
to bind a railroad receiver by special contract to deliver trunks, 
the company was bound by its legal duty to transport only after 
actual receipt of the trunks, and there can be no liability in the 
absence of a duty.—Ibid. 

“Baggage” Defined: 

Within the rule imposing liability for its loss, “baggage” 
includes whatever the passenger takes with him for his own 
personal use and convenience, according to the habits or wants 
of the particular class to which he belongs, either with reference 
to immediate necessity or ultimate purposes of the journey.— 
Ibid. 

Whether Contents of Lost Trunk Was Baggage Was Mixed Ques- 
tion of Law and Fact: 

In a shipper’s suit for the value of a lost trunk and contents, 
whether sheets and pillow cases, feather pillows, feather bed, 
quilts, lavalier and chain, and picture frames were baggage was 
a mixed question of law and fact, determinable by the court or 
jury from all the circumstances under proper instructions.—Ibid. 

TELEGRAPHS AND TELEPHONES 
Company Under Duty to Adopt Rules for Ascertaining Genuine- 
ness of Telegrams: 

(Court of Civil Appeals of Texas, Amarillo.) A telegraph 
company owes its patrons and the public the duty of adopting 
proper rules to govern its employes in ascertaining the identity 
of parties or genuineness of telegrams delivered to it for trans- 
mission or delivery—Western Union Telegraph Co. vs. First 
State Bank & Trust Co., 258 S. W. Rep. 591. 

Company Held Negligent in Transmitting Forged Message: 

In an action by a bank against a telegraph company for 
money paid out because of a forged message delivered by de- 
fendant, evidence that the telegram, with a typewritten signa- 
ture, delivered by a person who may have been unknown to 
company’s agent, and who could not be remembered by her, 
authorizing the payment of $2,500 in money, was not such an 
unusual occurrence as to create any suspicion in the mind of 
the employe, held insufficient to relieve the defendant of the 
charge of negligence.—Ibid. 

Tendered Issue Furnishing Only Test of Negligence Held Prop- 
erly Refused: 

In an action against a telegraph company for negligence in 
transmitting a forged message, where the court in its general 
charge defined negligence, an issue tendered by defendant as to 
whether there were any suspicious facts or circumstances ac- 
companying the receipt of the message furnished only a test 
of negligence, and not the ultimate fact to be found, and was 
properly refused.—lIbid. 

CARRIAGE OF LIVE STOCK 
Shipper Could Not Tender Cattle for Shipment Until Cattle Were 

Certified by Federal Inspector: 

(Supreme Court of Arkansas.) Where, after a shipper in 
L. county made an order on October 26 for a car pursuant to 
Crawford & Moses’ Dig., sec. 895, for an interstate shipment 2f 
Cattle, the federal inspector issued an order incorporating L. 
county within a quarantine district which prevented the cattle 
from being shipped out of it after October 31, it was the ship- 
ber’s duty to have his cattle inspected and their condition for shiv- 
ment certified by a proper official before he could tender them 1o 
defendant carrier for shipment, and that must have been done in 
time to have hauled them out of L. county before the quarantine 
order took effect; and, where he failed to do so, the carrier could 
not be liable on the theory the car was not furnished within six 
days after notification under section 895.—Ft. Smith, S. & R. I. 
R. Co, vs. Roady, 258 S. W. Rep. 374. 

Errors Assigned in Motion for New Trial, But Not Argued or 

Briefed, Waived: . 

(Supreme Court of Wyoming.) Errors assigned in motion 
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for new trial, but not argued either by brief or orally, are waived 
on writ of error-——Worland vs. Davis, Agent, 223 P. Rep. 227. 
Railroad, Having Failed to Unload Cattle for More than the 36 

Hours Permitted Under Contract of Shipment, Had Burden 

of Proving Itself Not Negligent: 

In shipper’s action against railroad for negligent failure to 
unload and properly feed and water cattle after cattle had been 
in railroad’s care more than the 36 hours permitted under the 
contract of shipment, the railroad had the burden of proving 
that it was not negligent.—Ibid. 


Whether Failure of Railroad to Unload, Feed, and Water Cattle 

Was Negligence Held for Jury: 

In shipper’s action against railroad for negligent failure to 
unload and properly feed and water cattle for more than the 36 
hours permitted by the contract of shipment, in which the rail- 
road claimed that it was impossible to unload the cattle because 
the tracks at the place of unloading were filled, evidence held 
to make the question of defendant’s negligence one for the jury. 
—Ibid. 

Verdict on Conflicting Evidence Not Disturbed: 

A verdict on conflicting evidence will not be disturbed merely 
because appellate court might have arrived at a different con- 
clusion.—Ibid. 


Personal Notes 





The Commission has appointed Carl C. Witt supervising 
engineer of the Bureau of Valuation, to succeed Howard M. 
Jones who recently died. Mr. Witt, who was farmerly chief 
engineer of the South Dakota Board of Railroad Commissioners, 
and Chief Engineer of the Kansas Public Utilities Commis- 
sion, has been connected with the Bureau in various capacities 
since 1913. He graduated in civil engineering at Purdue Uni- 
versity in 1892. 

Lyman T. Swancutt has been appointed commercial agent of 
the Gulf, Mobile & Northern, at St. Louis. 

P. E. Crowley, senior vice-president of the New York Cen- 
tral, has been elected president of the road, succeeding the late 
A. H. Smith. Albert H. Harris, who had been prominently men- 
tioned for the presidency, has been elected chairman of the 
finance committee. He will retain charge of the road’s finances 
and of its corporate relations. The new president’s career 
closely parallels that of his predecessor. He began with the 
Erie as a@ messenger and served successively as telegraph op- 
erator, station agent and train dispatcher. Starting with the 
New York Central in 1889, he rose from trainmaster to vice- 
president in 1915, holding the positions of division superintend- 
ent, general superintendent, assistant general manager and 
general manager of the road. George A. Harwood has been 
made vice-president in charge of improvements and develop- 
ments. Raymond D. Starbuck has been named vice-president in 
charge of operations. 

O. W. Harris has been appointed commercial agent in charge 
of the newly opened Philadelphia agency of the Chesapeake & 
Ohio. H. R. Schubert has been made traveling freight agent. 

Clifford V. Harrow has been appointed commercial agent of 
the Erie at Toledo. 

T. A. Dickinson has been made traveling freight agent of 
the Baltimore & Ohio at Davenport, Ia. 

John E. Benton, general counsel for the National Association 
of Railroad and Utilities Commissioners, has announced the ap- 
pointment of George R. Van Namee as a member of the Public 
Service Commission of New York, succeeding James A. Parsons. 
Mr. Van Namee formerly was a member of the Second District 
New York Public Service Commission, now the Transit Com- 
mission. The election of Sam C. Blease as a member of the 
Railroad Commission of South Carolina, succeeding R. J. Wade, 
was also announced. 


W. T. Divers has. been appointed traveling freight agent of 
the Norfolk & Western, with headquarters at Atlanta. 

Wade H. Askew has been made assistant general freight 
agent of the Gulf, Mobile & Northern, with headquarters at 
Mobile. J. S. Chartrand has been appointed district freight 
agent at Kansas City. R. L. Lichty has been made commercial 
agent at Kansas City. 

C. W. Woolford, secretary of the Baltimore & Ohio, com- 
pleted a half century of continuous service April 7. He has 
occupied his present position for 27 years. 

E. M. Zehnder, president of the Scranton Bolt & Nut Com- 
pany, has been elected vice-president of the Railway Business 
Association to succeed the late Stephen C. Mason. Harry Scui- 
lin, president of the Scullin Steel Company, St. Louis, has been 
appointed a member of the executive committee to fill the va- 
cancy created by Mr. Zehnder’s advancement. 

E. E. Hinman has been made commercial agent of the Mer- 
chants’ and Miners’ Transportation Company, at Pittsburgh. A. 
L. Campbell has been appointed freight representative at Pitts- 
burgh. 


M. G. Clark has been appointed division freight agent, at 
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Springfield, Ill., of the Wabash. F. A. Riaski has been made 
traveling freight agent, with headquarters at Omaha. 

M. K. Mix has been appointed general agent in charge of 
the new passenger agency opened at Denver by the Lehigh Val- 
ley. V. P. Wall has been placed in charge of the road’s new 
passenger agency at Los Angeles, 

R. E. Walton has been appointed freight representative at 
Seattle of the Pennsylvania, E. T. Whiter has been made freight 
representative at Des Moines. 


DOINGS OF THE TRAFFIC CLUBS 


The Jacksonville (Fla.) Traffic Club met April 5. R. H. 
Richardson, who was identified with transportation in Florida 
from 1888 to 1901 and who was secretary of the Jacksonville 
Board of Trade from 1908 to 1913, spoke on “Early Railroading 
in Florida.” He drew a picture of the old system of transpor- 
tation, in which water travel played so large a part, and con- 
trasted it ‘with the progress evident today in that state. 





The Pacific Traffic Association met in San Francisco, April 
1. Dr. Ng Poon Chew, editor of the largest Chinese paper pub- 
lished in America, spoke on “China’s Needs of the Hour.” The 
four primary needs, according to him, are money, transporta- 
tion, education, and religion. Resolutions were adopted oppos- 
ing Section 28 and favoring the immediate passage of bill No. 
H. R. 8091, which proposes to leave to the discretion of the 
I. C. C. the application of provisions of Section 28. The annual 
banquet of the Association will be held on the steamer Taiyo 
Maru, April 17. 





A meeting to discuss the formation of a traffic club at St. 
Joseph, Mich., was held April 8. Stuart McConnell, president of 
the Manufacturers’ Traffic Bureau of the Chamber of Commerce 
of St. Joseph, was appointed chairman of a committee of five 
to draw up plans and by-laws. There were over a hundred in 
attendance. F. A. Butterworth, assistant general freight agent 
—of-the Pere Marquette, spoke on “Railroad Consolidation and the 
‘Transportation Act.” Other speakers were George E. Hunt, di- 
vision freight agent of the Pere Marquette, at Grand Rapids, 
and W. C. Douglas, assistant general freight agent of the Michi- 
gan Central. The next meeting of the organization will be held 
May 8, in Benton Harbor. 





The Akron Traffic Association will meet April 14. W. Young, 
expert on dirigible and Zeppelin aeronautics, will be the speaker. 
The club is now canvassing its membership in effort to form 
a club orchestra. 





The Traffic Club of Philadelphia will meet April 14. J. 
Hampton Moore, former mayor of Philadelphia, will talk on 
“South America.” Charles Grakelow, director of public wel- 
fare, Philadelphia, will speak on “Human Traffic.” 





The Traffic Club of Minneapolis met April 11. W. R. Meyers, 
professor of economics, University of Minnesota, spoke on the 
McNary-Hougen bill now before Congress to fix a ratio price on 
all agricultural products. 





The Little Rock Traffic Club will hold its “Initial Frolic” 
April 12. Dinner will be served and there will be dancing and 
a vaudeville program. 





The Traffic Club of Memphis has announced that it will 
— each Monday at luncheon in the Hotel Gayso, until further 
notice. 





The Traffic Club of St. Louis met April 7. Representatives 
of the Celotex Company, a new industry that makes lumber sub- 
stitute from waste cane sugar, were guests. A review in mov- 
ing pictures of the industry was shown. 





The Traffic Club of Shreveport held its initial meeting March 
31, with an attendance of about 150 members. The officers in- 
stalled at the meeting were: President, J. N. Campbell, general 
freight and passenger agent of the Louisiana Railway & Naviga- 
tion Company; secretary, H. L. Viser, traffic manager of the 
W. H. Werner Construction Company. 





The Traffic Study Club of Akron will hold a chicken dinner 
at the Parish House, Tallmadge, Ohio, April 23. 





The Transportation Club of Louisville will be host to the 
“Louisville Colonels,” baseball team, at luncheon, April 14. 


WILLIAMSON, VA., TRAFFIC BUREAU 


The Traffic Bureau of the Williamson, Va., Chamber of 
Commerce, which was organized Feb. 1, met April 5, and 
discussed the readjustment of rates affecting that city and 
possible means of obtaining relief from what the bureau has 
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called an “intolerable freight rate: discrimination.” Pormal com- 
plaint has been filed with the Commission. 

E. G. Pick, manager of the traffie bureau, speaking of the. 
rate situation in the immediate vicinity said that inhabitants 
of that territory lost thousands of dollars annually on the 
payment of freight rates. Continuing, he said: 

For instance, a carload of canned goods consigned from Wash- 
ington, Ill., to Kenova pays 34 cents a hundred pounds freight, while 
the same carload consigned to Williamson would cost 59% cents per 
hundred pounds. In other words, while the mileage from Washington, 
Ill., to Williamson is only 17 per cent greater than that to Kenova, 
Williamson freight consignees pay 75 per cent more freight. 

The average of increase of Williamson freight rates over those 
at Kenova on all classes of freight is in the neighborhood of 53 per 
cent, but in some cases this serious condition is aggravated. 

The freight schedule under which Williamson is operating, 
members of the bureau explained, is not the result of action 
by the Commission, but is in force by decision of individual 
railroads, who have rules that freight from the Central Freight 
Association territory to Williamson must pay the same rate 
as Virginia cities such as Roanoke. 

This, they contended, makes the shippers of this vicinity 


pay on the same basis as cities hundreds of miles farther - 


away from the Ohio River, which is the southern boundary 
of the association. 


GREAT LAKES ADVISORY BOARD 


An optimistic outlook for transportation conditions itn 
May and June was shown by the reports of the commodity 
committees at the meeting of the Great Lakes Shippers Re- 
gional Advisory Board at Erie, Pa., April 8, attended by 
150 representatives of shippers and carriers. 

Reports showed that considerable progress had been made 
in the campaigns begun a short time ago. The perishable 
committee reported that loading and releasing of refrigerator 
cars had improved. This report also included the statement 
that the perishable interests would require 7,000 cars in May 
and June, 3,000 of which would be refrigerator cars. The 
committee on the cleaning and repairing of cars unloaded 
by consignees reported that the situation was improved and 
that progress had been made in the campaign to get the con- 
signees to take greater care in performing this work. 

Operating officials reported that motive power and rolling 
stock on all the lines represented were in good condition. In 
addition to equipment now in service, there is an average cf 
5 per cent of rolling stock on sidings, and not more than 4 
per cent undergoing repair. 

The movements of automobiles, grain and coal promise 
to be large in the next two months, according to reports made. 
Approximately 52,000 carloads of autos are expected to move 
in May and June, and a sizeable movement of grain is ex- 
pected through Buffalo and Toledo within the next 60 days. 

The next meeting will be held in Toledo, June 9. 


INTERLOCKING DIRECTORATES, ETC. 


Chas. R. Capps has been authorized to hold the positions 
of vice-president of the Seaboard Air Line Railway Company 
and other lines subsidiary thereto, vice-president and director 
of the Florida Central & Gulf Railway, Kissimmee River Railway, 
Tampa Northern Railroad Company and others, president and 
director of the Marion & Southern Railroad Company, in addi- 
tion to holding a directorship with the Columbia, Newberry & 
Laurens Railroad Company and various others. 

M. H. Cahill has been authorized to hold the offices of 
vice-president and general manager of the Seaboard Air Line 
Railway Company and director of the Athens Terminal Com- 
pany and others in addition to holding a directorship with the 
Columbia, Newberry & Laurens Railroad Company and numer- 
ous other lines. 

Carl A. deGersdorff has been authorized by the Commission 
to hold the position of assistant general counsel of the Missouri 
Pacific Railroad Company, in addition to numerous positions 
previously authorized. 

Eugene C. Bagwell, F. L. Nellis and T. W. Mathews have 
each been authorized to hold a directorship and/or any other 
office or offices with the Columbia, Newberry & Laurens Rail- 
road Company and numerous other short lines in addition to 
various other positions previously authorized 

James H. Fraser has been authorized to hold the positions 
of general manager of the St. Louis-San Francisco Railway Com- 
pany and director and vice-president of the Wichita Union Ter- 
minal Railway Company. 








L. S. & Il. SECURITIES 


The Commission has authorized the Lake Superior & Ish- 
peming Railroad Company to assume obligation and liability in 
respect of $220,000 of Lake Superior & Ishpeming Railway Com- 
pany first mortgage 6 per cent. bonds, $160,000 of Munising 
Railway Company first mortgage 4 per cent bonds, and $1,000,000 
of Marquette & Southeastern Railway Company first mortgage 
5 per cent bonds in connection with the merger of the last two 
named companies into the railroad company. 
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April 12, 1924 


Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront de with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate tion of freight. traffic man of long experience 


transporta 
and wide knowledge will answer questions rela to ctical traffic 
cme the place yd anc 


problems. We do not desire to 
nog iim in his work. 

¢ right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
ee renee Qu d Ans Departmen: 

ss Questions an wers t, 
Traffic Service Corporation, Colorado Building, Washington, D. C. 


traffic man but to 


Rates—Conflicting Rates in Separate Tariffs—Rate First Estab- 
lished Is Lawful Rate 

Ilinois—Question: Your reply to “Indiana” on page 696 of 
The Traffic World of March 15, 1924. In Conference Ruling No. 
70, the prior rate was lower than the rate named in a later tariff 
and it was for this reason that it was the rate applicable, not 
due to the date of publication. See also Conference Ruling No. 
50 and No. 239. 

If your interpretation of Conference Ruling No. 70 was cor- 
rect, it would be necessary to first ascertain if there was an 
older rate before applying any rate found and in case of two 
rates it would be necessary to have in file all of the preceding 
issues of each tariff in order to determine which of the two rates 
was legally applicable. 

Answer: While in the example cited in Conference Ruling 
70, the later established rates were higher than those first estab- 
lished, this fact has no bearing on the rule that the oldest or 
first established rate is the lawful rate where rates between the 
same points are named in two tariffs. See New Albany Box & 
Basket Co. vs. Ill. Cent. R. R., 16 I. C. C. 315; Sun Company vs. 
T. & O. C., 52 I. C. C. 12, and Dewey Portland Cement Co. vs. 
A.T. & S. F., 56 I. C. C. 444. 

Conference Ruling 239, to which you refer, is applicable to a 
case where two different rates between the same points are 
named in the same tariff. In this event, the rule is that the 
lower of the two rates is the applicable rate. 

Delivery Short of Billed Destination 

New York.—Question: Must a carrier fulfill its contract on 
a shipment destined to New York City, originating in St, Louis, 
Mo., by delivering same at a local station nearest to the con- 
signee’s place of business? 

It seems the Pennsylvania Railroad transported a particular 
carload of merchandise to Jersey City and upon arrival there 
notified the consignee to take delivery at Jersey City, when the 
original bill of lading specifically showed the destination as New 
York City. 

In order to avoid demurrage charges delivery was taken in 
Jersey City, involving additional cartage expense. 

Will you kindly advise any specific case of this nature or 
whether there is any rule compelling carrier to complete their 
contract by lighterage to a New York pier? 

Answer: If the bill of lading instructions were such as to, 
under the applicable tariffs, impose upon the carrier the duty 
to make delivery in New York City, the carrier may not assess 
demurrage charges on shipments held short of destination. See 
C. S. Butterfield vs. N. O. & N. E., 55 I. C..C. 741; George H. 
Ulary vs. Pennsylvania R. R., 58 I. C. C. 439; Elm City Lumber 
Co. vs, S. A. L., 164 I. C. C. 660. Furthermore, a carrier can 
be held liable in conversion for a refusal to make delivery 
at the specified point of-delivery. 

However, if the shipper accepts delivery short of destin- 
ation, he cannot charge the carrier with the cost of drayage. 
Geisel Mfg. Co. vs. B. & O., 59 I. C. C. 193. 

7 hs Claim—Necessity of Filing as to Certain Classes of 

aims: 

_ New York.—Question: On page 766 of The Traffic World, 
issue of March 22, under Loss and Damage Decisions, we note 
the Supreme Court of Minnesota in @ decision has stated that 
the Cummins Amendment of the Carmack Amendment to the 
Interstate Commerce Act of February 4, 1887 (U. S. Comp. St. 
Sec. 8604a), forbids the incorporation into the shipping contract 
of a provision for notice to and filing of claims with the carrier 
a8 a condition precedent to recovery of damages by action 
(regarding loss of market). 

__ We presume this is in reference to clause in Section 3 of 
bill of lading contract as follows: “Except where the loss, 
damage, or injury complained of is due to delay or damage 
While being loaded or unloaded . .. ” In view of the fact 
that there is no comma after the word “delay,” we had come to 
the conclusion that the meaning of this exception would be in 
Connection with delay while being loaded or unloaded, and we 
sea that some of the eastern carriers have taken the same 

on. 


In view of the above mentioned decision, we would be glad 
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to have your advice on this subject, and if you can let us 
have any decisions of the United States Supreme Court or other 
lower courts in this connection, we shall appreciate it. 

Answer: The decisions of the courts in general are to the 
effect that the failure to file a claim within the period of time 
stipulated in the bill of lading constitutes a defense on the 
part of the carrier to a suit for damage for loss of, damage or 
delay to a shipment. 

There are decisions of the courts, including the case re- 
ferred to by you, which hold that as to certain classes of claims 
there is no necessity, under the exceptions carried in Section 
20 of the Interstate Commerce Act and Paragraph B of Sec- 
tion 2 of the Uniform Bill of Lading, quoted in your letter, for a 
shipper to file a claim or notice thereof within the stipulated 
time. 

In the following cases it has been held that the filing of a 
claim or notice thereof was not a condition precedent to the 
bringing of a suit; Hailey vs. Oregon Short Line Railroad, 253 
Fed. 569; Mann vs. Transportation Co., 96 S. EB. 731; Talbot vs. 
Payne, 111 S. E. 328; Hunt vs. Hines, 223 S. W. 789; Conover 
vs. R. Co., 212 Ill. Al. 29; Van Pelt vs. Barrett, 199 N. Y. S. 509 
(Bell vs. N. Y. C., 175 N. Y. S. 712, cited as authority); A. F. 
Thompson Mfg. Co. vs. C. & O. Ry. Co., 155 S. E. 877. 

See, however, the following cases which hold to the con- 
trary: St. Sing et al. vs. American Railway Express Co., 
111 S. E. 710; Henningson Produce Co. vs. American Rail- 
way Express Co., 188 N. W. 272; Allen vs. Davis, 118 S. E. 
614; Lissberger vs. Bush Terminal R. R., 197 N. Y. S. 281; 
Hilbert vs. Pa. R. Co., 120 Atl. 778; Davis vs. First National 
Bank of Long View, 245 S. E. 1009. 

It will be observed that under the decisions of certain of 
those cases which hold that the filing of a claim or notice 
thereof is not a condition precedent to the bringing of a suit, 
the burden is upon the shipper, where he fails to file a claim, 
to prove negligence on the part of the carrier, which proof is 
otherwise not required of a shipper. See, in this connection, 
Hailey vs. O. S. L., 258 Fed. 569; Winsted vs. East Carolina 
Ry., 118 S. E. 887, and Gillette Safety Razor Co. vs. Davis, 
278 Fed. 864. These three cases illustrate the fact that if the 
consignor or consignee fails to file a notice of claim within 
the stipulated time even though the court is of the opinion 
that the loss or injury comes within the exceptions in the 
Cummins Amendment set forth above, he runs the risk of the 
carrier being able to prove, as it did in the Gillette Safety 
Razor Case, 278 Fed. 864, that the loss of the goods was not 
due to any negligence on its part, and this notwithstanding 
the presumption which exists in favor of the shipper that the 
loss or injury was due to negligence on the part of the carrier. 
Warehousemen—Lliability of: 

New York.—Question: Kindly advise if there are any 
standard rules governing warehousemen in regards to rates 
and responsibility for goods while in their care, and if there 
are any tariffs issued to cover the same. 

The question involved at the present time covers goods 
that have been damaged by rats and which the warehousemen 
deny the responsibility of. 

Answer: Except as statutes in certain of the states may 
regulate the rates and liability of warehousemen which, as 
we understand, is confined almost exclusively to grain eleva- 
tors and the issuance of their receipts, warehousemen are not 
subject to governmental regulation. 


A warehouseman is not an insurer of the safety of goods 
stored with him, but in the protection and care of property 
entrusted to him it is the duty of a warehouseman to use 
ordinary care, which is such care and diligence as ordinarily 
prudent persons in that business are accustomed to exercise 
toward such property or in the care of their own property 
under similar circumstances, and as a corrollary of the above 
duty, a warehouseman is liable for his own negligence, or 
that of his servants in the course of their employment, although 
the goods would have been destroyed without his fault, even 
though the previous damage had not occurred. 

When the warehouseman has taken the customary pre- 
cautions to prevent injury from rats he is not liable for 
such injury. 


Overcharges— Voluntary Refund of—On Claims Presented 

Within Two Years from Delivery: 

Wisconsin: Question: During the year 1920 we received 
a shipment from X. R. R., on which this carrier presented two 
freight bills, both of which were paid by us. We recently 
discovered this error and requested a refund of the charges 
paid on the second freight bill.. The carrier refuses to make 
refund on the ground that the two-year limitation has ex- 
pired. We would like an expression from you as to whether 
this duplication of freight bills should be considered as an 
overcharge coming within section 16 of the Act. 

Answer: Apparently, as construed by the carriers, the 
Wolf Decision prohibits a refund of the amount in question. 
However, the overcharge bill which is now before Congress, 
when enacted into law, will permit of the payment of such 
claims. See page 598 of the March 8, 1924, Traffic World, 
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under the caption “Wolf Case Litigation” and page 803 of the 
March 29, 1924, Traffic World, under the caption “Senate Passes 
Overcharge Bill.” 

Charges—Lien of Express and Transportation, Draymen, Etc. 

New Jersey.—Question: We are handling from time to 
time shipments of empty carboys returned by the United 
States Government, Lighthouse Department, to a chemical 
manufacturer in this city. These shipments come in on govern- 
ment bills of lading and naturally consignee refuses to pay 
us charges, and, at the same time, we are unable te make 
collection from the government who simply ignore our bills 
sent to them with the government bills of lading. 

We have one item in particular which was handled in 
June of last year which still remains unpaid. 

Can you advise us in any way in which we can secure 
a@ more prompt settlement from the government on these items? 
Will you also please advise us if there is any way in which 
we can refuse to handle same until charges are paid? 

We note, according to the press, two railroads recently were 
indicted charged with violating the Interstate Commerce Laws 
by unlawfully extending credit to large shippers. We cer- 
tainly believe credit from June of last year to the present 
time is unreasonable. 

Answer: An express company is a common carrier of 
the goods which it receives and undertakes to transport. 
Richards vs. Westcott, 15 N. Y. S. 589. Likewise persons who 
engage in the business of draymen, carters, truckmen, wagoners 
or public moving van companies for the transportation of 
goods and merchandise and who hold themselves out as will- 
ing to serve all who apply and pay their charges, are common 
carriers in respect to the carriage of such goods and mer- 
chandise as they make a business of carrying, and it is im- 
material what mode of transportation is employed or that there 
is a regular tariff of charges. 

Transporting and forwarding companies, being common 
carriers, as such are entitled to the carrier’s lien for their 
charges under the general rule that a common carrier 
has a lien on the goods transported by it for its charges, 
but under circumstances showing that the company is not 
acting as a carrier, as where it is merely the agent of the 
last carrier or when it has no contract, express or implied, to 
receive and carry the goods, it is not entitled to a carrier’s 
lien. Kansas City Transfer Co. vs. Neiswanger, 18 Mo. Ap. 103. 

Public cartmen also being common carriers are entitled to 
a lien for transportation charges, but the service for which a 
lien is sought to be enforced must have been rendered by the 
cartmen as carrier. 

If in the handling of the goods in question you were acting 
as a common carrier you have a lien on the goods for your 
charges, which may be enforced by withholding delivery until 
the charges are paid, subject, however, to any statutory pro- 
visions regulating the enforcement of such liens. See in this 
connection Taylor vs. Smith, 84 N. Y. S. 13; Browning vs. 
Belford, 82 N. Y. S. 489. 


Limitations Governing Collection of Undercharges Refunded in 
Amounts of Supposed Overcharges: 


Massachusetts.—Question: We note in your January 19 
issue of the Traffic World, page 184, an article with reference 
to limitatioins regarding the collection of undercharges re- 
funded in amounts of supposed overcharges. 

In the instant case it appears that you would advise shipper 
to pay undercharge bills to the railroads in a case where 
refund had been made in error by the carrier on a shipment 
that moved in 1917. 


We notice you refer to Supreme Court decision in the 
Louisville Cement case, as authority. Is this not a mistake, 
since Section 16, paragraph 3, of the Interstate Commerce Act 
was passed after these court rulings were made, and, further- 
more, that these court rulings were considered by the joint com- 
mittees of the Senate and House-of Representatives at the 
time the Interstate Commerce Act was being drafted and 
paragraph 3 of Section 16 was added? 

In the recent decision of the Interstate Commerce Com- 
mission, their Docket No. 14979, known as E. I. DuPont De Ne- 
mours & Co. vs Galveston, Harrisburg & San Antonio Rail- 
way Co., 87 I. C. C. 189, the Commission dismissed the com- 
plaint when the shipper tried to collect back charges which 
had been paid the carriers on shipments that moved prior 
to the passage of the Interstate Commerce Act. We believe 
this decision is equally applicable to action by carriers in en- 
deavoring to collect undercharges on money they have re- 
funded in error. If we are in error on this point we would 
appreciate an explanation. 

Answer: Section 16 of the Interstate Commerce Act did 
not, prior to the enactment of the Transportation Act 1920, on 
February 28, 1920, contain the three year limitation period 
within which an action must be brought by a carrier for its 
charges or any part thereof. 

We see nothing in the opinion of the Interstate Commerce 
Commission to which you refer which requires a modification 
of our answer except that the court might hold in line with 
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the reasoning of the Commission in the above referred io 

opinion that the carrier could not bring suit more than three 

years after the passage of the Transportation Act of 1920, 

namely, February 28, 1923. 

Shipment Forwarded Prior to Termination of Federal Controj 
but not Delivered Until After that Time: 

New York.—Question: We had a shipment which left the 
shipping point during the period of federal control, but due to 
misrouting on the part of the carriers was not delivered at 
its billed destination until about five months after the rail- 
roads went back to private ownership. 

Please advise us whether this is classified as a shipment 
made during federal control, due to it being shipped during 
the period of federal control, or is this classified as a ship. 
ment which moved during private ownership, due to it being 
delivered after the government returned the railroads to their 
owners. 

Answer: We cannot locate an opinion of the Commission 
covering this point. However, in its opinion in Docket 14141, 
Tennessee Chemical Co. vs. L. & N., 87 I. ©. C. 46, the Com- 
mission held that as to a shipment which left point of origin 
prior to the commencement of federal control but was not 
delivered until after December 21, 1917, the cause of action 
accrued when the charges were paid and the Director General 
was responsible for unreasonable rates thereon. 

Delivery to Carrier—What Constitutes: 

Virginia.—Question: Is carrier responsible for loss by fire 
or theft of shipments loaded on shipper’s private siding which 
occurred before bill of lading for same was signed by carrier? 
What of responsibility if bill of lading signed and then ship- 
ment stolen or destroyed by fire while on private siding? 

Assuming shipment in question was loaded on carrier’s 
rails instead of private or shipper’s siding, how would such 
affect carrier in both instances? 

Answer: In order that a carrier may be charged with the 
custody, care and transportation of goods, it is essential that 
as a bailee it shall have come into possession of the goods, 
which, of course, involves a delivery by the shipper and an ac- 
ceptance by the carrier, and until there has been such delivery 
and acceptance, by which the possession of the goods has 
been transferred from the shipper to the carrier, no liability 
of the carrier with reference to such goods arises. 

In the absence of special contract, custom, or usage, it is 
not sufficient that the property is delivered on the carrier's 
premises or placed in a position from which it might readily be 
taken by the carrier or its agent, but there must be notice 
to it or its agent of the delivery, and intention to place the 
goods in the care and custody of the carrier for transportation. 

The general rule stated above is subject to any conven- 
tional arrangements between the carrier and its patrons, or 
to a custom or usage in their dealings which dispenses with 
the giving of actual notice to the carrier of delivery of the 
goods. In other words, constructive delivery may be made 
sufficient by a special contract, custom, or usage, and the plac- 
ing of the goods by the shipper in the place in which they are 
accustomed to be deposited, or at a place specially designated 
by contract, will be a sufficient delivery and acceptance to 
charge the carrier as an insurer, although no actual notice 
is given to the carrier or assent shown. This general prin- 
ciple has been held applicable even though the custom or 
usage relied on was contrary to the express directions and 
special regulations of the company, which fact was known to 
the shipper. However, if custom or usage is relied on, there 
can be no constructive delivery of goods so as to bind the car- 
rier for their carriage except at such place, as where, by coi- 
stant practice and usage, they have received property left 
for transportation. Constructive delivery may also be made 
by delivering to the carrier the receipt of a warehouseman 
or cotton compress company, from whose custody the goods 
are to be taken by the carrier, and the issuance of a Dill 
of lading by the carrier’s agent in consequence thereof. Es- 
pecially is this true where the compress company is the car- 
rier’s agent for compressing the cotton as preliminary to 4 
more convenient transportation. To complete delivery it is 
essential that the property should be placed in such a position 
that it may be taken care of by the agent or persons having 
charge of the business and under his immediate control. Even 
the placing of the goods on the vehicle of the carrier, whether 
it is a wagon or a car, ready for transportation, will not con- 
stitute sufficient delivery, where this is not done in pursuance 
of-any previous understanding and the agent has no notice 
from which an acceptance can be inferred; and, of course, 
there is no delivery where a car is loaded under these circum- 
stances, and the carrier’s agent on being notified thereof 
declines to ship the goods. See Blackwell vs. R. Co., 161 Pac. 
565; Bainbridge Grocery Co. vs. A. C, L., 70 S. E. 154; Dunning: 
ton vs. Louisville, etc., R. Co., 155 S. W. 750 

If something required by law or contract remains to be 
done by the shipper after the goods are put into the hands 
of the agent of the carrier before they are to be transported, 
the carrier does not become liable as carrier until the goods 
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are ready for shipment. As otherwise expressed, the party 
pringing the goods must first do whatever is essential to en- 
able the carrier to commence, or to make needful preparations 
for the service required from it, before it can be made liable 
or subject to responsibility in that capacity. Delivery can- 
not be complete if anything remains to be done by the shipper 
pefore the goods can be sent on their way. But if the thing 
to be done is something which it is the duty of the carrier io 
do, without further act on the part of the shipper, as such, 
then the liability of the carrier attaches at once The risk of 
the carrier, as such, begins on receipt of the goods for imme- 
diate transportation, that is, as soon as the delivery is com- 
plete so as to place on the carrier the exclusive duty of seeing 
after their safety. 


A well settled general rule, which is hardly more than 
a repetition of the proposition stated above, is that nothwith- 
standing the goods are in the actual custody of the carrier, 
its liability as such does not attach before shipping directions 
have been given, and while this principle might be rendered 
inoperative by custom or special contract, the implication that 
the carrier assumes the duty of immediate transportation and 
its responsibility of an insurer, without knowing to what place 
and to whom the goods are to be shipped, must be clear. 
Louisville, etc., R. Co. vs. Echols, 12 So. 304; Basnight vs. At- 
lantic, ete., R. Co., 16 S. E. 323; Ala. Great Sou. R. Co. vs. 
Mt. Vernon Co., 4 So. 356; Kansas City, etc, R. Co. vs. Cox, 108 
Pac. 380; Berhman vs. A. C. L., 109 So. 397; Howell vs. S. A. L., 
119 S. E. 198; American Fruit Growers vs. King, 114 S. E. 861; 
Cent. of Ga. R. Co. vs. Sigma Lumber Co., 54 Sou. 205. 


The liability of the carrier as common carrier begins with 
the actual delivery of the goods for transportation, and not 
merely with the formal execution of a receipt or bill of lading; 
the issuance of a bill of lading is not necessary to complete 
delivery and acceptance. Even where it is provided by statute 
that liability commences with the issuance of the bill of. lading, 
actual delivery and acceptance are sufficient to bind the carrier. 
The Carmack amendment requiring the carrier to issue a bill 
of lading for goods shipped does not affect the operation of 
the rule; it is nowhere said in such statute that the carrier’s 
liability will not attach until the bill of lading has been issued. 


While under the Cummins amendment it is the duty of the 
carrier to issue a bill of lading and it cannot refuse to do so, 
it is not necessary to the right of the shipper to recover for 
loss or damage to a shipment that the carrier issue a bill of 
lading (see Vitucci Co. vs. Can. Pac. Ry. Co., 288 Fed. 1035), 
and it has been held that, in the absence of a statutory rule 
or express stipulation between the parties, the carrier’s pri- 
mary liability does not depend upon whether a bill of lading 
has been issued, but upon whether there has been a complete 
delivery by the owner of the goods to the carrier for the pur- 
pose of transportation. Knapp vs. St. P. & S. Ste. M. Ry., 159 
N. W. 81 (N. D.); Davis vs. S. & S. R. Co., 90 S. E. 123 (N. C.). 
While, therefore, the issuance of a bill of lading is not neces- 
sary to charge the carrier as such with liability, nevertheless, 
the relation of shipper and carrier does not occur until prop- 
erty has been deliverd and accepted by the carrier for imme- 
diate transportation. 

With respect to deliveries to carriers on team tracks of 
the carrier, the decision of the Supreme Court of the United 
States in Y. & M. V. R. Co. vs. Nichols & Co., 256 U. S. 540, 
is determinative of the question so far as deliveries to a car- 
rier at agency stations is concerned, at least this case is de- 
terminative of the fact that, so far as deliveries to a carrier 
at an agency station is concerned, the liability of a carrier is 
not dependent upon whether or not the loaded car has been 
attached to a train, as the carrier contended in this case, in 
view of the provision which was formerly carried in the bill 
of lading, but which was modified by the Commission’s opinion 
in Docket 4844, 64 I. C. C. 357, which modified provision has 
been carried in the bill of lading since March 15, 1922. 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
Classified advertisements are as follows: First insertion, $1.00 per 
line, minimum charge $3.00; succeeding insertions, per line, 60c; 10 
words to the line; numbers and abbreviations counted as words; 
6 point type; payable in advance. Answers to keyed advertisements 
forwarded free and all correspondence held in strict confidence. The 
TRAFFIC WORLD, 418 South Market Street, Chicago, Ill 








POSITION WANTED—Traffic man, Lasalle graduate, 41 years, 
Speaks and writes English, German and Spanish, good sales experi- 
ence in the U. S., Cuba, and Mexico. Please address Chas H. 
Lange, 4353 College Ave., St. Louis, Mo. 


WANTED—100,000 more shippers and carriers to help put the 
thieves out of business with Edgar Security First Steel Seals. No 
hidden springs or catches to be manipulated in covering up theft. 


Sales Department, The Edgar Steel Seal & Manufacturing Company, 
Lawrence, Kans. 
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It will be observed that the Supreme Court, in the Nichols 
case, 256 U. S. 540, makes no finding as to cars loaded on 
private tracks, but the case does justify the conclusion that 
the present bill of lading provision, namely, paragraph (g) of 
section 4, is lawful and determinative of when a shipment is 
delivered to a carrier at a non-agency station. 

So far as deliveries to a carrier on private or semi-private 
industry tracks is concerned, there are no recent decisions 
of the courts, that is, decisions which pass upon this question 
since the modification in the bill of lading referred to above, by 
which the provisions of paragraph 4 of section 4 of the bill 
of lading in use prior to March -15, 1922, was modified so as 
to provide that property destined to or from a station, wharf 
or landing at which there is no regularly appointed freight 
agent shall be entirely at risk of owner after unloaded from 
cars or vessels or until loaded into cars or vessels, eliminating 
that portion of the provision which read “and when received 
or delivered on private or other sidings, wharves or landings 


WACO, TEXAS THE HEART OF TEXAS 


Weatherred Transfer and Storage Co. 


FIREPROOF STORAGE 


DISTRIBUTING—WAREHOUSING 
One Block on Mary at 13th Street 








JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. ° 
References: Any jobber, banker or tion man in the city. 


transporta’ 
DEEP WATER AND RAIL CONNECTIONS 
PORTLAND, MAINE 


Galt Block Warehouse Company 
PORTLAND, MAINE 


Storage, General Merchandise and Household Goods 


Private track, sprinkler equipped, low insurance rate. 
Storage in Transit on Flour, Cereals and Canned Goods. 


Office, 20 Commercial St., Portland, Maine J. S. SAWTELLE, Manager 
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MANUFACTURERS WAREHOUSE CO. 


1716 West Lafayette Boulevard 


Commercial and Bonded Warehouse 


“‘Let Us Solve Your Distribution Problem’’ 


Centrally Located to All Railroads and Boat Lines 


Kedney Warehouse Co. 


Merchandise Storage and Distribution 
Minneapolis—St. Paul—Grand Forks, N. D. 


Members A. W. A.—C. W. C.—Minn. W. A. 





STORERS OF MERCHANDISE 


DISTRIBUTORS OF POOL CARS 


Over night service to all ts on 0, Aurora & Elgin Elec- 
tric Lines and its Direct delivery to all Trunk Line 
floors via Chicago Tunnel. Ali without cartage 

SOO TERMINAL WAREHOUS 


519 W. Roosevelt Road “The Economical Way” 











972 THE TRAFFIC WORLD 


shall be at owner’s risk until cars are attached to or after 
they are detached from trains.” The following decisions hold 
that the clause last quoted was applicable and the carrier, there- 
fore, not liable for loss or damage: Bers vs. Erie R. Co. 163 
N. Y. 8S. 114, 122 N. E, 456; Chickasaw Cooperage Co. vs. Y. & 
M. V., 216 8S. W. 897 (Ark); Standard Combed Thread Co. vs. 
Pa. Co., 95 Atl. 1002 (N. J.); Siebert vs. Erie R. Co., 163 
N. Y. S. 114; Bainbridge Grocery Co. vs. A. C. L., 70 S. E. 
145 (La.). 

However, in McClure vs. N. & W., 98 S. E. 14 (W. Va.), it 
was held that a carrier was liable for the loss of goods loaded 
into a car standing on a private siding at an agency station, 
while in P. C. C. & St. L. vs. American Tobacco Co., 104 S. W. 
277, it was held that a carrier was liable for a loss by fire of 
a carload of tobacco loaded on a private sidetrack where the car 
had been loaded and bill of lading issued and signed by the 
carrier’s agent, although notice had not been given that the 
car was loaded, the bill of lading having been issued shortly 
before the loading was completed. 

From the above the conclusion to be drawn, as we see it, 
is that, while the issuance of a bill of lading is not essential 
to delivery of goods to and acceptance of a shipment by a 
carrier, there must be, in the absence of a recognized custom 
or usage to the contrary, notice to the carrier that the ship- 
ment is being delivered to it for transportation and an accept- 
ance thereof by the carrier. This, together with the furnish- 
ing of shipping instructions (not necessarily in the form of 
a bill of lading), constitutes a delivery to the carrier, such 
as to make it liable as such, and not merely as a warehouseman. 

Freight Charges—Collection of from Consignor 

Kansas.—Question: We have been quite interested in the 
subject of the liability of the shipper for the payment of freight 
charges, and have noticed your answer on page 38 of the issue 
of January 5. We are not going to dispute the fact that the 
consignor or party who entered into the contract of shipment 
with the carrier is primarily liable for the freight charges. 

We have a most peculiar situation, and we would like to 
have your formal opinion. So that you may understand the 
case thoroughly, we have attached the original bill of lading 
on one of the cars, together with a car order, from which you 
will observe that the agent at X was instructed not to release 
this car to the advised party without payment of all freight 
charges. Notwithstanding this, the agent did deliver two cars 
of potatoes to A & Company, extending them credit. A & Com- 
pany later were apparently forced into receivership, but this 
did not occur within ninety-six hours after delivery of the prop- 
erty and within the period prescribed in the classification for 
the collection of all freight charges. 

The trustee for A & Company invested all the assets in 
cash and disposed of the sum to the various creditors, the 
railroad receiving approximately twenty-four per cent of their 
freight bills. They now ask us for the difference. The carriers 
have not commenced suit, but have indicated their intentions 
of doing so. From this it is to be observed that the shipments 
were delivered on or about August 9, 1921. Therefore, under 
paragraph 3, section 3, conditions of the bill of lading, would 
we not have cause of action for damages to the amount of 
the undercharge the carriers are trying to collect, on account 
of the carriers not performing their contract, and would the 
time be extended to the period within which the cause of action 


is brought by the carriers for recovering their outstanding 
freight? 


Answer: While a carrier is apparently subject to criminal 
prosecution for extending credit beyond the ninety-six-hour pe- 
riod prescribed by the Interstate Commerce Commission, we 
know of no case which holds a carrier liable in damages for 
delivering a shipment to the consignee without collection of 
freight charges where a delivery order from the consignor pre- 
sumably makes the collection of the freight charges from the 
consignee a condition of delivery. 


The bill of lading prescribed for use by the Commission 
and which has been in use since March 15, 1922, contains a 
provision with respect to the payment of the freight charge 
by the consignee before delivery of the shipment, namely, sec- 
tion 7 thereof, under which, if the consignor stipulates, by 
signature, in the space provided for that purpose on the face 
of the bill of lading, that the carrier shall not make delivery 
without requiring payment of the charge and the carrier makes 
delivery without collection of the charges, the consignor shall 
not be liable for such charges. 


Whether a court would hold, as to a shipment moving under 
the present form of bill of lading, where the consignor had 
stipulated for the collection of the charges from the consignor, 
that the consignor could not be held for the charges in the 
event that the consignor’s stipulation is disregarded, or under 
a@ delivery order such as in the instant case, is doubtful, in our 
opinion; at least where collection cannot be made from the 
consignee through suit. 

The courts have in the past, as a general rule, held that 
the consignor, as the party with whom the contract of carriage 
was entered into, was liable for the freight charges, regardless 
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of the fact that the shipment was delivered without ‘collection 
of the freight charges and regardless of the provision formerly 
carried in section 7 of the bill of lading that the owner or con- 
signor shall pay the freight and all other lawful charges ac. 
cruing on said property, and, if required, shall pay the same 
before delivery. See Southern Cotton Oil Co. vs. Sou. Ry. Co., 
95 S. E. 251; Wells Fargo vs. Cuneo, 241 Fed. 341; R. Co. vs. 
Bianchi Co., 113 A. 58; R. Co. vs. Lovell, 180 N. Y. S. 922; R. Co. 
vs. Clay Co., 166 N. W. 41; R. Co. vs. Tonella, 111 A. 341. Also 
Cc. C. C. & St. L. Ry. Co. vs. Southern Coal & Coke Co., 248 
S. W. 297. 
Track Storage Charges on Private Tank Cars on Private Tracks 
Where Use Thereof Is Reserved by Carrier 

Texas.—Question: Please be referred to your reply to 
“Kansas” on page 696 in The Traffic World, dated at Chicago, 
March 15, and kindly advise if your answer to the question pro- 
pounded is predicated on rule 6 of the Storage Rules and 
Charges Tariff 1-D, I. C. G. No. 1339, effective January 1, 1923, 
or the current issue, which is Tariff 1-E, I. C. C. 1491, effective 
February 15. In the event your reply is based upon rule 6 
in Tariff 1-E, taking into consideration definition of “Railroad 
Premises” therein, is the second paragraph of your answer cor- 
rect, or, in other words, will the Commission’s opinion in the 
Dow Chemical Company vs. P. M. R. R. Company, 51 I. C. C. 1, 
carry the same weight under the present definition of “Railroad 
Premises” as under the definition in effect prior to February 15? 

Answer: The change made in rule 6 of the Uniform Stor- 
age Tariff in Tariff 1-E, I. C. C. 1491, effective February 15, 1924, 
makes inapplicable the opinion of the Commission referred to 
in our answer, as under the preesnt provision the term ‘“Rail- 
road Premises” as used in rule 6 does not include tracks of the 
nature of those which were the subject of the Commission’s 
opinion in that case. 

Limitations—Collection of Undercharges 


Illinois —Question: We have noted your answer to “Penn- 
sylvania” on page 772 of The Traffic World of March 22 regard- 
ing the three-year period of limitation having run as to the ship- 
ments in question. 

In view of the fact that the present transportation act was 
enacted in 1920, and the shipments moved in 1917, could the 
present act be applied on those shipments? Would they not pe 
subject to the law in effect at the time the shipment moved? 

If the present statute of limitation applies against ship- 
ments that moved in 1917, we would appreciate your quoting us 
the authority on which you base that statement, because the 
question arises frequently with members of the association, and 
we would like to be in position to advise them their legal rights. 

Answer: Section 16 of the interstate commerce act, para- 
graph 3 thereof, provides that actions by carriers for the recov- 
ery of charges shall be brought within three years from the 
date of the delivery of the shipment. While this statutory 
provision was not incorporated in the interstate commerce act 
until February 28, 1921, the date the carriers were relinquished 
from federal control and the date the transportation act 1920 
became effective, it has been held in cases construing similar 
statutes, that such a provision will cut short a statutory provi- 
vision of a state which would otherwise run to a date subse- 
quent to the later enacted statute, so that ordinarily suits for 
the recovery of charges on shipments moving prior to February 
28, 1920, would be barred on February 28, 1923. 

See Sohn vs. Waterman, 84 U. S. 596, referred to and quoted 
from in E. I. Du Pont De Nemours & Co. vs. G. H. & S. A., 87 
I. C. C. 189. 


Concurrences 


Georgia.—Question: On page 3-A of the Seaboard Air Line 
Railway Company’s Alabama-Florida-Georgia Tariff 2, I. C. C. 
No. A-6878, appears a list of carriers participating in said tariff. 
The concurrence “FX No. 3-124” appears opposite the Atlanta, 
Birmingham & Atlantic Railway Company. Is it not a fact that 
the Interstate Commerce Commission has held that, where the 
extent of participation was not clearly and unequivocally stated 
in tariff, limitation as to intermediate or delivery participation 
could not be lawfully defended, provided, of course, a carrier 50 
involved could serve a given point as originating carrier? 

Answer: With respect to this question, see Joseph Lieber- 
man Iron Co. vs. Director-General, 61 I. C. C. 21, under the 
principle of which case the rate to which you refer is not ap- 
plicable to the extent you understand it to be. 

Switching Charges—Minimum Charges 

Pennsylvania.—Question: We have a plant located in a city 
served by two carriers, but there is no reciprocal switching ar- 
rangement in effect. Our plant is located on the tracks of carrier 
A, and when we have a car placed for shipment which is to be 
switched from our siding on the tracks of carrier A to the tracks 
of carrier B and we raise the actual weight of the shipment to 
the carload minimum weight, carrier A assesses switching 
charges on the basis of the carload minimum LF lace of 30,000 
pounds. Is this proper, or should switching eharges be based 
on actual weight subject to the minimum*charge of $6.30 per 
car, as indicated on different pages of P. R. R. G. 0. I. C. ©. 
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PORT OF HO 


The Second Cotton Export Port of the United States. 
Tonnage through the Port of Houston continues to increase. 
The statistics below speak for themselves: 


The first two months of 1924—two hundred and forty-five arrivals and departures, handling 
632,882 tons of import, export, and coastwise freight. 


During the same period of 1923—one hundred and ninety-eight arrivals and departures, handling 
401,527 tons of freight, and in 1922 there were one hundred and twenty-one arrivals and depart- 
ures, handling 259,049 tons of freight. 


Ld first two months of 1924 show an increase in tonnage of 144% over 1922, and 58% over 


Why has the tonnage thru this port continued to increase? 


Because reliable steamship lines furnish dependable and regular service to most leading ports 
of the world. 


Seventeen railroads serve the Port of Houston and connect with the Public Wharves through 
the Public Belt Railway. 


Trunk Lines in all directions to main and assembly and distributing points. 
Modern wharf facilities designed to give quick service to both ship and shipper. 


Contractors are busy constructing four new concrete wharves to accomodate our rapid increase 
in tonnage and private corporations are contemplating the early construction of additional wharf 
facilities. 

For these reasons and many others, direct your shipments via Houston. 
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‘Tariff and Particulars mailed upon request. 


DIRECTOR OF THE PORT, 


5th Floor, Court House, Houston, Texas 


Consult us regarding your 


WAREHOUSING 
CHARLES STORAGE 
— DISTRIBUTION 


Maine Daily Deliveries by Zone System 
within ten mile radius 


Quincy Market Cold Storage and Warehouse Co. 


GEORGE S. LOVEJOY 


Manager General Storage Department 
178 Atlantic Avenue, ton, Mass. 














Total General Storage Capacity 
9,706,000 Cubic Feet 


f 


Wharfage and Dockage 
Free Stores Has Diveck 
Customs Bonded Stores With Union 


Internal Revenue Bonded Stores 
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12476, quoting switching charges at different stations on the 
Pennsylvania Railroad? : 

Can you quote an Interstate Commerce Commission or court 
decision? 

Answer: Where there are no provisions for the absorption 
of the switching charges of a switching line in the tariff of the 
road haul carrier, the switching charge of the line performing 
the switching service must be added to the line haul rate. Un- 
der such conditions the minimum weight or minimum per car 
charge, depending upon whether the charge is based upon a 
per hundred weight, per ton or per car unit, provided for in 
the switching tariff of the switching line governs the charge 
to be made for switching. See the New York Harbor Case, 47 
I. C. C. 684 (722). 

Error in Tariff—Liability of Carrier 

Maryland.—Question: We have sold a car of goods at delivered 
price on the basis of a joint rate published in the commodity 
tariff of the X Railroad, the originating line. The delivering 
line specified in the tariff for the destination is the B Railroad. 
Car was shipper, routing being shown in the bill of lading X 
Railroad for B Railroad delivery. Also the rate mentioned above 
was inserted. 

The carriers are now claiming an undercharge, advising 
that the B Railroad has abandoned its station at destination 
and delivery had to be made on the C Railroad, the movement 
‘taking a higher rate, published in another tariff. They also 
state that Leland’s open and prepay station tariff shows that 
the B station at destination has been abandoned. We now, 
however, find the tariff from which we took our rate does not 
make reference to Leland’s tariff. 

Kindly advise if, under the circumstances as outlined above, 
the carriers are required to protect rate on which the business 
was accepted. 

Answer: While we cannot locate an opinion of the Inter- 
state Commerce Commission directly in point, we are of the 
opinion that, under the principle of the Commission’s opinion 
in Charles Warner Co. vs. D. L. & W. R. R. Co., 32 I. C. C. 244, 
the initial carrier, X Railroad, can be required to protect the 
rate held out in its commodity tariff. 


L. C. L. Shipment—Minimum Weight Applicable in Connection 
with C. L. Rate Applied as Maximum 


Wyoming.—Question: Please refer to “Pennsylvania,” page 
366, August 12, 1922, Traffic World, in connection with applica- 
tion of carload rates as maximum on less-than-carload ship- 
ments. 

I would like your opinion on the following transaction: 
Shipper at A calls the local freight office on the telephone and 
advises them that he has 100 bales of hay for station B. Car- 
rier’s representative says O. K. to load in any of the cars that 
are accessible on the house track. Shipper loads in a 40-foot 
car. L. C. L. rate station A to station B is 3144 cents on this 
commodity; carload rate station A to station B is 10 cents 
per cwt. Carrier’s tariff under which this shipment is moving 
on carload minimum weight for a 30-foot car and under 16,000 
pounds; over 30 feet, including 34-foot cars, 17,000 pounds; cars 
over 34 but not including 36 ft., 20,000 pounds; 36 ft. to 36 ft. 
6 in., 22,000 pounds. Under rule 15, CFC section 1, L. C. L. 


rates would be $31.50. Is it not correct to apply the 30-ft. 


minimum of 16,000 pounds, inasmuch as such a car would have 
accommodated this shipment? 

Application for the ordering of cars of this carrier contains 
the following: 


Note—1. When orders for cars are received by mail or telegraph, 
the agent will attach the lowest numbered application blank to the 
letter and file the same in regular order. ‘ 


Is not an order for a car consummated by telephone ver- 
bally of the same status as an order for a car in writing? 

Answer: Assuming, as appears to be the case, that the 
shipment was tendered as an L. C. L. shipment, under the pro- 
visions of section 2 of rule 15, the minimum for the size of 
ear which would have held the shipment, and not the size of 
the car into which the shipment is loaded, fixes the minimum 
weight to be applied on the shipment. 

The shipper, when tendering the consignment as an I. C. L. 
shipment, in loading the car, instead of delivering it to the car- 
rier over its platform, performed this service for the carrier and, 
as above stated, the size of the car into which an L. C. L. ship- 
ment is loaded does not determine the minimum weight to be 
used in connection with the C. L. rate which is to be applied 
as a maximum on the shipment. 


Routing—Conflict Between Rate and Route Specified by Shipper 
in Bill of Lading 

illinois. —Question: Can you cite us to one of your issues 
of The Traffic World wherein you have a decision on the follow- 
ing: 

Bill of lading has been issued by a shipper showing routing 
and junction points on a two-line haul, also inserting in the 
rate column a freight rate (whether correct or incorrect), and 
the railroad company at destination collects on the basis of the 
rate as shown on the bill of lading, which is in excess of the 
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proper rate in effect via the routing shown on the bill of lading, 
The question that now arises is: Can the consignee secure re- 
fund on the basis of the proper rate, which is lower than that 
shown on the bill of lading? 

Answer: Under Conference Ruling 474-C, it is the duty of 
a carrier, when the rate and the route are both given by the 
shipper in the shipping instructions and the rate given does 
not apply via the route designated, to ascertain from the shipper 
whether the rate or route given in the shipping instructions 
shall be followed, and in the event the carrier does not do so 
it is responsible for any damage which may result from the 
failure of its agent to follow this course. 

In the event that the rate shown in the bill of lading is not 
applicable via any route and there is a cheaper route than that 
specified by the shipper in the bill-of lading, the carrier must 
protect the rate applicable via the cheaper route. See Union 
Saw Mill Co. vs. St. L. I. M. & S. Ry. Co., 40 I. C. C. 661. 
Minimum Weight in Excess of Amount Which Can Ordinarily 

Be Loaded Into Car Furnished by Express Company 

Pennsylvania.—Question: Will you please let us have a de- 
cision in the following -case: 

The express company issued a uniform express receipt from 
a point in Texas covering shipment consigned to a point in Penn- 
sylvania calling for 774 baskets of spinach, this receipt bearing 
notation, “Loaded to full visible capacity of car.” 

Claim for filed for refund of overcharge based on actual 
weight of 15,480 pounds, account of it being our understanding 
that the minimum weight would not be applicable, account car 
being loaded to the full visible capacity, and the actual weight 
should, thefefore, apply. 

This claim has been declined, no exception being taken io 
the fact that the actual weight of the shipment was but 15,480 
pounds, and that the car was loaded to its full visible capacity, 
but solely on account of tariff I..C.C. No. 1969 quoting minimum 
weight on carload shipments of spinach at 17,500 pounds. 

Can you refer us to any rulings of the Interstate Commerce 
Commission or other decisions providing for the actual weight 
in lieu of the carload minimum weight when the car furnished 
is not large enough to contain the minimum weight? 

Answer: We cannot locate an opinion of the Interstate 
Commerce Commission covering shipments by express, but, so 
far as shipments by freight are concerned, the Commission has 
in numerous cases condemned as unreasonable a minimum 
weight that is greater than the amount of the commodity which 
can be loaded into the car furnished, where the minimum is not 
graded according to the specific sizes of cars. See Dallas Cooper- 
age & Woodenware Co. vs. G. 0. & S. F., 45 I. C. C. 468; Swastika 
Fuel Co. vs. A. T. & S. F., 49 I. C. C. 588; Arnold Grain Co. vs. 
Director-General, 58 I. C. C. 308. In Tull & Gibbs vs N. & W. 
Ry., 55 I. C. C. 17, the Commission said that “where there is a 
uniform minimum for cars of all lengths, as in this case, the 
carrier is not required to furnish a car of any specified liength, 
but is under the duty of establishing a minimum weight that 
can be reasonably loaded into a car of the size furnished. The 
record is clear that it would have been physically impossible 
to load this shipment into a 36-ft. car.” 

See, in this connection, our answer to “Wisconsin” on page 
644 of the March 8, 1924, Traffic World. 

The same principles should be applicable to shipments moy- 
ing by express. 


Loss of Grain by Leaking Through or Over Grain Doors—Re- 
sponsibility for 

Vermont.—Question: We refer to claims for shortage made 
on the carriers where the shortage occurred on account of de- 
fective grain doors. 

If the grain doors were installed by the shippers and the 
shipment is accepted by the railroad, isn’t the railroad liable for 
shortage occurring on account of a leakage through grain doors? 
We have recently had one of our claims returned by the railroad 
with a letter stating that they were in no way liable, as the 
grain doors were installed by the shippers. We would like very 
much to get your opinion on this matter. 

Answer: While we know of no decisions of the courts cov- 
ering this point, the Interstate Commerce Commission, in its 
opinion in Claims for Loss and Damage of Grain, 48 I. C. C, 530, 
on pages 545 and 546, said, with respect to this question: 


As a considerable number of the claims presented were for losses 
resulting from leakage through or over grain doors, the question of 
responsibility for such losses is one of considerable importance. Of 
24.191 defective record cars received in Chicago in 1916, leaks due to de- 
fective, improperly installed, or insufficiently braced grain doors 
were noted on 3,368, or almost 14 per cent of the total number, and 
leaks over grain doors due either to the shipper’s failure to board 
the doorways high enough, or to the removal of the top boards 
by grain inspectors and samplérs were noted on 4,398, or approxi- 
mately 18 per cent of the total. It was testified on behalf of the 
Great Northern that of 6,079 cars inspected at Willmar, Minn., in 
Qctober, 1915, 397 were leaking and that about 95 per cent of the 
leaks were through or over grain doors. 

It is customary for the carriers to furnish sectional grain doors, 
or lumber for boarding up the doorways of cars, and many. lines 
now furnish, or have done so in the past, paper or burlap for use 
in coopering or lining cars. Except’ at terminal markets shippers 
are required to install the grain doors and to repair minor defects 
which might permit a loss of grain. In Farmers Co-operative Associa- 
tion vs. C. B. & Q. R. R. Co., 34 I. C. C. 60, the Commission referred 
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Joint Service With 
Hambuarg-American Line 


NEW YORK TO HAMBURG 


*DEUTSCHLAND ..... Apr. 17  tMOUNT CLAY........ May 10 
Seescces ory BALLIN ... 


cocceccesceApr. 29 fHANSA ...... 


+THURINGIA cosceeess-May 8  *RELIANCE ..........-; 


¢Cabin and 3rd Class Passengers. *ist, 2nd and 8rd Class. 
Loading Pier 86, North River, Foot of West 46th St. 


BOSTON TO BREMEN AND HAMBURG 


FURST BULOW (via Phila., Baltimore & Hampton Roads) Apr. 30 
EMDEN (via Phila., Baltimore & Hampton Roads)........ May 23 
FURST BULOW (via Phila., Baltimore & Hampton Roads) June 18 


PHILADELPHIA TO BREMEN AND HAMBURG 


FURST BULOW (via Baltimore & Hampton Roads)....... May 5 
EMDEN (via Philadelphia & Hampton Roads).............. May 28 
FURST BULOW (via Philadelphia & Hampton Roads).. Jane 23 


BALTIMORE TO BREMEN AND HAMBURG 






























How Matting is Handled and Stored at Admiral Oriental Line Terminals 
Awaiting Transcontinental Shipment. 


Seattle to the Orient 


A fast, Trans-Pacific freight and passenger service, 
between 


Puget Sound and Yokohama, Kobe EMDEN OW ents neentnenaaen 
Shanghai, Hong Kong and Manila 
Six reasons why this service, operated by an American 


Company for American shippers, is the best fitted to 
serve you: 


1—Unexcelled facilities for handling all cargo expeditiously . 


2—Size and speed of vessels and modern equipment for 
loading and unloading cargo. 


3—Shortest and fastest route via Seattle to the Orient. 


4—Exceptional rail connections for prompt trans-shipment 
of cargo. 


5—Frequent, dependable sailings to North and South 
China, Japan and the Philippines. 

6—Modern refrigerator service. Lowest insurance rates— 
highest marine classification. - 


Outward Sailings from Seattle 










FURST BULOW (via Hampton Roads)..............see00- May 10 
EMDEN (via Hampton Roads) .............cccceccsecceees June 3 
FURST BULOW (via Hampton Roads)...........esceee0. June 28 
















NORFOLK AND NEWPORT NEWS TO BREMEN AND 


NEW ORLEANS TO BREMEN AND HAMBURG 
ODENWALD ....ccccecccereccces eoccccccccce Last half of April 


ALSO DIRECT FREIGHT SERVICE FROM U. S. PACIFIC 
PORTS TO NORTHERN EUROPEAN PORTS 


Through bills of lading via ee to all Scandinavian, Baltic,’ 
Mediterranean, Levant and African Perts. 





































Joint Service With 


Houlder, Weir & Boyd 


Regular Sailings to the 


WEST COAST 


Los Angeles Harbor, San Francisco 
Portland, Seattle, Tacoma 


CROSS KEYS (No. & So. China)............April 13 ee a 
*PRESIDENT MADISON...................:. April 14 MOUNT € CLINTON nhs Gone Sool Apr. 1s Apr. 33 April 28 
*PRESIDENT McKINLEY.................... April26  —-—«jj|_ «ss SUDBURY... pr. “Besa 

**WHEATLAND MONTANA................... April 27 pod Teaco 00000 May 20 5 teeiendive 
*PRESIDENT JACIESOWN. .... 0. cc cccccwccccces May 8 PITRE ooo. on cccccase May Sumo 3 June 7 
***BAKERSFIELD ............0.cceceeeceeeeeee: May 10 * Discharges direct at Everett, Wash. 


Through bills of lading issued to Hawaiian Islands, po ace age acorn 
= Les Angeles Harbor without transfer 


*Combination freight and passenger, length 535 feet, 21,000 p Booms — 
ty ys Oregon, Washington, British Celumbie, ‘Rieke and 
e East. 


tons, speed 20 knots. Through bills of lading issued to destina- 
tions beyond regular ports of call. 

**Cargo berth service to Japan, North China, Shanghai, 
<a Kobe, Vladivostok, Hankow, Dairen, Tientsin and 
singtao. 

***Cargo berth service to Japan, South China and Philip- 
pine Islands. 


—— FOR RATES, SPACE AND OTHER INFORMATION APPLY: 
Chicago—Merchants Loan & Trust Bldg., 112 W. Adams St., Phone 
Randolph 7739 
New York—17 State Street, Phone Bowling Green 9234. 
Detroit—Dime Bank Building. 









Pier No. 9, B. & O. R. R., Locust Point, Baltimore, Md. 
Pier No. 5, New York Docks, Brooklyn, N. Y. 


General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 

CHICAGO, 327 South La Salle Street.......... Phone Wabash 4891 
San Francisco—Robert Dollar Building. $ 
Los Angeles—429 Pacifie Electric Building. BRANCH OFFICES: 


Portland424 Mallway Exchanges Bellé@img. © = DD _ es oc osccrcoconscqetoccsecssccess's earst Tower Bldg. 
Seattle—409 L. Cc. Smith Building. 8 CUSE Cees eeeserrsreseeseseee wees reade Bldg. 
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L. L. BATES, General Freight Agent, Seattle, Wash. 
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is custom and said such requirement is not unreasonable. As 
= et rule, the carriers not only furnish the grain doors but dis- 
tribute to shippers printed and illustrated circulars of instructions 

lyin: em. 

re Sone carriers decline to pay claims where the loss is attributable 
to the faulty installation of grain doors by _ shippers: others assume 
liability because of the impossibility or difficulty of proving the 
shipper’s negligence. If the installation of grain doors and cooperage 
is a shipper’s duty, there necessarily exists an obligation to use due 
care in performing it. here the carriers furnish adequate grain 
doors, lumber or other cooperage material, which they do not always 
do, and specifications for the use thereof, they should not be expected 
to pay for losses occasioned by the shipper’s negligence. 


Joint Rate vs. Combination Rate 


Texas.—Question: Please refer to “Questions and Answers” 
under the caption “Joint Rate vs. Combination Rate,” on page 
1849 of the issue of The Traffic World of December 1, 1923. 

I have read very carefully the second paragraph of your an- 
swer, where reference is given to 40 I. C. C. 146. This answer 
appears to me to be somewhat misleading, unless I am entirely 
wrong in my own ideas. 

Some tariffs provide for the application of combination rates 
when they are lower than the through rates, and it seems to 
me that your answer is intended to cover movement on com- 
bination rates where the tariffs have this provision. However, 
the wording of your answer seems to have the effect of abolish- 
ing a through rate on any unrouted shipment, provided a lower 
combination rate can be figured via any route. 

Will you please advise me whether or not I am correct? 

Answer: The tariff provisions providing for the application 
of a combination rate lower than the through rate cover cases 
where the lower combination is applicable over the same route 
as that over which the through rate applies. In the absence of 
such a provision the through rate would have to be applied, 


regardless of the fact that it is higher than the combination rate. 


Our answer relates to cases where the through rate between 
two points is not applicable via all routes. In such instances 
the shipper may route his shipment via one of the routes via 
which a combination rate lower than the through rate is ap- 
plicable or he may deliver his shipment to the carrier unrouted, 
in which event it is the duty of the carrier to forward the ship- 
ment via the cheaper route, if it is a party thereto, and, failing 
to do this, the carrier is, under the opinions of the Commission 
cited in our answer, liable for misroute. 

Express: Charges on Part of Shipment Lost or Destroyed in 
Transit 

Oklahoma.—Question: A portion of a shipment of produce 
checks short. The agent collects charges for full amount of 
items,carried on waybill, but makes notation of certain com- 
modity short. The shipper’s agent allows the consignee credit 
for the amount of the invoice for that portion of shipment which 
checked short and also allows for the express which was col- 
lected in error. The shipper files claim for the amount of the 
invoice of the shipment and express which was collected on 
that portion which checked short. f 

The claim agent of the express company contends that he is 
not permitted to settle claims on basis of invoice plus express 
charges, as express charges represent an overcharge. It is our 
contention that in the first place the express charges on that 
portion which checked short should not be collected, but in the 
event that same is collected it should be refunded in loss and 
damage claim filed with the claim agent and not be necessary 
for shipper to file both loss and damage and overcharge claim, 
and that it is improper for the express company to, after a loss 
and damage claim has been filed, refund to the consignee the 
amount of express collected on shipment which checks short 
and then correspond with the shipper requesting him to reduce 
claim to the invoice price at point of origin. 

Answer: Inasmuch as the amount of the express charges 
on the part of the shipment lost or destroyed in transit is in 
reality a part of the damages therefor, and not an overcharge 
(see Southwestern Portland Cement Co. vs. T. & P. Ry. Co., 
41 I. C. C. 39), the express company should, if it intends to 
refund the express charges on the amount of the goods which it 
failed to deliver, do so at the time of and as a part of the 
claim for the loss of the goods. 

Live Stock Contract : 

Tennessee.—Question: Please note the attached uniform 
live stock contract. Both copies are printed “Duplicate Origi- 
nal.” Can shipper demand an “original” bill of lading on regu- 
lar form for other kind of freight because of fact that the live 
stock contract does not provide an “original”? 

Answer: The Uniform Live Stock Contract used by the 
carriers is in conformity with the Commission’s findings in 
Docket 4844, In the Matter of Bills of Lading, 64 I. C. C. 357, 
and 66 I. C. C. 63, in which latter case the Commission said: 


. 

The carriers also request that the word ‘duplicate’ before the 
word “original” be eliminated from the face of the uniform domestic 
bill of lading. and that it be inserted before the word “original’’ on 
the face of the uniform live stock contract. A number of reasons are 
assigned for this request, among them being the statements that 
the words used in our former report reverse the current practice, 
would interfere with She neqotiabalty of order bills of lading, and 
would cause great confusion. . 

The warts “duplicate original’’ on the face of the domestic bill 
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of lading were taken from the form prescribed by us in Bills of 
Lading, 52 I. C. C. 671, Appendix B. ur attention was not called 
to any objections to them. In view, however, of the petition for 
modification and the absence of objection to the desired modifica- 
tion, we approve and adopt as just and reasonable the requested 
modification in this respect of the uniform domestic bill of lading 
and the uniform live stock contract. 


Suits for Loss, Damage or Delay—Proper Parties Plaintiff 

New York.—Question: Will you kindly advise who is the 
legal claimant on a shipment delivered to the carriers on a 
straight bill of lading and under whose obligations are the car- 
riers on a consignment of this nature? 

In other words, we would appreciate to know whom the car- 
riers are directly under an obligation to, the consignee or the 
consignor. 

Answer: The mere fact that a person is named as con- 
signee in a bill of lading is such presumptive evidence of owner- 
ship in him, in the absence of any evidence to the contrary, as 
will entitle him to sue. Lawrence vs. Minturn (U. S.), 17 How. 
100, 15 L. Ed, 58; Harrison vs. Hixson, 4 Blackf. 226 (Ind.); 
Blanchard vs. Page, 8 Gray 281 (Mass.); Butler vs. Smith, 35 
Miss. 457; Gaskins vs. Southern R. Co., 85 S. E. 518 (N. C.); 
Ober vs. Smith, 78 N. C. 313; Griffith vs. Ingledew, 9 Am. D. 
444 (Pa.), and Anthony, etc., R. Co. vs. R. Co., 119 N. E. 90. 
See, in this connection, Anderson vs. American Ry. Express 
Co., 121 S. E. 354, in which it was held that though as a general 
rule a common carrier on an open bill of lading is an agent of 
the consignee, upon default of the carrier the parties may 
rescind their contract, and so restore title to the consignor as 
to enable him to sue for the carrier’s default; that the refusal 
of the consignee of a dressed hog to accept it because in bad 
and unusable condition, and the act of the consignor in bringing 
an action against the carrier for negligence in handling, con- 
stitutes a rescission of the contract and a restoration of title :o 
the consignor, so as to entitle him to sue, notwithstanding the 
general rule that a common carrier upon open bill of lading is 
an agent of the consignee. 

Demurrage—Shipment Held at Destination Awaiting Disposition 
Instructions—Liability of Shipper for, Where Carrier Fails 
to Send Notice of Arrival to Party Not Located at Non- 
Agency Destination 


South Carolina.—Question: Will you kindly give me the 
benefit of your opinion of a shipper’s liability for demurrage in 
a case like this? Shipper located at A forwards a carload of 
fertilizer consigned to themselves at a non-agency station, B. 
There was no information given on the billing to show ultimaie 
consignee. Car remained on hand at destination unclaimed 
until notice was sent by wire to shipper four days after arrival’ 
of car. This notice, I understand, is proper under rule 4, sec- 
tion E, of Agent Jones’ I. C. C. 1466. Shippers take the position 
they are not liable for the demurrage accruing between date 
car reached destination and date of notice to them of the non- 
delivery, claiming notice should have been made sooner. But, 
since the shipper was also the consignee and no agent main- 
tained at point of destination, notice of arrival was not given. 

It is my idea that the shipper had full knowledge that car 
was at the non-agency destination and should have arranged 
for prompt acceptance. Therefore, storage should have been 
assessed. Please advise if, in your opinion, I am correct, 

Answer: Under the uniform demurrage tariffs it is a car- 
rier’s duty to send a notice of arrival of a shipment to the con- 
signee named in the bill of lading. There is no exception in 
the rule as to shipments consigned to non-agency stations. How- 
ever, in the instant case, the sending of the notice apparently 
would not have prevented the accrual of the demurrage which 
accrued during the time the car was held at destination awaiting 
disposition instructions from the shipper. Therefore, under the 
principle of the Commission’s opinions in Delaware River Steel 
Co. vs. P. & R., 49 I. C. C. 587; Lehigh Steel Co. vs. Director- 
General, 77 I. C. C. 39; Baltimore Trust Co. vs. Director-General, 
74 I. C. C. 2; International Paper Co. vs. Director-General, 74 
I. C. C. 34; Miller-Jackson Grain Co. vs. P. O. & N., 43 1. C. C. 
147; American Radiator Co. vs. Lehigh Valley, 44 I. C. C. 361; 
Henry Meeker vs. C. R. R. of N. J., 46 I. C. C. 657, and Henry 
Meeker vs. Penna., 49 I. C. C. 673, it is our opinion that it would 
be held that demurrage should be assessed for this period of 
time. 


Demurrage—Acceptance of Goods by Carrier Consigned to Em- 
bargoed Industry 

Virginia —Question: Kindly advise if it is proper for the 
railroads to charge demurrage on cars shipped in violation -f 
an embaargo. The situation is as follows: 

The railroad company placed an embargo against all cars 
of wood consigned to an industry located on the Norfolk & 
Western tracks. The agents at various points of origin ac- 
cepted several cars of wood after the embargo was placed, and 
the cars moved to destination, where they were held on the 
tracks by the railroad company, and now they are trying io 
collect demurrage on these cars for the time they were held. 
Kindly advise if this can be done and if there has been any 
decision by the Interstate Commerce Commission in regard 
to this matter. 
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Answer: In the case of Timken Roller Bearing Co. vs. 
W. & L. E. Ry. Co., 59 IL. C. C. 149, the-Commission held that 
demurrage charges assessed under circumstances such as you 
refer to were not unreasonable or otherwise unlawful. 

Through Rate Exceeding Combination of Intermediates 

Massachusetts.—Question: We made an import shipment 
from A to C involving a two-line haul via a junction point which 
we will designate as B. There being no commodity rate in 
effect at time of movement, the class rate was assessed; sub- 
sequently an import commodity carload rate was established 
and we entered reparation claim for refund of charges down 
to basis of the commodity rate mentioned. There was in effect 
at time of movement a combination local rate lower than the 
class rate which was assessed, but higher than the commodity 
rate above referred to. 

It is our understanding that if reparation is denied for 
full amount we are entitled to refund of charges paid over the 
combination of locals, which was in effect over the line of move- 
ment, consisting of a proportional commodity rate published 
from A to B, applying only on shipments consigned through to 
points beyond, to which no through rates were in effect and a 
local commodity rate published from B to C. Please advise 
if our understanding is correct. 

Answer: In numerous cases the Commission has held that 
a through rate in excess of the combination of intermediates is 
prima facie unreasonable, and has awarded reparation for the 
difference between the through rate and the sum of the inter- 
mediate rates. See Burns & Knapp vs. B. S. & R. Ry. Co., 74 
I. C. C. 111; United Iron Works vs. Director-General, 74 I. C. ©. 
277; Virginia-Carolina Chemical Co. vs. A. C. L. R. R. Co., 78 
I. C. C. 107; Pittsburgh Steel Co. vs. Director-General, 73 I, C. C. 
555. The Commission has, however, in a limited number of 
cases, as to particular rates, held that through rates in excess 
of the sum of the intermediates, were not unreasonable. See 
American Shipbuilding Co. vs. Director-General, 77 I. C. C. 439. 
Reconsigning—Rate Applicable Where Shipment Placed for Un- 

loading on Private Siding 

New York.—Question: We have read with interest your 
answer to “Pennsylvania,” published in your March 15 issue of 
The Traffic World, on page 698, under the heading, “Reconsign- 
ment vs. New Shipment.” 

We have a case in mind which, while not exactly the same, 
is more or less similar. Two cars of an article which we use in 
putting up one of our manufactured products arrived at one 
of our plants at which we had an oversupply. The cars, how- 
ever, were placed on our private siding and the inbound charges 
paid. Subsequently one of the cars was shipped to one of our 
plants further on on the same line of railroad to. which the 
through rate was the same as the rate to the first point of 
destination. 

The railroad company assessed us a reconsigning charge 
and in addition the local rate between the two points. In other 
words, we considered that we were entitled to the through rate 
from point of origin to final destination plus a reconsigning 
charge, but we were assessed the local rate in and out plus a 
reconsigning charge. The question arises, are we not entitled 
to the through rate from point of origin to final destination, plus 
a reconsigning charge. 

Answer: Under rule 12 of the Uniform Reconsigning Tar- 
iffs, the carrier is correctly assessing the combination of the 
rates to and from the reconsigning point, This rule reads as 
follows: 


If a car has been placed for unloading at original billed destina- 
tion and reforwarded therefrom without — inloaded, to a point 
outside of the switching limits, it will be subject to the published 
rates to and from the points of reconsignment Bw $6.30 per car 
reconsignment charges, except that in no case shall the total charge 
be less than the charge based on the through rate from point of 
origin to final destination, plus $6.30 per car reconsignment charge. 

Note—If a car has been placed for unloading on a public delivery 
track, but has not been unloaded or accepted by consignee or owner, 
it will be subject to Rule 10. 


RATES ON FURNITURE 


A defense was made of rate changes on furniture shipped 
from C. F. A. territory effected in various schedules contained 
in tariffs issued by C. F. A. lines, in the first day’s hearing of I. 
and S. Docket 2046 before Examiner C. W. Griffin, April 10, at 
Chicago. The tariffs are under suspension until June 28. 


W. J. Kelly, representing all C. F. A. lines, testified as to 
the reasons for publishing the tariffs and the numerous com- 
plaints filed previous to the issue. He said the situation was 
highly unsatisfactory to both the shippers and carriers and in 
his opinion it was discriminatory. He said that the change 
proposed in the general rating of furniture was from second 
class to a third class, 12,000 pounds minimum, rating. and 126 
per cent of fourth class, 20,000 pounds minimum. 

He said the rates proposed would give a parity and would 
meet the matter of competition at all the points where the 
C. F. A. considered it needed to be met. He said many requests 
had been filed with the classification committee, for lower rates, 
and the arguments used were often based on the low levei of 
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rates in western-territory or in southern. He contended that it 
was unfair to use the low rates, because, in his opinion, they 
were unremunerative and not a fair basis for making rates on 
pe commodity anywhere, let alone furniture in C. F. A. terri- 
ory. 

He explained that there had been some misunderstanding 
of the reason for cancelling the combination rates. This was 
done, he said, because the committee had come to the conclusion 
that new factors must be used in determining the basis of the 
class rate on furniture and that when the new factors had been 
decided on, the combinations would be returned. 

The cross examination of Mr. Kelly was concerned, for the 
most part, with checking numerous exhibits introduced by him 
and in attempting to get answers from him on what he thought 
of certain rate comparisons, using some rate in C. F. A. terri- 
tory and one in either Southern or Western. To all questions 
he replied that he considered the rates on furniture in the last 
two territories abnormally low and unremunerative rates. 


Further testimony was entered by the respondents to explain 
the changes in rates on furniture, shipped from C. F. A. terri- 
tory, effected in various schedules contained in tariffs issued 
by C. F. A. lines, and the protestant’s testimony was begun on 
the second day’s hearing of I. and S. Docket 2046 before Ex- 
aminer C. W. Griffin, April 11, at Chicago. 

W. L. Dewey, chief of the tariff bureau of the Big Four, 
presented a history of rates on furniture from Cincinnati and 
Shelbyville, Ind. He said Shelbyville was on an incorrect basis 
and that a number of petitions had been received asking for 
lower rates, the arguments predicated on the Shelbyville rate. 
He said such a rate was not considered a fair basis from which 
any rate might be constructed. He testified that loss and dam- 
age claims on the commodity were high. Out of the total loss 
and damage claims in 1923 on the Big Four, which amounted 
to $793,326.97, the furniture loss and damage claims iotaled 
$53,961.84. He said coal and coke and fresh fruits and vege- 
tables were the only other two items handled that ran higher. 

Through cross examination of Mr. Dewey by Leo E. Golden, 
secretary and traffic manager of the Burlington (Ia.), Shippers’ 
Association, it was brought out that the suspended tariffs, 
through cancellation of commodity rates on furniture, resulted 
in a higher class rate than the total of the combination of locals. 
Mr. Golden contended that this was letting the lines in for a 
number of fourth section violations. Mr. Dewey said the car- 
riers intended to restore the combinations as soon as new fac- 
tors for basing the rates had been determined, and referred to 
W. J. Kelly’s testimony to the effect that the present factors on 
which the rates were based were considered unsatisfactory. 


Mr. Golden, appearing for the protestant, testified as to the 
condition of the furniture industry in the west and told of the 
rates applicable to the commodity, which were lower. He said 
that, contrary to the generally accepted idea, loss and damage 
claims on furniture {were not extraordinarily high, nor was the 
valuation figure. He said the percentage of claim payments in 
ratio to gross revenue on the Burlington in 1922 was 2.9 per 
cent. He introduced various exhibit to show irregularities r2- 
sulting from application of rates proposed in the suspended 
tariffs. He answered a question relating to an item in one of 
these exhibits, tending to show an increase, by saying that the 
shippers for a year had been trying to impress the classification 
and rate committees of the C. F. A. lines with the fact that, in 
the proposed tariffs, the carriers canceled commodity rates, 
resulting in higher charges on a straight class basis, where the 
movement was heaviest, and reduced rates where the movement 
was lightest. 


ABANDONMENT APPLICATION DENIED 

The Commission has denied applications of the Northern 
Pacific seeking permission to abandon its Red Mountain and 
Marysville branch lines in Lewis and Clark- county, Mont. The 
Red Mountain extends from Helena to Rimini, a distance of 
15 miles, and the other branch extends from Clough Junction 
to Marysville, a distance of 12 miles. The Commission said 
if the branches were abandoned Rimini and Marysville would 
be deprived of rail transportation. It said while operation of 
the branches had resulted in operating losses, the record in- 
dicated there might be a mode favorable return in the future. 


1. ©. C. APPROPRIATION 


The House has approved the appropriations recommended 
for the Commission with the exception of the item of $290,000 
for inspection of locomotives, which it increased to the maxi- 
mum authorized by law—$300,000. An amendment by -Repre- 
sentative Howard of Nebraska, to reduce the salaries of the 
members of the Commission from $12,000 to $7,500 was rejected. 
Representative Lozier made a long spéech urging the increase 
in the item relating to locomotive inspection. No changes were 
made in the bill with respect to the salaries of the chief coun- 
sel and other employes of the Commission receiving; in excess 
of $7,500 a year. 








ure. 


ded 
000 
axi- 
pre- 

the 
ted. 
Ase 
rere 
pun- 
2eSS 


April 12, 1924 


P pACIFIC™N 
CARIBBEAN E 


Gi ULF as IN 
DIRECT FREIGHT SERVICE 


Via Panama Canal 


REGULAR SAILINGS 


between 


NEW ORLEANS— MOBILE 
GALVESTON — HOUSTON 


and 


Los Angeles Harbor, San Francisco, Portland, 
Tacoma, Seattle and other Pacific Coast Ports. 
~~ bills of Heo B issued from Gulf Ports to a a New 

Zealand, Dutch East Indies, for Transhipment at San 


Through bills of lading, from Pacific Coast Ports te Mexico, Cuba, Porte 
Rice, West Indies, Central America, South America, Europe 


Rates quoted, bookings and other information furnished upon 
application 


THE STEELE STEAMSHIP LINE, Incorporated 
GENERAL GULF AGENTS 
424 Whitney Central Building, New Orleans, La. 
Steele Bldg. SWAYNE & HOYT, Inc. 15 Moore St. 


Galveston, Texas 430 Sansome St. New York City 
San Francisco, Cal. 


Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


Los Angeles Harbor, San Francisco 


Seattle, Tacoma and Bellingham 
Baltimore, Norfolk, Philadelphia 


and New York 
FORTNIGHTLY SAILINGS 
Thru bills of lading issued to other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 
WILLIAMS STEAMSHIP CO., Inc. 
Moore and ig Streets, ef York: Telephone Bowling Green 7394 


Baltimere, M hia, Pa. Pittsburgh, P Chicago, 
39 South ™_ —— Blig. Oliver Bide. 333 S. ae. St. 


And at our Branch Offices at ports of call, etc. 
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New York-Baltimore-Norfolk- 
Pacific Coast Ports 


VIA PANAMA CANAL 
PASSENGER AND FREIGHT SERVICE 


WESTBOUND SAILINGS 

Baltimore NewYork Norfolk 
Apr..12 Apr. 17 Apr. 19 
Apr. 19 Apr. 24 Apr. 26 
Apr. 26 Apr.29 May 2 


THEREAFTER EVERY WEEK 


EASTBOUND SAILINGS 
San Francisco Los Angeles 
Apr. 15 = Apr. 17 
Apr. 18 Apr. 20 


THEREAFTER EVERY WEEK 
*Calling at Manzanillo, San Jose de onc go La Libertad, 


Corinto, Canal Zone, Havana (East ), Baltimore (East- 
bound), Norfolk and New York. 


FARES, to Los Angeles or San Francisco, FIRST CLASS, $250 and up 
PANAMA SERVICE 
Between San Francisco, Los Angeles, Mexico, Central America and Canal Zone 
S.S. SAN JUAN sails from San Francisco April 26 


and sailings about every 22 days thereafter 


PACIFIC MAIL S. S. COMPANY 


10 Hanover Square, New Yor! 508 California St., San Francisco 
605 Central "Bide., Low Angeles, Calif. 


SANTA PAULA 


Soutienee Fwd. & Stg. 
0 Engineers Bidg. 
142 So. Clark Street 


ALSO 
a... H Building 
Equitable B Building een 
Pittsburgh. 410 State Theatre Bldg. Chicago 


ROUTE YOUR CARGO VIA 


Mobile=Gulfport=Pensacola 
SHORT LINE EXPORT OUTLET 


From Mississippi Valley and Ohio Valley Points 


Liner Service: Liverpool, Manchester, Glasgow, 
Belfast, Dublin and Bristol Channel Ports, 
Hamburg and Bremen 


We Solicit General Cargo 


LIVERPOOL AND MANCHESTER 


Sailing from Gulfport Apr. 30 
Sailing from Mobile May 10. 
Sailing from Pensacola May 14 


U.8.8.B. 8.8. AFOUNDRIA 


LONDON 


Sailing from Gulfport May 3 
Sailing from Mobile May 12 
Sailing from Pensacola May 16 


Due Mobile late May. 


U.8.8.B. 8.8. WILDWOOD 


A-1 STEAMER 


BREMEN AND HAMBURG 


U.S.S.B. 8.8. ChAT ARIES. } Due Mobile about middle of May 


Waterman Steamship Corporation 
“Operating United States Government Ships’”’ 
MOBILE, ALABAMA 
Our Service Backed by 18 Years’ Experience 
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COMPETITIVE BIDDING 


The Trafic World Washington Bureau 


In authorizing the Union Pacific to issue and sell $3,000,000 
of equipment trust certificates to Kuhn, Loeb & Co. at not 
less than 93.94 per cent of par, the Commission called atten- 
tion again to the desirability of railroads obtaining competitive 
bids on their securities. 


“The method which the applicant proposes to follow in 
the sale of these securities calls attention again to the question 
as to whether carriers should endeavor to sell securities or 
certain classes of securities after something in the nature of 
a general invitation for bids, rather than to a particular bank- 
ing house or distributor with which the carrier has established 
a continuing fiscal relation,” the Commission said in a discus- 
sion, continuing as follows: 


In this case the applicant expects to sell the certificates to 
the firm of Kuhn, Loeb & Company which has offered the price 
of 93.94. It does not appear that any effort was made to obtain 
a bid from another house. However, the price, judged by mar- 
ket conditions, appears favorable to the company and we, there- 
fore, give our approval to the proposed sale. It may well be 
that the terms upon which these certificates are to be sold are 
more favorable to the carrier than would result from public 
offering. Nevertheless, consideration should be given to the proper 
practice generally to be followed, particularly with respect to 
securities of the class here involved. 

We are mindful of the arguments for and against the dif- 
ferent methods of marketing railway securities. It is not our 
present purpose and perhaps not our function to require the 
observance of any particular method in railway financing. New 
financing or refunding operations involving large amounts may 
require methods different from those where relatively small 
amounts are involved. Small issues of bonds or equipment cer- 
tificates might be handled in the open market and by independent 
bidding when such method would be inappropriate for large 
issues or securities of a different class. Equipment trust obliga- 
tions enjoy certain characteristics which make for stability in 
an exceptional degree. They enjoy direct lien on equipment pur- 
chased with the investors’ money and find ready market among 
individuals and institutions which desire securities of particular 
maturities. They are not involved with other existing issues and 
do not require the determination of seniorities on account of 
prior mortgages. Rolling stock is usable not only on the lines 
of the particular railway purchasing it, but if need be, it finds 
use on other lines. There is little doubt but that any carrier 
of good credit can sell an issue amounting to several million 
dollars of equipment-trust certificates at desirable prices. Such 
certificates it would appear could frequently be sold direct in 
large blocks to important institutions. : 

It is vitally necessary that the market for railway securities 
be widened. Certain strong industrial corporations use the 
services of important banking houses for placing their larger 
issues of securities but do not feel it necessary to market in this 
manner all of the securities which they may offer to the public. 
Experience seems to have indicated that the strong banking 
houses are willing to handle large industrial issues which are 
attractive, whether or not the same banking houses have handled 
smaller issues of the same corporations. One of the unfortunate 
impressions regarding the railroads at the present time is that 
they are unduly dependent upon financial institutions upon which 
they have been in the habit of relying. Anything that would 
result in removing this stigma, whether deserved or undeserved, 
would be a beneficial step for the carriers, the banking houses, 
and the public. It seems desirable that equipment-trust securi- 
ties in particular should receive consideration in this connec- 
tion and that the carriers should give serious thought to the 
— of these, and perhaps other securities, on a competitive 
basis, 


LUMBER SHIPMENTS 


With 368 of the larger commercial sawmills of the country 
making comparable weekly reports for last week, says the Na- 
tional Lumber Manufacturers’ Association, production and new 
business showed some decrease, while shipments were practically 
the same, compared with similar reports of 388 mills for the 
preceding week. As compared with the coresponding week in 
1928, there was a slight increase in shipments, with decreases 
in production and new business. 


The unfilled orders of 259 Southern Pine and West Coast 
mills were 620,416,106. feet as against 659,543,440 for 262 mills 
the week. before. Separately, the Southern -Pine group, 134 mills, 
reported unfilled orders as 247,289,175 feet compared with 254,- 
942,625 the previous week; 125 West Coast mills had unfilled 
orders amounting to 373,126,931 feet as against 404,600,815 for 
127 mills a week earlier. 


Altogether the 368 mills had shipments of 103 per cent and 
orders of 87 per cent of actual production. For the Southern 
Pine mills these percentages were, respectively, 99 and 89 per 
cent thereof. 

Of the comparably reporting mills, 349 (having a normal pro- 
duction for the week of 218,432,976 feet) reported production 
101 per cent of normal, shipments 105 per cent, and orders 89 
per cent thereof. 

The following table compares the national lumber move- 
ment as reflected by the reporting mills of seven regional asso- 
ciations for the three weeks indicated: 


Corresponding Preceding Wk.. 


Past Week Week, 1923 1924(Revised) 
SE aiid <6 cusinse wale unsure’ 368 365 388 
SIE FREES 232,108,380 235,312,442 237,895,345 
EE Ee 239,777,041 239,399,238 239,380,927 
EE "cUcee cs so eee weeee 202,448,738 227,488,726 217,350,319 





Vol. XXXIII, No. 15 


The following figures compare the lumber movement for 
the first fourteen weeks of 1924 with the same period of 1923: 





Production Shipments Orders 
ODE ocatasscvens gtieeeee 3,170,716,772 3,221,105,531 3,150,990, 044 
BENE vck-000r000 60 eee 2,954,743,298 3,396,788,015 3,429,882, 384 
1924 Increase... os scisecs 214,973,474 


"175,682,484 "278,892,349 

; The mills of the California White and Sugar Pine Associa. 
tion make weekly reports, but they are not comparable in re. 
spect to orders with those of other mills. Consequently, the 
former are not represented in any of the foregoing figures. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables totaled 
approximately 12,500 cars the week ended April 5, according 
to the weekly report of the Bureau of Agricultural Economics 
of the Department of Agriculture. The totals from the sum- 
mary of carlot shipments follow: 

Total for week and season regularly subjected to revision because 
of the receipt of late and corrected reports from the railroads, 
Asterisks (*) placed at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 

Tuesday, April 8, 1924 


————_Totals—_____, 
Mar.30- March April This Last 
April 5, 23-29, 1-7, seasonto seasonto Last 


1924 1924 1923 April5 April7 season 
Apples (West. States)— 
. SS 416 467 277 = 61,198 45,176 46,286 
Apples (East. States)— 
ROE Wide oe CEs w ce 557 783 486 *66,389 63,090 65,997 
Asparagus— ‘ 
Se yee 93 30 ae 226 ~~ 773 
ae (Old Crop)— 
MM “cieedevneree ees 8 29 20 3 =*36,464 41,308 41,324 
Cabbage (New Crop)— 
MIDS 6 Gvas cakeet +25 766 8 =1,017 714 *7,118 3,258  *36,464 
weeny Une Crop)— 
i MS eae 53 110 2 *16,983 14,769 14,92 
Celery (New Crop)— — 
Otal .--.scccsccess 409 571 448 *5,396 4,773 6,398 
Grapefruit— 
RE ee ere 634 710 ** = =§*14,965 nin 17,634 
Lemons— 
_ ep 223 204 is 4,279 ag 8,194 
Lettuce— 
ee 727 665 655 *15,181 13,646 *27,694 
Cauliflower— 
Ro! Pe eee 47 55 133 *3,897 4,488 4,616 
Mixed Vegetables— 
(Jan. 1-Dec. 31)— 
Rr SCA ee 505 557 568 6,364 5,504 24,020 
Oranges— 7 
EE TS ene 2,228 1,971 ** *44,266 +e 67,961 
Onions: (1923 Crop)— : ; 
co Ot ee 285 410 122 *28,073 29,461 29,758 
Onions (1924 Crop)— 
EE “SPlamoat nae. oes 8 si vd & + 746 
Spinach— 
2 EE a ee 390 336 386 *5,274 5,235 7,354 
Strawberries— 
a BROCE RES, 88 -ete 48 18 186 514 1,245 17,8 
String Beans— ‘ 7 
OURS caceceetpenea 29 22 oe 103 os *3,29 
Sweet Potatoes— : 
SOE ci-vceeuterr tes 95 132 334 *14,001 20,168 21,569 © 
‘Yomatoes— 
z OGM? - .baciesroewees 438 396 595 4,060 3,985 24,024 
Summary Potatoes— 
Leading Sections— : 
Late Crop ......... 4,527 4,973 5,803 161,274 158,421 186,055 
Other Sections— 
| aaa 127 129 137 15,888 26,743 27,181 
Early Crop, 1923..... 0 33,409 40,920 40,922 


2 1 ’ ’ ’ 
Date See Ce 4,656 *5,102 5,941 *210,571 221,084 254,158 





CHANGES IN DOCKET 


Hearing in No. 15613, New Orleans Joint Traffic Bureau et 
al vs. Beaumont, Sour Lake & Western Ry. et al., assigned for 
April 11, at New Orleans, La., before Examiner Hosmer, was 
postponed to a date to be hereafter fixed. 

IL and S. No. 2066 (first supplemental order). Switching 
charges of Manufacturers Ry. Co., was set for hearing at St. 
Louis, April 11. 

Hearing in No. 5504, The Cotton Manufacturers’ Association 
of South Carolina vs. C. C. & O. Ry. of S. C., Director-General 
et al., assigned for April 11, at Washington, D. C., before Ex 
— Konigsberg, was postponed to a date to be hereafter 

xed. 

Hearing in docket 11105, the United Chemical and Organic 
Products Company against the Director-General, set for April 
8, at Chicago, was postponed to a date to be hereafter fixed. 








ACQUISITION OF LINE 


The Commission has authorized the Kansas City, Kaw Val- 
ley & Western Railway Company to acquire control of the 
Kansas & Missouri Railway & Terminal Company by purchase 
of the capital stock of the latter. Acquisition by the Kansas 
City Southern of joint and equal control, with; the Kansas 


City, Kaw Valley & Western of the terminal company, als0 
was authorized, 
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HERE IS 
Real Traffic Service 


1. A staff of practical and legal traffic experts at 
your call for consultation on any matter that 
may bob up in your office at any time, 


2. A running report of progress in any matter 
before any government body in which you may 
be interested. This includes formal and informal 
complaints before the Interstate Commerce 
Commission, matters before the Federal Trade 
Commission, bills in Congress and _ similar 
matters. 


8. A careful watch kept and a report made on any 
development in any specific rate in which you 
are apprehensive that a change may be 
attempted. 


4. A place where you may obtain without charge 
single copies of any document issued by any gov- 
ernment department. This includes reports and 
tentative reports of the Interstate Commerce 
Commission and similar documents. 


5. An office in the city of Washington where you 


will be furnished with facilities for transacting 
your business whenever you happen to be there. 


NO, THIS SERVICE 
IS NOT EXPENSIVE 


As a matter of fact it is 
part of every subscrip- 
tion for the 


AFFIC WORL)) 


ae TRAFFIC BULLETIN = 








which is, in itself the most com- 
plete and prompt traffic news 
service available. 


Let us send you a series of sam- 
ples and detailed information. 


The Traffic Service Corporation 
418 So. Market St., Chicago, Ill. 
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INDIANAPOLIS, IND. 


Ship Your 
Cars to 


INDIANA’S 
LEADING 
WAREHOUSE 


MADISON MILWAUKEE GRAND RAPID. 


SouTH 
micmioan SEND 
cn 


CHICAGO 


PLYMOUTH 


FORT WAYN 
LA SALLE + 


BLOOMINGTON 
LAFAYETTE 


DANVILL' ~ 
RICHMOND _ 
on ‘ON 
connersvule 
SHELBYVILLE eC AMitT ON 
OLUMBUS CINCINNATI 
GREENSBURG 


SPRINGFIELD 


: 
SEYMOUR 
BEDFORD DORTS MOUIHe 


e MADISON 
FST. LOUIS sisi 
NEW ALBAN JEFFERSONVILLE 


HUNTINGTON 


CENTRALIA EVANSVILLE LOWISVILLE PARIS 


16 STEAM OlVISIONS 
13 TRACTION Divisions 
OUT OF INDIANAPOLIS penvenson 


CAIRO 


NASHVILLE CHATTANOOGA 


KNOXVILLE 


11 TRUNK LINES 
17 OUTLETS 


Distribution of Pool Cars and Merchandise 
for Storage. 
FORT WORTH WAREHOUSE 
AND STORAGE COMPANY 
L. C. ABBOTT, Manager 
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Digest of New Complaints 


No. 15483, Sub. No. 1. Peet Brothers Mfg. Co., et al., Kansas City, 
Kans., vs, Santa Fe et al. — 

Unjust, unreasonable, discriminatory, preferential and preju- 
dicial rates and charges on fuel oil from points in Oklahoma to 
Kansas City, Kans. Asks cease and desist order, just and rea- 
sonable rates, and reparation. 

No. 15537, Sub. No. 1. Southwestern Milling Co., Inc., Kansas City, 
Mo., vs. Missouri Pacific. 

Unjust, unreasonable rates and charges on carload shipments of 
wheat from ints in Kansas and Colorado to Kansas City, Mo.- 
Kan., ground into flour and feed at latter point and forwarded 
to Fort Leavenworth-Atchison, Kan., and St. Joseph, Mo. Also 
charges that defendant exacts combination of rates on Kansas 
City in violation of Section 3. Asks cease and desist, just and 
reasonable rates, and reparation. 

No. 15615. Sub. No. 4. Coates Brick & Tile Co., St. Joseph, Mo., vs. 
Santa Fe et al. 

Unjust, unreasonable, discriminatory, preferential and prejudicial 
rates on fuel oil from points in Oklahoma to St. Joseph, Mo. Asks 
cease and desist order, just and reasonable rates, and reparation. 

No. 16615, Sub. No. 5. St. Joseph Water Co., St. Joseph Mo., vs. 
Santa Fe et al, 

Unjust and unreasonable rates on fuel oil from points in Okla- 
homa to St. Joseph, Mo. Asks cease and desist order, just and 
reasonable rates and reparation. 

No. 15646. Sub. No. 2. New Orleans Coal and Bisso Towboat Co., 
New Orleans, La., vs. New Orleans & Northeastern et al. 

Alleges complainant has been subjected to the payment of al- 
lowance for transferring coal through chutes and conveyors into 
barges, boats and vessels for bunker purposes at New Orleans 
which is unjust and unreasonable. Asks reparation. 

No. 16678. Sub. No. 1. Harry J. Lewis Co. et al., Kalamazoo, Mich., 
vs. L. & N. et al. 

Unjust, unreasonable, discriminatory and prejudicial rates, in 
violation of. section 4, on strawberries and cabbage from points 
in Indiana, Kentucky, Ohio, Tennessee, and other states, to Battle 
Creek, Coldwater, amazoo and Sturgis, Mich. Asks removal 
of the fourth section violation and the same rates as apply to 
Detroit, and reparation. 


No. 15692. Oklahoma Brick Manufacturers’ Association, Oklahoma 
City, Okla., vs. Abilene & Southern et al. 

Alleges that the present rates on brick and other clay products 
from points in Oklahoma to points in Kansas, southern Missouri, 
Arkansas, Texas, Louisiana and Tennessee, are exclusive, unjust 
and unreasonable; that rates on same commodities, intrastate 
between points in Kansas, southern Missouri, Arkansas, Louis- 
iana and Texas, are excessive, unjust and unreasonable; that 
rates from Oklahoma points to points in Kansas are discrimina- 
tory; also alleges that rates from Oklahoma points to Memphis, 
Tenn., are preferential and prejudicial, in favor of shippers at 
points within Missouri, Illinois, Indiana, Kentucky, Tennsssee 
and Alabama; that certain through rates from points in Okla- 
homa to points in Texas and Arkansas are in excess of the com- 
bination of intermediate rates and in violation of section 4; 
that the phesent published classification of brick and other clay 
products materially increases the rates on certain classes of 
brick manufactured by complainants, thereby creating unjust 
and unreasonable charges. Asks cease and desist order, and 
just and reasonable rates. 


No. 15694. California Rand Silver; Inc., Randsburg, Cal., vs. Colorado 
& Wyoming et al. 

Unjust, unreasonable, discriminatory, preferential or prejudicial 
rates on naphtha from Minnequa, Colo., to Johannesburg, Cal. 
pons | cease and desist order, just and reasonable rates, and rep- 
aration. 


No, 15696. The Clark Brothers Bolt Co., Milldale, Conn., vs. New 
York Central et al. 

Unjust, unreasonable, discriminatory, preferential, prejudicial 
rates and charges on nut-flats from South Buffalo, N. Y., and 
Youngstown, Ohio, to Milldale, Conn. Asks cease and desist 
order, just and reasonable rates and charges, and reparation. 

No. 15695 Railroad Commissioners, State of Florida, Tallahassee, 
vs. Atlantic Coast Line et al. 4 

Unjust and unreasonable charges on shipments of precooled 
vegetables in dry refrigerator cars from Florida points of origin 
to destinations in various parts of the United States. Ask for a 
cease and desist order. 

No. 15697. Greenville and Northern Ry Co., South Carolina, vs. 
Southern Railway. 

Seeks order establishing just and reasonable rules and regula- 
tions for the interchange of cars between complainant and defend- 
ant; asks that the Commission find that complainant is not 
Hable for unreasonable charges asserted against it by defendant 
and that defendant be required to refund to complainant charges 
tat —— have accrued under just and reasonable rules and 
regulations. 

No. 1 Kalamazoo Chamber of Commerce, Michigan Paper Mills 
Traffic Association, Kalamazoo and other points in Michigan vs. 
Chesapeake & Ohio et al. 

Unjust, unreasonable, unduly prejudicial and unduly preferen- 
tial rates on coal from mines in Ohio and the Inner and Outer 
Crescent fields to points in northern Indiana and points in Mich- 
igan. Ask for just, reasonable and non-discriminatory rates and 
reparation. 

No. 15699. Clark Equipment Co., Buchanan, Mich., vs. Director- 
General as agent, and C. B. & Q. et al. 

Unjust, unreasonable, discriminatory, preferential and preju- 
dicial rates on sand from the so-called Ottawa district in north- 
ern Illinois to Buchanan, Mich. Asks reparation. 

No. 15700. Aston and Todd, Inc., et al., Tacoma, Wash., vs. Chicago 
Great Western et al. 

Unjust and unreasonable charges on shipments of hemlock and 
spruce lumber from points in Washington to Indiana Harbor, Ind., 
and Clearfield, Pa. Asks cease and desist order and reparation. 

No, 15701. Electric Short Line Railway Company et al., of Minne- 
sota, vs. A. T. & S. F. et al. 

Complainant, operating a short line of railroad between Minne- 
apolis and Lake Lillian, Minn., a distance of 85 miles, alleges that 
divisions now received by it are inadequate to pay operating ex- 
penses, taxes and a fair return on its railway property; and that 
the divisions received by it from defendants out of joint rates and 
charges are unjust, unreasonable, and inequitable. Asks cease 
and desist order, just, reasonable and equitable divisions out of 
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all joint rates and charges involved in the complaint, and for an 
= adjustment of divisions since the filing of the complaint. 
No, 15702. Egyptian Tie & Timber Co. of Missouri (address not given 
in complaint) vs. Missouri Pacific et al. 

Unjust, unreasonable and unlawful charges on various ship- 
ments of mine timbers, mine props, mine ties and mine bars, 
originating on defendants’ lines in Missouri to points of destina- 
tion in Illinois. Asks for reparation. 

No. 15703. Milne Lumber Company, St. Louis, Mo., vs. Director 
General, as agent, Missouri Pacific et al. 

Alleges the collection of overcharging on carload of yellow 
pine lumber from Jasper, Texas, to St. Louis, Mo., and recon- 
signed to New York, N. Y. Asks reparation, 

No, 15704. Frederick H. Cone & Co., Inc., New York, N. Y., vs. Di- 
rector General as agent, Canadian Pacific et al. 

Unjust, unreasonable and illegal rates on shipments of crude 
hog bristles from Pacific coast points to New York City. Asks 
reparation. i 

No. 15705. Tomahawk Kraft Paper Co., Wisconsin Dam, Wis., vs. 
Chicago & Northwestern et al. : 

Unjust, unreasonable, discriminatory and preferential rates on 
pulp wood between points in Wisconsin and points in Minnesota, 
Michigan and other states. Asks cease and desist order, just and 
reasonable rates, and reparation. 

No. 15706, Fort Smith Rim & Bow Co., Fort Smith, Ark., vs. Kan- 
sas City Southern et al. 

Unjust, unreasonable, unjustly discriminatory and unreason- 
ably preferential rates on wooden agricultural implements, sleigh 
and vehicle material from Fort Smith to destinations in Idaho, 
Montana, Oregon, Utah and Wyoming, particularly to Boise, 
Ida. Asks for just, reasonable, non-discriminatory and non-pref- 
erential rates and reparation. 


No. 15707. Sugar Brothers Company, Ltd., Monroe, La., vs. Penn- | 


sylvania et al. é 

Unreasonable rate on canned tomatoes from Berlin, Md., to 
Monroe. Asks for cease and desist order against effort to collect 
undercharges and permission to waive collection of same. 

No. 15707, Sub. 1. Monroe Grocer Co., Ltd., Monroe, La., vs. Penn- 
sylvania et al. : 

Same as preceding, as to shipments from Conowingo, Md., to 
Monroe. Same prayer as preceding. 

No. 15708. Walsh Fire Clay Products Co., St. Louis, Mo., vs. Chicago 
& Alton et al. 

Unjust and unreasonable rates on fire brick from Vandalia, Mo., 
to Pearson, Ark. Asks reparation. 

No. 15709. Lake Charles Rice Milling Co., of La., Lake Charles, La., 
vs. Louisiana Western et al. 

Unjust, unreasonable, discriminatory, prejudicial rates, in viola- 
tion of Section 4, on rough rice from Louisiana points to Lake 
Charles, and on clean rice from Lake Charles to various interstate 
destinations. Asks reparation. 

No. 15710. The Spreckels Savage Tire Co., San Diego, Calif., vs. 
Santa Fe et al. 

Unjust, unreasonable, discriminatory, preferential or prejudicial 
rates on rubber tires from San Diego, Calif., to points in Groups A, 
B, C, D, E, F, G, H, J, K, L and M, from points in groups set 
forth to San Diego, Calif.; because defendants have given and are 
giving unduly preferential rates from the east, to San Diego, which 
permit competitive rubber tire manufacturers and distributors to 
ship their products at lower rates and charges than apply on 
complainant’s shipments under practically similar circumstances 
and conditions and between substantially the same territory. Asks 
cease and desist order, rates, rules and regulations from San 
Diego to points the groups mentioned, the same as apply from 
points in the groups mentioned to San Diego, and reparation. 

No. beng Ba & Crist Box & Lumber Co., Clarksburg, W. Va., 
vs. B. : 

Alleges that defendant subjects complainant to unlawful 
discrimination, because of denial of transit privilege to wire- 
bound box shooks produced at Clark Mine, W. Va. Asks cease 
and desist order and application of transit privilege. 

No. 15712, Wm. Cameron & Co., Inc., Waco, Tex., vs. Abilene & 
Southern et al, 


Unjust, unreasonable, discriminatory, preferential and preju- 
dicial rates, in violation of Section 4, on composition roofing from 
New Orleans to Texas points. Asks cease and desist order, just 
and reasonable rates, and reparation. 


.No. 15713. Milne Chair Co., Chattanooga, Tenn., vs. Atlantic Coast 


Line et al. 

Unjust and unreasonable rates and charges on one car of lum- 
ber or veneer from Smithfield, N. C., to Chattanooga, Tenn. Asks 
reparation. . 

No. 15714. Blandy Paper Co., Schuylerville, N. Y., vs. Greenwich and 
Johnsonville et al. 

Unjust and unreasonable rates on bituminous coal from Echo, 
Winslow Coal Mine Siding and Eleanora Junction, Pa., to Center 
Falls, N. Y. Asks cease and desist order and reparation. 

No, 15715. R. C. Jackman and O. E. Jackman, co-partners, trading 
under the name of Bowersock Mills & Power Co., Lawrence, 
Kans., vs. Santa Fe et al. 

Prejudicial and preferential rates on sand from Lawrence, 
Kans., to points on defendants’ lines in Missouri, Kansas and 
ene. Asks cease and desist order, and just and reasonable 
rates. 

No. 15716. Cosden Oil & Gas Co., Tulsa, Okla., vs, Santa Fe et al. 

Unjust and unreasonable rates on wrought iron and steel pipe, 
oil well supplies, etc. from points in Oklahoma, to points in Kansas 


and from points in Kansas to points in Oklahoma. Asks cease and © 


desist order, just and reasonable rates, and reparation. 
No. 15717.. The Texas Co., New York, N. Y., vs. C. B. & Q. et al. 
Unjust, unreasonable, discriminatory and preferential rates on 
numerous shipments of refined petroleum oil, including gasoline, 
from Casper, Wyo., to Burlington, Limon, Matheson, and Calhan. 
Colo. Asks cease and desist order, just and reasonable rates, 
and reparation. 
No. 15717, Sub. No. 1. Same vs. Butte, Anaconda & Pacific et al. _ 
Unjust, unreasonable, discriminatory, preferential or prejudicial 
rates on rumerous shipments of refined petroleum oil, including 
gasoline, from Casper, Wyo., to numerous points in Montana. 
Asks cease and desist order, just and reasonable rates, and repara- 


tion. 
No. 15718. Humble Oil & Refining Co., ‘Houston, Tex., vs. Dayton- 
Goose Creek et al. 
Unjust and unreasonable rates on fullers’ earth from Attapulgus, 
Ga., to Baytown, Texas. Asks, reparation. : 
No. hgh i The Prairie Pipe Line Co., Topeka, Kans., vs. Santa Fe 
et al. 
Unjust and unreasonable rates on common building brick from 
Hilford, Kans., to Ramona, Okla. Asks reparation. 
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WETZEL DROP FRONT TARIFF FILES 


(PATENTED 





Seest thou a traffic manager 
diligent in his business? He 
should stand before a good 
tariff file; he should not stand 
before a mean tariff file. 


Write us for information. 


P. A. Wetzel Company 


Manufacturers 


A Stack of Wetzel Drop Front Tariff File Sections SPRINGFIELD, ILLINOIS 


(Measuring outside 45 inches wide, 5784 inches high and 18 inches deep) 
This outfit can be obtained with all drawers the same size 
Start with any number of sections and build up as your requirements grow. 


DENVER, COLORADO 


Fireproof Warehouses on Track 


For the Storage of Merchandise 
Household Goods and Machinery 


We specialize in the DISTRIBUTION of local 
and pool car shipments 


Consign via any Railroad into Denver 
Free Switching to Warehouse 


Storage capacity 350,000 square feet 
Insurance rate 15c 


Negotiable Warehouse Receipts Issued 
The Weicker Transfer & Storage Company 

















A WAREHOUSE STOCK within the territory served, saves one 
to six days in deliveries to SOUTHWESTERN TERRITORY 


MERCHANDISE STORAGE AND FORWARDING 
SPECIALIZING ON POOL CARS 


ADAMS TRANSFER & STORAGE CO. | 


228-36 WEST FOURTH STREET 
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No. 15720. Peerless White Lime Co. et al., St. Louis, Mo., vs. 
Chicago & Eastern Illinois et al. 

Unjust and unreasonable rates on bituminous coal from western 
Kentucky mines to Ste. Genevieve and Mosher, Mo. Asks cease 
and desist order, just and reasonable rates, and reparation. 

No. 15721. Moore-Lawless Grain Co., Kansas City, Mo., vs. Missouri 
Pacific, Director-General. 

Unjust, unreasonable, discriminatory, preferential or prejudicial 
rates on shipments of wheat from Leavenworth, Kans., to Sweet 
Springs, Mo. Asks reparation. 

No. 15722, American Graphite Co., Ticonderoga, N. Y. vs. Delaware 
& Hudson et al. 

Unjust and unreasonable rates on plumbago and graphite, from 
New York Harbor, N. Y. (within free lighterage limits), to 
Ticonderoga, N. Y. Asks cease and desist order, just and 
reasonable rates, and reparation. 

No. 15723. Tolman, Dow & Co., Inc. et al., Boston, Mass., vs. Tennes- 
see Central et al. 

Unjust, unreasonable, discriminatory and prejudicial rates in 
violation of the fourth section, on green salted cattle and 
horse hides, from Nashville, Tenn., to Manchester, N. H., 
Woburn, Mass., North Woburn, Mass., Portville and Ballston 
Spa, N. Y., and Chester and Curwensville, Pa. Asks cease and 
desist order, just and reasonable rates and reparation. 

No, or Indiana Refining Co., Inc., Lawrenceville, Ill., vs. L. & N. 
et al. 

Excessive, unreasonable and unlawful charges on petroleum 
crude oil from Scottsville, Rodemer, Memphis Junction, Gulfeast 
and Petroleum, Ky., to Lawrenceville, Ill. Asks reparation. 

No, 15725. Lookout Paint Manufacturing Co.,, Chattanooga, Tenn., 
vs. Southern et al. 

Unjust and unreasonable rates, fares and charges on ground 
limestone from Chattanooga, Tenn., to Lancaster, Pa. Asks 
reparation. 

No. 15726. American Licorice Co., Chicago, Ill., vs. Chicago, Mil- 
waukee & St. Paul et al. 

Unreasonable charges on one carload of stick licorice from 
Healy, Ill., to Los Angeles, Calif. Asks cease and desist order 
and reparation. 

No. 15727. Oklahoma Portland Cement Co., Denver, Colo., vs. Ark- 
ansas Valley Interurban et al. 

Unjust, unreasonable, prejudicial, preferential and discrimina- 
tory rates and charges on Portland cement between Ada, Okla., 
and destinations in the various scale territories in western trunk 
— territory. Asks cease and desist order, just and reasonable 
rates, 

No. 15728. Sioux City Live Stock Exchange, Sioux City, Ia., vs. Chi- 
cago & North Western et al. 

Attacks rules and regulations affecting the diversion and recon- 
signment of live stock as discriminatory against the live stock 
shippers and against live stock traffic in that they prohibit a 
change in ownership in transit, and in that by implication and 
by practice they prohibit the reconsigning of live stock at through 
rates after delivery to the original point of destination, whereas 
on other commodities the tariffs permit change in ownership, and 
reconsigning beyond the first point of destination at through 
rates; that rules complained of are discriminatory against the 
Missouri River markets, of which Sioux City is one, and against 
the individuals, firms and corporations doing business there, in 
that they foster shipments to the eastern markets, and place im- 
proper restrictions upon shipments of live stock coming to or 
stopping at the Missouri River markets. Asks that rules be 
withdrawn and that rules held by complainant to be just and 
reasonable and nondiscriminatory be substituted therefor. 

No. 15729. Standard Lumber Co., Winona, Minn., vs. Chicago, Mil- 
waukee & St. Paul. 

Unjust, unreasonable and illegal rates and charges on lump 
coal from Roundup, Mont., to Milan, Appleton and Montevideo, 
Minn. Asks cease and desist order, just and reasonable rates, 
and reparation. 

No. 15730. Swift & Co., Chicago, Ill., vs. Santa Fe et al. 

Unjust and unreasonable rates on live poultry in carloads from 
points in Texas to Hoboken and New York and other points in 
the states of New York and New Jersey. Asks cease and desist 
order, just and reasonable rates, and reparation. 

No. 15731. American Wood Board Co., Schuylerville, N. Y., vs. 
Greenwich & Johnsville et al. 1 

Unreasonable rates on anthracite buckwheat, birdseye and rice 
coal from points in Pennsylvania to Trionda, N. Y. Asks repe- 
ration. 

No. 15732. 
et al. 

Unjust and unreasonable rates on coal from points in West 
Virginia, Virginia and Kentucky, to Brook Ind. Asks cease and 
desist order, just and reasonable rates, and reparation. 

No. 15733. Crown Willamette Paper Co., San Francisco, Cal., vs. 
Director-General as Agent, Missouri Pacific et al. 

Unjust and unreasonable rates on m logs from Pearl, La., 
to Camas, Wash. Asks cease and desist order, just and reason- 
able rates, and reparation. - 

No. 15734. Detroit Chemical Works, Detroit, Mich., vs. Canton et al. 

Unjust, unreasonable and prejudicial rates on crude sulphur 
and crude brimstone from Baltimore, Md., to Detroit, Mich. Asks 
cease and desist order, just and reasonable rates, and reparation. 

No. wey Moore Shipbuilding Co., Oakland, Cal., vs. C. lL & W. 
e a : 

Unjust, unreasonable and unlawful rate of $3.034%4 on shipments 
of marine engines and marine engine parts from Hamilton, O., 
to Oakland, Cal. Asks reparation. 

No. 15736. Keokuk Shippers’ Association et al., Keokuk, Iowa, vs. 
Santa Fe et al. 

Unjust, unreasonable, discriminatory and prejudicial rates and 
charges on agricultural implements and hand corn shellers from 
Racine, Wis., to Keokuk, Iowa. Asks cease and desist order, just 
and reasonable rates, and reparation. , 

No. 15737. Fortune Products Co, et al., Chicago, Libertyville, Joliet, 
Iil., and Milwaukee, Wis., vs. Atchison, Topeka & Santa Fe et al. 

Unjust, unreasonable, unduly prejudicial and disadvantageous 
rates on macaroni products from Chicago, Joliet, Libertyville and 
Milwaukee to destinations in Indiana, Ohio, Michigan, West Vir- 
ginia, Pennsylvania, New York, Massachusetts, Virginia, Florida, 
Georgia, Alabama, Mississippi, Tennessee, Kentucky, Maryland, 
the Carolinas, Arkansas, Louisiana, Oklahoma, Texas, Missouri, 
Iowa and Illinois, in comparison th the general level of rates 
on flour, semolina and cereal food products. Asks for reasonable 
rates and reparation. 

No. 18738. Acme Brick Co. et al., Fort Worth, Texas, vs. Abilene & 
Southern et al. 

Alleges that rates on brick and other clay products included 

in the uniform brick list from Perla and Fort Smith, Ark.; from 


Brook Building & Supply Co., Brook, Ind., vs. C. & O. 
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Bennetts, Bridgeport, Denton, Wichita Falls, Butlers Spur, Palmer 
Ferris, Malakoff, Ginger, Seguin and Thurber, Texas, to points jn 
Kansas, Arkansas, Louisiana and Missouri, on and south of the 
Missouri River; also to Kansas City and St. Louis, Mo., and §£, 
St. Louis, Cairo and Thebes, Ill, are unjust and unreasonable: 
that the rates on brick from Perla and Fort Smith, Ark., to points 
in Texas are unjust and unreasonable. Asks cease and desist 
order, and just and reasonable rates. 

oon a +. mac se Waste Mills, Dallas, Texas, vs, Aberdeen & Rock 
sh e “ 

Excessive, unlawful and unreasonable rates and charges on 
rags and cotton mill sweepings from points in Alabama, Missis- 
sippi, Georgia, North Carolina, South Carolina, Tennessee, Ken- 
tucky and Virginia, New Orleans, Memphis, St. Louis, and Chi- 
cago, to Dallas, Texas. Asks cease and desist order, a reason- 
able rule for applying rates from unnamed intermediate points 
of origin, just and reasonable through routes and joint rates, and 
reparation. 

15740. Bridgeport Traffic Association, Bridgeport, Conn., vs. New 
Haven et al. 

Unjust, unreasonable, discriminatory, prejudicial and disadvan- 
tageous class, commodity and proportional rates on manufactured 
articles from Bridgeport, Conn., to New York City. Asks just 
and reasonable rates and reparation. 


- 15741. Parkersburg Rig & Reel Co., Parkersburg, W. Va., vs. ¢, 


B. & Q. et al. - 
Unjust and unreasonable rates and charges on rig irons from 

Parkersburg, W. Va., to destinations in Wyoming and Colorado, 

a cease and desist order, just and reasonable rates, and rep- 

aration. 

15742. Indian Creek Coal & Coke Co., Somerset, Pa., vs. Atlantic 

City Railroad Company et al. 

Against the 10-cent differential rate on bituminous coal from 
the Indian Creek Valley Railway mines over Myersdale rate as 
resulting in unreasonable and unduly prejudicial rates. Asks for 
reasonable and non-prejudicial rates. 


- 15743. Bona Allen, Inc., Buford, Ga., vs. Boston & Maine et al 


Unjust, unreasonable, preferential or prejudicial rates, in viola- 
tion of the long-and-short-haul clause of section 4, and unlawful 
in violation of section 6, on quebracho, wattle bark, myrobalans, 
valonia, divi-divi pods and other tanning materials and extracts, 
imported through the port of New York and moving to Buford, 
Ga. Asks cease and desist order, just and reasonable rates, and 
reparation. 

15744. Nebraska Cement Co., Denver, Colo., vs. Arkansas Valley 
Interurban et al. 

Unjust, unreasonable, discriminatory, prejudicial and pre- 
ferential rates on portland cement from Superior, Nebr., to points 
of destination in Scales II, III and IV territories, as published 
in Agent E. B. Boyd’s Trfs. I. C. C. A-1343 and A-1344. Asks 
cease and desist order, and just and reasonable rates. 

15745. Chattanooga Manufacturers’ Assoc., Chattanooga, Tenn., 
vs. New Orleans & Northeastern et al. 

Unjust and unreasonable rates and charges, in violation of the 
long-and-short-haul clause of section 4, on green coffee from 
New Orleans to Chattanooga. Asks cease and desist order, just 
and reasonable rates, and reparation. 

15746. Skinner & Eddy Corp., et al., Seattle, Wash., vs. Director- 
General as agent. 

Unjust and unreasonable rates, in violation of section 6, on 
shipments of coils, heating, iron or steel, from Mount Morris and 
East Rochester, N. Y., and Bloomfield, N. J., to Seattle, Wash. 
Asks reparation. 


15746. Sub. No. 1. J. F. Duthie & Co. et al., Seattle, Wash., vs. 
Director-General as agent. 

Unjust and unreasonable rates, in violation of section 6, on 
turbines and parts thereof, from Trenton, N. J., Hamilton, Ohio, 
Schenectady, N. Y., Indianapolis, Ind.,‘'and Weehawken, N. J., to 
Seattle, Wash.; oni generators from St. Joseph, Mich., to Seattle, 
Wash., and from Minneapolis, Minn., to Everett, Wash.; on 
machinery, air compressing, and parts thereof, from Auburn, 
N. Y., and Corliss, Wis., to Seattle, Wash.; on hoists from 
Bucyrus and Willoughby, Ohio, Bensenville, Il., Columbus, Ind., 
and Minneapolis, Minn., to Seattle; boilers from Erie, Pa., and 
Burlington, Iowa, to Seattle; trains from Huntington, Ind., to 
East Portland, Ore.; smoke stacks from Grand Avenue, IIl., to 
Seattle; and punches from Trenton, N. J., to Everett, Wash. Asks 
reparation. 

15746, Sub. No. 2. Meacham & Babcock Shipbuilding Co., et al., 
Seattle, Wash., vs. Director-General as agent. 

Unjust and unreasonable rates, in violation of section 6, on iron 
and steel articles from eastern points of origin to Seattle, Wash. 
Asks reparation. 


. 15746, Sub. No. 3. Hesse Martin Iron Works Co., Portland, Ore., 


vs. Director-General as agent. 

Unjust and unreasonable rates. in violation of section 6, on 
hoists from Denver and Colorado Springs, Colo., to East Portland, 
Ore. Asks reparation. 

15747. The Midland Refining Co., et al., El Dorado, Kan., vs. 
Santa Fe et al. 

Unjust, unreasonable, prejudicial and preferential rates on 
lubricating oils and greases from El Dorado, Kans., to Wilson, 
Okla. Asks reparation. 


. 15748. Western Petroleum Refiners Assn., Tulsa, Okla., vs. St. 


Louis-San Francisco et al. : 4 

Attacks Section 2 of rule 35 of Consolidated Classification No. 
8, Agent F. W. Smith’s I. C. C., O. C. 47; Agent R. C. Fyfe’'s | 
Cc. C. No. 16, and Agent E. H. Dulaney’s I. C. C. No. 15, and as 
amended, alleging that provision providing for the computation of 
weight of the quantity loaded in the dome of tank cars of _pe- 
troleum products, on which loading in the dome is permitted, is 
unjust and unreasonable and results in the payment of freight 
charges based upon excessive weights and for a_ service not 
rendered. Asks cease and desist order and a rule permitting of 
a more equitable basis for the assessment of freight charges. 
15749. Beges & Cobb, Inc., et al., Winchester, Mass., vs, Boston 
& Maine et al. 

Unjust, unreasonable rates, in violation of section 4, on green 
salted hides from Nashville, Tenn., to points in the state of 
Massachusetts taking Boston basis of rates. Asks cease and desist 
order, just and reasonable rates, and reparation. 

15750. The Prairie Pipe Line Co., Topeka, Kans., vs. Arkansas 
Western et al. 

Unjust, unreasonable, discriminatory, preferential and prejudicial 
rates on wrought iron and steel pipe and tank iron and steél, 
carloads, between points in Kansas and points in Oklahoma, be- 
tween points in Kansas and points in Texas, between points in 
Oklahoma and points in Texas, between points in Kansas and 
points in Arkansas, between points in Arkansas and points in 
Oklahoma, and between points in Arkansas and points in Texas. 
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AN ABSTRACT 


of Every New Freight 
and Express Tariff 
and of 
Every Supplement 
Filed With 


The Interstate Commerce 
Commission 


by carriers, subject to 
the act to regulate 
commerce, is printed in 


The TRAFFIC BULLETIN 


and, except in the case 
of short notice tariffs, 
it is printed 


At Least Twenty Days 


before the effective date 


The same plan is followed with 
Boat Line Tariffs filed with 


THE SHIPPING BOARD 


You can deal in futures on Freight 
and Express Rates by means of 
The Traffic Bulletin and with no 
chance to lose. 


Samples and complete information free 


The Traffic Service Corp’n 


418 South Market Street, CHICAGO, ILL. 


MEMPHIS 


TENNESSEE 


The South’s Most Centrally Located 
Distributing Center 












The Home of the World’s Largest Cotton 
Warehouses, operating departments for the 


STORAGE 


of General Merchandise, Automobiles and 


Pool Car Distribution 


This fac simile letter shows the character of service we give our patrons 


Address all correspondence to the Company 









“Pillsbury’s A’ Largest Flour Mill in the World 


Pillsbury Flour Mills Com 
Minneapolis,Minn.U.S.A. | 









MEMPHIS, TENN., March 6, 1924. 

Memphis Terminal Corporation H. L. BOUTY. 

15th Floor Central Bank Building, MEMPHIS BRANCH 
Memphis, Tennessee 620-21, _Emheses Bldg. 
Gentlemen: - 


Attention Mr. L. E. McKnight ,Traffic Te 





We wish to thank yo for the excellent service 
your Company has given us-since you have been handli 
our fiour and other products. We haven't had any 
occasion for complaint and have had many compliments 
from our customers regarding the promptness with 
which you handle our deliveries. 











The writer has been with the Pillsbury Flour 
Mills Company for over fifteen years and I can frankly 
state that you are keeping our stock of products in 
a neater and more sanitary condition. than any stock 
of flour it has been the writer's pleasure to examine. 


Thanking you and your associates for your ma 
courtesies, we are ; ~ 






MemphisTerminal Corporation 


General Offices 
15th Floor Central Bank Building | 


Member: American Warehousemen’s Association 
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Asks cease and desist order, just and reasonable rates, and rep- 


aration. 
No. 15750. Sub. No. 1. The Prairie Oi] and Gas Co., Independence, 
Kans., vs. Santa Fe et al. 

Unjust, unreasonable, discriminatory, preferential and peeeicie 
rates on iron and steel pipe, tanks, tank material, oil well supplies, 
well boring outfits and parts thereof, between points in Oklahoma 
and points in Texas, between points in Kansas and points in 
Oklahoma, and between ints in Kansas and points in Texas. 
Asks cease and desist order, just and reasonable rates, and rep- 


aration. 
No. 15751. The Colorado Portland Cement Co., et al., Denver, Colo., vs. 
Arkansas Valley Interurban et al. 

Unjust, unreasonable, discriminatory and prejudicial rates and 
charges on Portland cement from complainants’ plants at Portland 
and Concrete, Colo., to points of destination in Scales II, III and 
IV territories as published in Agent E. B. Boyd’s tariffs I. C. C. 
A-1343 and A-1344. Asks cease and desist order, just, reasonable, 
unprejudicial and non-discriminatory rates. 

No. 15752. B. Lissberger & Co., New York City, vs. C. & O, et al. 

Unjust and unreasonable charges on spelter by-products from 
Middletown and Cincinnati, Ohio, Ashland, Ky., and New York 
City, to Newport News, Va. Asks cease and desist order, rea- 
sonable rates for the future, and reparation. 

No. 15753. Waco Chamber of Commerce et al., Waco, Texas, vs. 
Director General as agent, G. H. & S, A. et al. | 

Unjust, unreasonable, preferential and discriminatory rates and 
charges on bagging and ties from Galveston, Tex., to Alexandria, 
La. Asks reparation. 

No. 15754. The Joseph Gentile Co., Cincinnati, Ohio, vs. American Rail- 
way Express Company. 

Unjust, unreasonable, discriminatory and prejudicial rates on 
fruits and vegetables from Turlock, Cal., to New York and Boston 
and points taking the same rates. Asks just and reasonable rate 
on cantaloupes, and reparation. 

No. 15755. Oakland Chamber of Commerce, Oakland, Calif., vs. South- 
ern Pacific et al. 

Alleges that defendants discriminate against Oakland and pre- 
fer San Francisco because same provision for absorption of cer- 
tain unloading charges applied at San Francisco is not applied 
at Oakland. Asks cease and desist order, just and reasonable pro- 
vision relative to absorption of unloading charges. 

No. oe R. L. Gould & Co., St. Paul, Minn., vs. New York Central 
et al. 

Unjust and unreasonable charges on shipments of dry earth 
paint from Natural Bridge, New York, to St. Paul, Minn. Asks 
reparation. 

No, by « Powell-Sanders Co., Spokane, Wash., vs. Southern Pacific 
et al. 

Unjust and unreasonable rates on raisins from Fresno, Calif., to 
Spokane, Wash. Asks reparation. 

No. Ly Simms Oil Co., Dallas, Tex., vs. Louisiana and Northwest 
et al. 

Unjust, unreasonable, discriminatory, preferential or prejudicial 
rates on steel pipe and pipe fittings and fire brick from Homer, 
La., to Navarro, Tex., and on steel pipe and one pump from Burn- 
ham, Tex., to Haynesville, La. Asks cease and desist order, just 
and reasonable rates, and reparation. 

No, 15759. The Walla Walla County Farm Bureau, Walla Walla, 
Wash., vs. Northern Pacific et al. 

Unjust, unreasonable and discriminatory rates on grain and 
farm products between points on the Northern Pacific and the 
Oregon-Washington Railroad & Navigation Company’s road, south 
of the Snake River in Washington, and Portland, Ore., on the 
one hand, and Seattle and Tacoma and other North Pacific ports 
on the other hand. Asks cease and desist ordtr, and just and 
reasonable rates. 

No. a B. Lissberger & Co. et al. vs. Central of New Jersey 
et al. 

Unjust and unreasonable, discriminatory and prejudicial rates 
on lead alloys in pigs and bars from New York City and New 
York rate points, including Newark, N. J., to Buffalo, Pitts- 
burgh, Chicago and other points in Illinois, Indiana, Ohio, Penn- 
sylvania, New York, Kentucky and Tennessee. Asks cease and 
desist order, just and reasonable rates and reparation. 

No. 15761. Fifth and Ninth Districts Coal Traffic Bureau, Chicago, 
Ill., vs. Chicago, Rock Island & Pacific et al. 

Excessive, unjust, unreasonable, prejudicial, discriminatory 
and preferential rates on bituminous coal from mines in the 
Belleville district of Illinois to Kansas City, Atchison, Leaven- 
worth and St. Joseph. Asks cease and desist order, just, rea- 


sone, non-discriminatory and non-prejudicial joint through 
rates, 


No. 15762, Omaha Grain Exchange, Omaha, Neb., vs. Atlantic 
Northern et al. 

Alleges that complainant was subjected to the payment of 
rates on grain and grain products from points on the Atlantic 
Northern in Iowa to Council Bluffs, Ia., and Omaha, Neb., which 
are unjust and unreasonable, and unduly preferential to Kansas 
City, Chicago, St. Louis, Minneapolis and Des Moines, and un- 
dul prejudicial to complainant. Asks cease and desist order 
and just and reasonable rates. «a 

No. 15763. National-American Wholesale Lumber Association, Inc., 
New York City, vs. B. & O. et al. 

Unjust and unreasonable rates in violation of Section 4 on 
lumber from Camden-on-Gauley, W. Va., to Ste. Therese, Que. 
Asks cease and desist order, just and reasonable rates and 
reparation. 

No. 15764. Traffic Bureau Chamber of Commerce, Lynchburg, Va., 
vs, Seaboard Air Line et al. 

Alleges that complainant has been damaged because two ship- 
ments of lumber from Trio, S. C., to Spartanburg, S. C., were 
not routed over the cheapest route. Asks reparation. 

No. 15765. Hale-Halsell Company, McAlester, Okla., vs. Kansas, 
Oklahoma & Gulf et al. 

Unjust, unreasonable, preferential or prejudicial rates on toilet 
Paper from Green Bay, Wis., to Okay, Okla. Asks cease and 
desist order, just and reasonable rates and reparation. 

No. 15766. Traffic Bureau Raleigh Chamber of Commerce, Raleigh, 
N. C., vs, Seaboard Air Line et al. 

Unjust, unreasonable, discriminatory and preferential rates 
in violation of the long-and-short haul clause and in violation 
of the classification rating and rules governing said rates on 
one Browing Locomotive Crane with two idler cars for over- 
hanging or detached parts, from Gilmerton, Va., to Greystone, 
N. C. Asks cease and desist order, just and reasonable rates 
and reparation. 

No. 15767. Louisiana Red Cypress Company, New Orleans, vs. Mor- 
gan’s L, & T. R. R. & 8S. S. Co. et al. 
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Unjust, unreasonable, prejudicial and discriminatory rate on 
cypress shingles from Garden City and Patterson, La., to Eagle 
Pass, Texas, for export to Mexico, Asks reparation. 

No. 15768. MacDougald Construction Co, et al., Atlanta, Ga., vs. 
Central of Georgia et al. 

Unjust, unreasonable and prejudicial rates in violation of the 
long-and-short haul provision of Section 4 on cement from Leeds, 
Ala., to Deerland, Ga. Asks reparation. 

No. 15769. Joseph Dixon Crucible Company et al., Jersey City, N, 
J., VS, Pennsylvania et al. 

Unjust and unreasonable rates on shipments of cedar wood 
pencil slats from Shelbyville and other points in Tennessee to 
Jersey City and New York. Asks cease and desist order and 
repaartion. 

No. 15770. Federal Match Corporation, New York City, vs. Great 
Northern et al. 


Unjust, unreasonable, discriminatory, preferential and preju- 


dicial charges on lumber because on complainant’s shipments of ° 


lumber originating at competitive points on the rails of the 
Northern Pacific, Spokane International or the Great Northern, 
inbound, and switched to its plant at Spokane, and milled in 
transit, and afterwards shipped out by complainant and routed 
by the lines of the originating carrier, the defendants named 
absorbed the switching charges of the Oregon Washington R. R, 
& Nav. Company, or the Chicago, Milwaukee & St. Paul, 
amounting to $3.60 per car into the plant and $3.60 per car out- 
bound, but that on complainant’s shipments inbound originating 
at local points on the Northern Pacific, Spokane International 
or Great Northern the last three defendants named have failed 
and refused to absorb switching charges of the Oregon-Wash- 
ington or the Chicago, Milwaukee & St. Paul. Asks. just and 
reasonable rates, absorption of switching charges and reparation, 
No. 15771. Greenbrier & Eastern R. R. Co. of West Virginia vs. 
Sewell Valley et al. 
Complaints of defendants’ rules, regulations and practices in 
respect to car service, including the compensation to be paid for 
the use of cars. Asks cease and desist order, just and reason- 
able rules, regulations and practices, and reparation. 


No. bap: The Carter Oil Company, Tulsa, Okla., vs. C., B. & Q. 
e 


Unjust and unreasonable rates on wrought iron pipe from 
Walden, Colo., to Casper, Wyo. Asks cease and desist order, just 
and reasonable rates and reparation. 


No. 15773. Leake & Goodlett, Birmingham, Ala., vs. St. Louis-San 
Francisco. 


Unjust and unlawful rates and charges on shipment of yellow 


Pine lumber from Tupelo, Miss., to Memphis, Tenn. Asks cease 
and desist order and reparation. 


No. B nay _ H-O Cereal Company, Inc., Buffalo, N. Y., vs. Santa 

e et al. 

Unjust, unreasonable, discriminatory and preferential rates in 
violation of section 4 on rolled oats or oatmeal from Buffalo, 
N. Y., to points in California, Nevada, Oregon and Washington. 
Asks for removal of discrimination and reparation. 


STORE DOOR DELIVERY 


Editor, The Traffic World: 

I note in the issue of April 5 (page 876) a store door de 
livery plan suggested by the American Railway Express 
Company. 

This is one of the most arbitrary plans or suggestions 
that has ever come to my notice. We would have to give up 
our individual trucking connections, the shipper’s right to 
route, and pay an arbitrary trucking charge. Delivery would 
be made in all cases to the address of the consignee, vegard- 
less of whether the shipment was for export or for delivery 
to some particular pier or point other than consignee’s ware- 
house, which would entail additional charges; would also 
give up our free time both on domestic and export shipments. 

It seems to me that the committee suggesting this radical 
plan gave no consideration whatever to commercial necessities 
or needs and were overlooking entirely the fact that they are 
here to serve the public, not themselves. 

The plan suggested is so absurb that it is hardly worthy 
of consideration and I am sure that the shipping public and 
everyone connected with shipping, except the committee that 
made these suggestions, would oppose the plan. It appeals io 
me as being an attempt on the part of the American Railway 
Express people to back-fire against the propaganda that has 
been, and is being spread -advocating store door delivery in 
large cities. 

New Britain, Conn., April 8, 1924 R. W. Poteet, 
Traffic Manager, The Stanley Works. 


NORTHERN COLORADO & EASTERN OPERATION 


The Commission has authorized the Northern Colorado & 
Eastern Railroad Company, when organized, to acquire and oP 
erate a line of railroad in Albany county, Wyoming, and Jackson 
county, Colorado, and to issue $424,000 of 6 per cent preferred 
stock, class A; $550,000 of 6 per cent preferred stock, class B, of 
the par value of $100 a share, and 25,000 shares of common 
stock without nominal or par value in connection with the acaqui 
sition of the property. The line extends from Laramie, Wyo. 
to Coalmont, Colo., approximately 112 miles, and was operated 
by the Colorado, Wyoming & Eastern. Commissioner Eastman 
dissented to the reorganization, plan> 


‘THE DAILY TRAFFIC WORLD is delivered by 
messenger to Chicago Loop subscribers and forwarded 
under first class postage to all the others, thus insuring 
prompt and regular receipt. 
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oe tee ; me: ; ; aS —Renders all forms of warehouse serv- 


ice. 


— Stores automobiles and general mer- 
chandise. 


——Distributes pool cars without carting 
charges. 


—Makes local deliveries. 


—Issues negotiable and non-negotiable 
warehouse receipts. 


—Has lowest insurance rate in Buffalo. 
——Has storage-in-transit privileges. 


—Only Government bonded public 
warehouse in Buffalo. 


—Located on Erie and N. Y. C. R. R. 
125 Car spotting capacity. 


—Offers you the services of its Traffic 
and Warehouse Departments in solv- 
ing your storage .and distribution 
problems. 


Office and storage space may be rented 
by the square foot if desired. 


For information and prices, write 


J. E. Wilson, Traffic Manager, 


=~ iS S Leth tt Co tac. 
WAREHOU SES ; 680 Seneca St., _ Buffalo, N. Y_ 

















14 Buildings in Downtown Wholesale District for Merchandise Storage 
L. C. L. Shipments via all R. R. Lines without cartage. Insurance rates as low as 17 cents 


SECURITY WAREHOUSE CO., MINNEAPOLIS 
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Docket of the Commission 





Note. items In the Docket marked with an asterisk “) are nt 


having been added since the last Issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


April 14—St. Louis, Mo.—Examiner Disque: 

‘Il. and S. No, 2068—Grain and grain products between Mississippi 
River and Missouri points. 

Portions of fourth section applications Nos. 4218 et al., filed by 
Mo. Pac. R. R., etc., concerning rates on grain and grain prod- 
ucts from points in southeast Missouri to Memphis, Mobile, St. 
Louis, Cairo, New Orleans, La., etc. (hearing in connection with 
I. and 8. No. 

age, yg on, D. C.—Examiner Marchand: 

Val. Dkt —In re tentative valuation of the property of Chi- 
cago & masters Illinois R. R. Co. 

April 14—Washington, D. C.—Examiner Cummings 

Fourth Section App. No. 3801, filed by Ganede Atlantic Transit 
Company (of U. S.), concerning classes and commodity rates 
from eastern trunk line territory and Canadian po to Chi- 
cago, Ill, Milwaukee, Wis., and other western points, etc. (fur- 
ther hearing). 

April 14—Chicago—Examiner Gault: 

15347. x Council of Furniture Associations vs. Ann Arbor 

e 
April 14—Washineton, C.—Examiner Copenhafer: 
bee or ag aL est Virginia. Pulp & Paper Company vs. B. & O. R. R. 
e 
A ae Le on, D. C.—Examiner Cassidy 
and §S. No. 2034—Loading of less carload treight on lighters in 
* Norfolk, Va., harbor. 
April 14—Springfield, Mo.—Examiner Seal: 
1. and S. No, 2036—Transit rules on grain at stations in Missouri. 
April 14—New Orleans, La.—Examiner Hosmer: 
——_ sal Orleans Coal & Bisso Towboat Company vs. L. & N. 
April 15—Washington, D. C.—Examiner Copenhafer: 
* 15420—Virginia Blue Ridge Railway vs. Southern Railway Company. 
April 15—Lansing, Mich.—Public Utilities Commission of Michigan: 

* Finance No. 1708—In the matter of the application of the Pere 
Marquette Railway Co. for a certificate of public convenience 
and necessity authorizing it to abandon a line of railroad known 
as the Buchanan branch in Berien County, Mich. 

April 15—Thomasville, Ga.—Public Service Commission of Georgia: 

Finance No, 3373—In the matter of the application of the Pelham 

& Havana Railroad Company for a certificate of public con- 


vansenes and necessity authorizing it to abandon its line of rail- 
roa 


April 15—Philadelphia—Examiner Carter: 
15490, Alan Wood Iron & Steel Company et al., vs. P. R. R. et al. 


April 15—Washington, D. C.—Examiner Cummings: 

Fourth Section Applications Nos. 1774 et al., fled by Agent C. C. 
McCain and others, concerning Class Rates between Eastern Trunk 
Line territory, etc. 

Fourth Section Application Nos. 2073 et al., filed by J. F. Tucker, 
agent, and numerous others, relative to rates on classes on traffic 
via rail ~ partly by rail and partly by water (1) between points 
in C. A. territory and points in eastern trunk line and New 
Hngland freight association territories, and (2) between points 


in eastern trunk line and points in New England freight associa- 
tion territory. 


April 16—Columbia, C. Examiner Worthington, 
Metal Portion Chats Company vs. Aberdeen & Rockfish R. R. 


Portions of fourth section application Nos. 703 and 1548, 
filed by R. R. and Southern Ry., respectively, concerning 
rates on Tieebitins from High Point, Winston- Salem, Statesville, 
Thomasville, and Siler City, N. C.; to destinations in Georgia 
and Florida, etc. 
April 16—Argument at Washington, D. C.: 
11892—U. S. War Dept., Inland Waterways, Missyssippi Warrior 
Service vs. Abilene & Southern Ry. et al. 
11893—U. S. War Dept., Inland Waterways, Mississippi Warrior 
Service vs. Abilene & Southern Ry. et al. 


13290—U. S. War Dept., Inland Waterways, Mississippi Warrior 
Service vs. Aberdeen & Rockfish R. R. et al. 


April 16—Jackson, Miss.—Examiner Hosmer: 

'15501—-Southland Cotton Oil Company et al. vs. A. « V. Ry. et al. 

bes Dg > ae Bureau for Case-teel Company et al. vs, A. 

Portions of Fourth Section App. No. 373, filed by Morgan’s La. 

Tex. R. R. & S. S. Co. and the Louisiana Western R. R., con- 
cerriing rates = salt from Louisiana points to Jackson and 
Natchez, Miss., etc. 

April 17—Ar ment at Washington, D. C.: 

* Ex Parte 86—In re the propriety of extending the effective date of 
the Commission’s supplemental order of March 11, 1924, in con- 
nection with Section 28 of the Merchant Marine Act, 1920. 

April ho aa Pee > Tll.—Examiner Gault: 

i. —~ 7i—Routing of coal from C. & O. Ry., via La Crosse, 
Ind. 

April 18—Kansas City, Mo.—Examiner Woodrow 

t. and &. No. 3008 Bill of lading forms on chipments from Canada. 

April 18—Argument at Washington, D. C.: 

14700—Depreciation charges of telephone companies, 

15100—Depreciation charges of steam railroad companies. 

April Levante mae a D. C.—Examiner Davis: 

Finance No. —in the matter of the joint application of the 
Illinois Bell Telephone Co. and the Commercial Telephone & Tele- 
graph Co. that the proposed exchange of property between the 
pemoaere be certified to be of advantage to the persons to whom 
service is to be rendered and to be in the public interest. 

Finance No. 3532—In the matter of the joint application of the 
Tuscarawas County Telephone Co. and the Ohio Bell Telephone 
Co. for certificates that the proposed sale of certain of the tele- 
phone property of the former to the latter and the proposed sale 


of certain property of the latter to the former, will be of ad- 
vantage and in the public interest. 

Finance No. 3535—In the matter of the joint application of the South- 
ern Bell Telephone and Telegraph Company and the Brevard County 
Telephone ae for a certificate that the proposed acquisition 
by the former, of the properties of the latter company, and making 
the same a part of the system of the former, will be of advantage 
to the persons to whom service is to be rendered and in the 
public interest. 

April 19—Meridian, Miss.—Examiner Hosmer: 

or > emanes Traffic Bureau vs. Southern Ry., Director General 
et al. 

1, and S. No. 1372—Meridian Rate Case. (Hearing with respect to 
rates on cotton, clay, concrete and shale products and hay.) 

April 21—Washington, D. C.—Director Mahaffie: 

* Finance No. 3515—In the matter of the application of the Missouri 
Pacific Railroad Company for authority for the acquisition by it 
of 150,000, without nominal or par =~ of the stock of the 
Denver & Rio Grande Western R. R. 

April 21—Kansas City, Mo.—Examiner weclites 

*. gad >. No. 2041—Switching in Kansas City, * Mo. -Kan. switching 

strict. 


I. = S. No. 2060—Absorption of switching charges at Kansas City, 
Oo. -K an. 
April 21—Washington, D. C.—Examiner Marchand: 
Valuation Docket ss re tentative valuation of the properties 
of Pere Marquette R. Grand Rapids, Kalkaska & Southeastern 
R. R. Co., Huron & Western R. R. Co., and Chicago & Weat 
Michigan Ry. Co. 
—- 21—Bismarck, N. D.—Examiner Wagner: 
1. and S, No. 1953—Lignite coal from North Dakota to stations in 
North Dakota, South Dakota and Minnesota. 
15321—Zap Colliery Company vs. Northern Pacific Ry. Co. 
April 21—Baker, Ore.—Examiner Kephart: 
+4 American — Live Stock Association et al. vs. 0.-W. 
R. R. & Nav. Co. et al. 
April 21—Argument at Washington, 


es 
13288 (and Sub No, 1 1)—Mississippi Valisy Iron Company vs Chicago 
& Northwestern Ry. et al. 


Ane 22—Argument at Washington, D. C.: 
12982—Weatherford, Crump & Company vs. Abilene & Southern et al. 
14346—Houston Cotton Exchange and Board of Trade vs. Abilene & 
Southern et al. 


4385—Houston Cotton Exchange and Board of Trade et al. vs. 
Aberdeen & Rockfish R. R. et al. 


April 22—Washington, D. C.—Chairman Hall and ne Gary: 
15007—Pittsburgh Coal Producers’ Association et al. vs. Ashland 
Coal & Iron Ry. et al. 
15423—Northern West Virginia Coal Operators’ Association vs. B. 
& O. R. R. et al. 
April 22—Birmingham Ala.—Examiner eer: 
“a Birmingham Traffic Bureau vs. 
April 23—Argument at Washington, D. 
14189 (and Sub. Nos. 1 and 2)-—Keheson Gane Company vs. Di- 
rector General, N. Y. C. R. R. et al. 
14313 (and Sub. Nos. 1 and 2)—Certain-teed pees Corporation 
vs, Arkansas & Louisiana Missouri Ry. et a 
14849—S. W. Thaxter & Company vs. Director. ese 
* 13898—The Philip Carey Company et al. vs. T. & S. F. Ry. et al. 
Portions of fourth section app. No. 701, Wea by F. ‘A. Leland, 
concerning rates on roofing and building’ paper or felt and pre- 
pared roofing, from Erie, Pa. and North Tonawanda, N. Y., etc. 
to Beaumont, Galveston, Houston, and Orange, Tex. 
April 24—Washington, D. C.—Division 5: 
14556—Efficiency and economy of management of common carriers 
(portion affecting the Lehigh Valley Railroad Co.). 
April 25—Philadelphia, Pa.—Public Service Comm. of Pennsylvania: 
Finance No. 3385—In the matter of the application of the Cambria 
& Indiana Railroad Company for a certificate of public convenience 
and necessity authorizing it to construct an extension of its line 
of railroad. 
April 25—Argument at Washington, D. C.: 
se Creosoting Company vs. La. & Pac. Ry., Director 
ener: 
14701—Jackson Traffic Bureau vs. A. & V. Ry. et al. Portions of 
F. S. App. No. 461, filed by F. A. Leland, concerning through 
class and commodity rates from —- Miss., to points in 
Louisiana and Missouri on Mo. Pac. R. R. ‘and conn., etc. 
14810—Traffic Dept., pecan N. C., Chamber of Commerce vs. 
A. C. L. R. R. et al. 
Portions of F. S. App. Nos. 703, 1074, 1573 and 1548, filed by A. C. 
L. and others, concerning rates, $. fertilizer from Wilmington, 
N. C., to pts, in N. C., Ss. C., and 
— on Ga.—Examiner aideatine 
15507—I. Sutphin Company et al. vs. Southern Ry. et al. 
 418601—J, W. Patterson Commission Company et al. vs. Central of 
Georgia Ry. et al. 
April 26—Argument at Washington, D. _* 
14739—The Coca Cola Company vs. B. & O. R. R. et al. 
“aoe Goods Manufacturing Company et al. vs. A. & V. 


L.-S. F. Ry. Co. 


11446_—Ehe “Northern West Virginia Coal Operators’ Assn. vs. P. R. 
R., Director General et al. 
See 28—Washington, D. C.—Examiner Fleming 
* 1, and S. No. 2087—Attendants with race horses, via express. 
April 28—Norfolk, Va.—Examiner Hosmer: 


* 1. and S. No, 2086—Absorption of switching charges at Ports- 
mouth, Va. 


May 28—Argument at Washington, D. C.: 
* 14356—Chase & Norton, Inc., et al., vs. Ann Arbor: R. R. et al. 


* 14494 (and Sub. No. 1)—Burlington Shippers’ Association et al. vs. 
Santa Fe et al. 


April 28—Washington, D. C.—Examiner Kelley 
Val. Dkt. No. 311—In re tentative velantions of the New York, 
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*1| The $5,000,000 Santa Fe Terminal 
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nty 


‘ Building at Your requirements for the South- 


west can be fulfilled in any of its 
four Units. 


ral 


, to 


Dallas, Texas ) UNIT 1. Nineteen story modern model finish office 


building and adjoining, ten story wholesale 
= display rooms equipped for carrying smail 
‘ing be . 
ity, Located in the UNIT 2. BONDED PUBLIC WAREHOUSE. Occupied 


stocks. 
* by THE DALLAS TRANSFER COMPANY. 
heen heart of the city General warehousing, distribution and pool car 


uri 


Vest service. Members American Warehouse- 
men’s Association and American Chain of 

s in Warehouses. Approximately 275,000 square 
feet. 
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: . UNIT 3. Cold storage warehouse for perishable prod- 

salad Babson says: ucts—1,500,000 cubic feet capacity—Occupied 

“The time will come when by the Southern Ice & Utilities Co. 

tal. Texas will have the largest pop- et : . ge 

— ulation of any State in the NIT 4. To be occupied by National Distributors. 

| country. Wise are the N orth- All Units connected by five submerged railroad 

‘ad ern manufacturers and jobbers 


J : tracks entirely out of the way of surface operations 
7 who are now laying their plans and interferences, through underground tubes. 
with this future in view.” 


Office Building and Showroom Unit completed Jan. 


1, 1925. Cold Storage Unit Completed Sept. 1, 1924. 
Bae Bonded Storage Warehouse Unit completed July 1, 
ation 1924. F 


The Buyers’ Center 
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Contract for space in any of its Units by applying to: 
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lience 
s line 


Dallas Transfer Company, Dallas 
Southern Ice & Utilities Company, Dallas 
Terminal Building Corporation of Dallas 
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ew — & Hartford Railroad Company et al. (adjourned 
April Te a D. C.—Examiner Hunter: 
{. and &. No. 1878, Refrigeration c . Florida, Maryland, Penn- 
sylvania and West Virginia to interstate destinations. 
April 28—Argument at Washington, D. C.: 
13585—The Public Service ion of Indiana vs. Santa Fe et al. 
13669—The Public Service Commission of Indiana vs, Santa Fe et al, 
Portions of F. §. App.’ No. 959, filed by W. A. Poteet, Agent, 
concerning rates on sugar from points in Colo., Idaho, Kansas, 
Nebraska and Utah to points in Illinois and Indiana, etc. 
ee cl Lime & Portland Cement Company vs. Mo. Pac. 


as 28—Salt Lake City, Utah—Examiner Kephart: 


Anderson Taylor Company et al, vs. Santa Fe Ry., Director 


‘ General, et al. . 
15277—SaltLake Iron & Steel Company vs. Director General. 

April 29—Salt Lake City, Utah—Examiner Kephart: 

* Fourth Section Application No. 12365, filed by Agent Countiss, con- 
cerning rates on lumber and forest products from points of origin 
taking ‘“‘Coast group’’ rates in Oregon located on Southern Pacific 
Co, and connections to destinations in Idaho and Utah located 
on Southern Pacific Co. and other lines. 

April 29—Argument at Washington, D. C.: 

Fourth Section Be eon Nos. 1860, 1862, 3024; and portions of F. 
S. App. Nos. 1842 and 4220.—Class and commodity rates from 

* Chicago, Milwaukee and St. Paul and group points to points in 
Kansas and Nebraska. 


April 30—Argument at Washington, D. ©. , 
Finance No. 2954—Abandonment of Frankfort & Cincinnati Railway. 

May 1—Fort Worth, Tex.—Examiner Weaver: 

* eo S. No. 2077—-Exceptions to Western Classification ratings on 
junk, , 

May 1—Washington, D. C.—Examiner Fleming: 

* 13158—Nelson el Company et al. vs. C. & O. Ry. et al. 

Ma 1 —ianpepolie, Minn.—Examiner Pyne: 

*1 —The Kindred Farmers Elevator Company ys. Director General 
and Great Northern Railway: Co. Phas 

* 1. and §..No, 2070—Potaties, ‘Michigan, Minnesota and Wisconsin to 
Alabama and Tennessee, 

May 1—Philadelphia, Pa.—Examiner Konigsberg: 

* 15566—A. Berkman vs. P. R. et al. 

* 46619—Clayton N. Risser et al. vs. Santa Fe et al. 

May i1—Argument at Washington, D. C.: 

1 Investigation of power brakes and appliances for operating 

power brake systems... 

May 1—Denver, Coio.—Examiner Kephart: 

' 15365—Nebraska Cement Company vs. Mo. Pac. R. R. et al. 

hig? eee James G. Noll Lumber Company vs. C. & N. W. Ry. 
et al. 

May 2—Pittsburgh, Penna.—Examiner Witters: 

* 18643—-Duquesne Reduction Company vs. P. R. R. et al. 

* 15660—Gulf Refining Company vs. A. & W. P. R. R. et al. 


May 2—Huntington, W. Va—Examiner Seal: 

* 1662—The Peytona Lumber Company et al. vs. C. & O. Ry. et al. 

May 2—Fort Worth, Tex.—Examiner Weaver: 

* 15574 (and Sub. No. 1)—Texas Pacific Coal and Oil Company vs. 

Texas & Pacific Ry. Co. et al. 

May 2—Memphis, Tenn.—Examiner Smith: 

* Fourth Section App. No. 12540, filed by Agent Galligan et al., con- 
cerning rates on various commodities: from St. Louis, Mo., Chi- 
cago, Peoria and Springfield, Ill., Milwaukee, Wis., and India- 
napolis, Ind., etc., to New Orleans, 

* Fourth Section App. No. 12560, filed by Agent Speiden, concerning 
rates on various commodities from St. Louis, Mo., Louisville, 
Owensboro and Henderson, Ky., Evancville, Ind., and Cincinnati, 
O., to New Orleans, La., Gulfport, Miss., Mobile, Ala., and Pensa- 
cola, Fla. 

May 2—Washington, D. C.—Examiner Fuller: 

44916—Allowances on divisions received by the Texas Gulf Sulphur 
Co, and the Houston & Brazos es | Railway Co. 
13466—Texas Gulf Sulphur Co. vs. A. T. & S. F. et al. 
13653—Texas Guif Sulphur Co. vs. G. C, & S. F. et al. 
May 2—Argument at Washington, D. C.: 
40227 lectric Railway Mail Pay. 

May 5—Pittsburgh, Pa.—Examine Witters: 

* 11275—Carnegie Steel Company vs. Director General, Pittsburgh & 
Ohio Valley R. R. et al. 

* 14612—Carnegie Steel Company vs. Director General, Union R. R. 
et al. 

May 5—Washington D. C.—Examiner Fleming: 

* 15676—Washington Publishers’ Association et al. vs. Algoma Cen- 
tral & Hudson Bay Ry. et al. 

May 5—St. Louis, Mo.—Examiner Fuller: 

* 12716—Utah Gilsonite Company vs. Santa Fe et al. 

May 5—Madison, Wis.—Examiner Pyne: 

* 15705—Tomahawk Kraft Paper Company vs. C. & N. W. Ry. et al. 
(to be heard jointly with the Wisconsin Railroad Commission). 

May 5—Cincinnati, Ohio—Examiner Seal: 

* 18681—Gentile Brothers Company vs. C. of Ga. Ry. et al. Portions 
of fourth section app. No. 1530, filed by Central of Georgia Ry. 
concerning rates on peaches from Eufaula, Ala., to Biston, Mass., 


etc. 

* 15627—Southern an Chemical Corporation vs. C. C. C. 
& St. L. Ry. et al. 

May 5—Dallas, Texas—Examiner Weaver: 

* 13703—L.. M. Cohen et al. vs. Santa Fe et al. 

May 5—St. Louis, Mo.—Examiner Fuller: 

* 11659—Marion & Eastern Railroad Company vs. C. & E. I. R. R 
et al. 


May 5—New York City, N. Y.—Examiner Konigsberg: 

* 98717 {and Sub, No. 1)—The Texas Company vs. C. B. & Q. R. R. 
et al. 

May 5—Memphis, Tenn.—Examiner Johnson: 

s Fourth Section Applications No. 12413 et al., filed by Agent F. A. 
Leland, concerning rates on iron or steel pipe and oil well supplies, 
ete., between points in Kansas and Oklahoma; also numerous other 
commodities in Southwestern territory. 

Fourth Section App. No. 12543, filed by F. A. Leland, concerning 
commodity rates involved in Docket 9702, Memphis-Southwestern 
Investigation, 77 I. C. C. 473, and present rates from and to points 
in other territories not involved in that proceeding. 


Fourth Section App. No. 12562 et al., filed by Missouri & North 
~ Arkansas Ry., concerning rates on wheat, corn, ete., from points 
on St. L.-8. F. Ry. and C & P. Ry. in Oklahoma to points 
on its line in Arkansas, etc., also other commodities in similar 


territory. 

Fourth Section App. No. 12549 et al, filed by F. A. Leland, con- 
cerning rates on live stock in southwestern territory. » 

Fourth tion App. No. 12550 et ‘al., filed by F. A. Leland, also 
by various ers, conce rates on lumber and forest prod- 
—— etc., between points in Western Trunk Line, southwestern, 
southern, western, etc., territory. (This assignment covers ny- 
merous applications filed by both agents and carriers.) 

May 6—New York City, N. Y.—Examiner Konigsberg: 

4 Rope Paper Sack Bureau vs. A. & V. Ry. et al. 

May 6—St. Louis, Mo.—Examiner Fuller: >. 

* ba berman, Mackey and Company vs. C, N. O. & T. P. Ry. 
e 6 . wit, Sa te : : 

May 5—New Orleans, La.—Examiner Smith: 

* 1. and §S, No. 2045—Cotton and cotton linters, Southwest via rail 
and water to eastern points. 

May 6—Waco, Texas—Examiner Weaver: J 

* SS aa Cameron & Company, Inc., vs, Abilene & Southern 

y. et al. ‘ : 

May 7—St. Louis, Mo.—Examiner Fuller: : ne 

* 15720—Peerless White Lime Company et al. vs. C. & E. 1. Ry. et al, 

May 7—Chicago, Ill.—Examiner Pyne: 

* |. and S. No. 2082—Glazed sash from Iowa, Illinois, and Wisconsin 
points to Trunk Line and New England territories. 

May 7—New York City, N. Y.—Examiner Konigsberg: 


* 15595 (and Sub. No. 1)—Chevrolet Motor Company. of. St. Louis e 
al. vs. B. & O. R. R. et al 


* 15609—Somerville Iron Works vs. C. R. R. of N. J. et al. ° 

May 7—Washington, D. C.—Division 4 of the Commission: 

* Finance No. 3541—Excess income. of Duluth,. Missabe & Northen 
Railway Company. . 

Moy, 7—Washington, D. C 


13—In the matter of ‘automatic train-control devices. (rehearing 
on the Commission’s order of Jan. 14, 1924.) 


May 8—Pittsburgh, Pa.—Examiner Witters: 


* 12420—Carnegie Steel Company vs. Director’ General, P. R. R. et al. 


May 8—Des Moines, Ia.—Examiner Disque: 
* 18225 0 


The Board of R. R. Commissioners of Iowa vs. C. R. R. of 
N. J. et al 


* 15228—The Board of R. R. Commissioners of Iowa vs. Alton & 
Southern R. R. et al. : { 

* 15266—Lehigh Portland Cement Company.et al. vs. Santa-Fe, et al. 

* 15299—Hani Shippers’ Association vs. Santa Fe et al. 

* bee ged Atlas Portland Cement Company vs. C. B. & Q. R. R. 
et al. 


May 8—Indianapolis, Ind.—Examiner Seal: oz 
* 11894—Indiana rates, fares and charges (further hearing on petition 
of Smith & Duckworth with regard to rates on coal; also to de- 
termine a question with regard to rate on sand and gravel be- 


tween Terre Haute and St. Mary’s of the Woods,:Ind., in effect 


from Aug. 1 to Dec. 31, 1921.) 

May 8—Beaumont, Tex.—Examiner Weaver: 

* 11898—Beaumont Chamber of Commerce vs. Director General 
Beaumont, Sour Lake & Western Ry. et al. (hearing solely on 
question of damages to Atlantic Rice Mills Co.). 

May 8—Indianapolis, Ind.—Examiner Seal: 

* 15341—O, F. Carpenter vs. Central Vermont Ry. et al. 


May 9—St. Louis, Mo.—Examiner Fuller: 

* 14686—American Tripoli Company vs. Ahnapee & Western Ry. et al. 

ag Ay York City, N. ¥.—Examiner Konigsberg: 

* 13472—United Paperboard Company, Inc., vs. G. & J. Ry. et al. 

* 15714—Blandy Paper Company vs. G. & J. Ry. et al. ; 

* 15731—American Wood Board Company vs. G. & J. Ry. et al. 

May 9—Mobile, Ala.—Examiner Smith: 

* 15691—Gulf Refining Company of Louisiana vs. Southern Ry. et al. 

May 9—Houston, Tex.—Examiner Weaver: 

* 14421—Galena Signal Oil Company vs. Director General, St. L.-8. 
F. Ry. et al. ; 

May 9—St. Louis, Mo.—Examiner Fuller: 

* 15103—St. Louis Traffic Bureau vs. Santa Fe et al. 

May 9—Chicago, Ill.—Examiner Pyne: 

* 1. and S. No. 2081—Hay and straw between Indiana, Illinois and 
Ohio and Mississippi River crossings. 

May 12—Steubenville, Ohio—Examiner Witters: 

* 1Be40— oo Paes Coal Company vs. Director General, N. Y. C. 

, & @ N 

May_ 12—Washington, D. C.—Examiner Fleming: 

* 4 ms—indian Creek Coal & Coke Company vs. Atlantic City R. R. 
et al, 

May 12—Burlington, Ia.—Examiner Seal: : 

* |, and S. No. 2072—Lumber, Missouri points to Burlington and West 
Burlington, Ia. 

May 12—New York City, N. Y.—Examiner Konigsberg: 

* 15651—Blandy Paper Company et al. vs. G. & J. Ry. et al. 

* 15661—Blandy Paper Company et al. vs. G. & J. Ry. et al. 

May 12—Kansas City, Mo.—Examiner Fuller: 

* |. and S. No. 2083—Petroleum and its products between Colorado, 
New Mexico and Utah. 

May 12—Pensacola, Fla.—Examiner Smith: 

* |. and §. No. 2079—Creosoting forest products:in transit at Pensa 
cola, Fla. 

May 12—Chicago, Ill.—Examiner Pyne: | 

* 1. and S. No. 2076—Paper scrap, between Chicago, Ill., and Joliet, Ill 

May 12—El Paso, Tex.—Examiner Weaver: 

* tBozr hada Packing Company et al. vs. Arizona Eastern R. R. 
> aa 

* 15028—Peyton Peking Company vs. Abilene & Southern Ry. et al. 

May 13—Kansas City, Mo.—Examiner Fuller: 

+4 ee Petroleum Company et al. vs. Ahnapee & Western Ry. 


et al. 
A 13—Chicago, Ill.—Examiner Pyne: 
* 15496—General Refractories Company:vs. E. J. & E. Ry. Co. 
May 14—Washington, D. C.—Examiner Sweet: 
* 14 In the matter of divisions of joint rates, fares and charges 


on traffic interchanged between the Missouri & North Arkansas 


Railroad Company and its connections. 


May 14—Cleveland, Ohio—Examiner Witters: f 
* bay a the Cleveland Worsted Mills Company vs. B. & O. R. B 
et al. 
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THE TRAFFIC WORLD 


A manufacturer—serving only one state— 


The Twist That- 
Seals The Pioneer 





saves $9,04800 a year by using Pioneer Boxes 


bee a year ago a meat packer—serving only 
one state—became interested in Pioneer Wire- 
bound Boxes. A trial order was placed for one car- 
load. For the past year all their products have been 
shipped in Pioneers—ranging up to 300 pounds 
capacity. 


Formerly this company bought shooks and assem- 
bled their own boxes. 


The total savings made in 1923 due to the use of 
Pioneer Boxes amounted to $9,048.00. 


The initial cost was somewhat lower on Pioneers. 
The box weight was reduced nearly one-half. The 
cost of assembling boxes was reduced eighty per cent. 


These three items saved $9,048.00. In addition, the 
Pioneers are loaded with 5% more merchandise. 
They withstand cold storage without weakening. 
Save cooler and freezer space. Are stronger than 
ordinary nailed boxes. : 


This is an instance of the great savings made by a 
manufacturer serving only one state. Those manu- 
facturers who serve a wide territory will find far 
greater savings. 


Our Engineers will be glad to design a Pioneer box 
or crate for your individual needs and. tell you ex- 
actly how much you can save. It will cost you. 
nothing to find out. A post card will have our im- 
mediate attention. 


Write for “General Box Service”—a booklet of 
information on better boxing and crating methods. 


GENERAL BOX COMPANY 
506 North Dearborn Street, Chicago, Illinois 


SIXTEEN FACTORIES GIVE YOU CLOSE AT HAND SERVICE 


Detroit, Mich. Illmo, Mo. New Orleans, La. 
East St. Louis, Ill. Kansas City, Mo. Pearl River, La. 
Hattiesburg, Miss. Louisville, Ky. Sheboygan, Wis. 


Houston, Tex. Nashville, Tenn. Winchendon, Mass. 
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* 15637—The Canton Bridge Company et al. vs. B. & O. R. R. et al. 


Portions of fourth section app. No. 1772, filed by Agent McCain, 
concerning rates on iron and steel articles from Butler, Butler 
Jct., and Natrona, Pa., etc. to Canton and Massillon, Ohio, etc. 

ep 14—Muscatine, Ia.—Examiner Seal: 
* 15673—U. S. Button Company vs. Ill. Cent. R. R. et al. 
ig 14—Jacksonville, Fla.—Examiner Smith: 
* 15614—Elberta Crate Company vs. A. C. L. R. R. et al. 
ge 14—Chicago, Ill.—Examiner Pyne: 
* 15630—W. B. Ahern Brokerage Company et al. A. C..L. R. R. et al. 
May 14—Argument at Washington, D. C.: 
11301—Union Bag & Paper Corporation vs. Director General. 
11783—-Traffic Bureau of the Douglas Chamber of Commerce and 
Mines et al. vs. Director General, Arizona Eastern et al. 
11846 (and Sub. No. 1)—Oklahoma Publishing Co, et al. vs. Director 
General, Ahnapee & Western Ry. et al. 
11864—Oklahoma Paper Company et al. vs. Director General, Ahnapee 
& Western Ry. et al. 
May 15—Kansas City, Mo.—Examiner Fuller: 
* 15360—Board of Trade of Kansas City, Mo. vs. A. & W. Ry. et al. 
May 15—New Haven, Conn.—Examiner Konigsberg: 5 
e.4 eae Foundry & Machine Company vs. A. B, & A. Ry. 
et al. 
May 15—-Chicago, Ill—Examiner Pyne: 
* 15575—Old Ben Coal Corporation vs. C. C.-C. & St. L. Ry. ‘et al. 
May 15—Argument at Washington, D. C.: 


1 Midland: Linseed Products Company vs. Director General, 
Erie R, R. et al. 


12942—Diamond Match Company vs. Director General. 
13318—Boston Wool Trade Association vs. Director General. 
ag! 16—Sioux City, Ia.—Examiner Seal: 
* 15728—Sioux City Live Stock Exchange vs. C. & N. W. Ry. et al. 
May 16—Grand Rapids, Mich.—Examiner Witters: 
* 1, ong. ©. No. 2053—Cancellation combination rule on transcontinental 
traffic. : 
Moy 17—Chicago, IIl.—Examiner Payne: 
4 on Refining Company et al. vs. Ahnapee & Western Ry. 
et al. 
May 17—Sanford, Fla.—Examiner Smith: 
* 3 ee Commissioners, State of Florida vs. A. C. L. R. R. 
et al. 
May 17—Boston, Mass.—Examiner Konigsberg: 
* ory Dow & Company, Inc., et al. vs. Tenn. Cent. Ry. 
et al. 
May 17—Argument at Washington, D. C.: 
14371—Arkansas Fertilizer Company vs. Abilene & Southern Ry. et al. 
14930—W. M. Fain Grocery Company vs. L. & N. R. R. et al. 
May 19—Boston, Mass.—Examiner Konigsberg: _ 
* 1, and S. No. 2089—Rail and lake rates, New England to C, F. A. 
and W. T. L. points. , 
oy 19—Douglas, Ariz.—Examiner Weaver: 
* 12364—Southern Arizona Traffic Assn. et al, vs. Director General, 
Arizona Eastern R. R., et al. 
* 12391—Southern Arizona Traffic Assn. et al. vs. Director General, 
Arizona Eastern R. R., et al. 
* 13180—E. A. Tovrea & Company et al. vs. Director General. 


May 19—Chicago, Ill.—Examiner Pyne: § 
* 12950—The Atlas Portland Cement Company vs. Director General. 


May 19—Omaha, Nebr.—Examiner Seal: 
* 15668—Omaha Cold Storage Company et al. vs. C. & N. W. Ry et al. 


May 19—Grand Rapids, Mich.—Examiner Witters: 
* 15698—Kalamazoo Chamber of Commerce et al. vs. C. & O. Ry. et al. 


May 19—Argument at Washington, D. C.: 

13696—Pressed Steel Car Company vs. Director General, B. & O. 
R. R. et al. : 

14444—Wash-Co Alfalfa Milling Co. and L. W. Rice, trustee in bank- 
ruptcy vs. Director General. : 

14102 (and Sub. No. 1)—Crown. Overail Manufacturing Co. vs, Di- 
rector General, A. & V. Ry. et al. 

Finance No. 1311—Deficit Settlement with Cripple Creek & Colorado 
Springs R. R. 


May 20—Washington, D. C.—Examiner Fleming: ‘ 
* 15697—Greenville & Northern Railway Company vs. Southern Rail- 
way Company. 
May 20—Argument at Washington, D. C.: er 
14451 (and Sub. Nos. 1 to 4, incl.)}—The Procter & Gamble Distribut- 


ing Company et al. vs. St. L.-S. F. Ry. et al. 
14118 (and Sub No. 1)—Magnolia Provision Company vs. Santa Fe 
et al. 


14653—Texas Chamber of Commerce et al. vs. Alexandria & Western 
Ry. et al. 


May 21—Muskogee, Okla.—Examiner Seal: 
7 3—Kansas, Oklahoma & Gulf Ry. Co. et al. vs. Missouri Pacific 
R. R. et al. 


May 21, 22 and 23—Argument at Washington, D. C.: 
* 13494._Southern Class Rate Investigation. 


May 22—Washington, D. C.—Examiner Fleming: 
* 15701—Electric Short Line Railway Company, W. J. Hield and E. D. 
Luce, receivers, vs. A. T. & S. F. Ry. et al. 


NEW LINE AUTHORIZED 
The Trafic World Washington Bureau 


The Commission has issued a certificate authorizing the 
North & South Railway Company to construct a line of railroad 
from Miles City, Mont. to Illco, Wyo., and from Mills to Casper, 
Wyo., and to acquire and operate as a part of that railroad 
any line or lines of railroad now wholly or in part constructed 
over the proposed route. It also authorized the road, for a 
period of ten years to retain any excess earning that might 
result from operation. 

The new road would extend in a southerly direction from 
Miles City to Casper, Wyo., a distance of about 332 miles. 
The cost of construction, without: equipment, is estimated at 
$11,112,020. The company has an authorized capital stock 
of $12,000,000. The application told the Commission it ex- 
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pected to have the line completed by September of this yea; 

Fast construction, such as indicated by that expression yf 
hope will be possible because, between Salt Creek oil fielg 
adjoining the Teapot Dome naval reserve, and Illco, 41 miles. 
the road has been completed and is in operation. Corporations 
the property of which the North & South company proposes to 
acquire, have completed 38.41 per cent. of the grading jp 
Montana and 33.4 per cent between the Montana-Wyomine 
state line and Salt Creek. In all, about $3,000,000 has been 
spent on the property, owned by two companies operating 
within each of the states concerned. Timber, coal, wheat 
and hay, live stock and petroleum and its products are ey. 
pected to furnish tonnage for the line, which, at the end of 
the first year, it is estimated, will yield a net railway oper. 
ating income of $806,000 from which will have to be deducted 
about $380,000 for hire of equipment and joint facilities rents, 
A contract has been made between C. N. Haskell representing 
the new line and the St. Paul providing for joint rates pubii.- 
cation of tariffs, divisions, car supply and related matters. 

No definite plan for financing the project, the Commission 
said, had been adopted. Promoters, it said, had furnished the 
money ,for what work had been done. The idea, however, 
was that if the certificate were granted to ask for authority 
to issue bonds for two-thirds of the value of the property 
and stock for the other third. No stocks or bonds have been 
issued against the work already done. 

Protest against the grant of the certificate was .made by 
C. M. Taintor, owner of a 10,000 acre ranch in Rosebud 
county, Mont., who said the road would ruin his property for 
grazing of cattle purposes. The Commission said the record 
left no doubt that the objection of Mr. Taintor was based upon 
his desire to prevent the proposed line passing through his 
lands. Condemnation proceedings, however, have been egun. 

The Woyming Business Men’s Association of Casper, in- 
tervener in the case, the Commission said, admitted that a 
properly constructed and financed road would be of great 
value, but that no assurance had been given on those points. 
It also objected on the. ground that road construction would 
ruin the business of truckers engaged in carrying supplies 
to the Salt Creek oil field, their investment representing 
$3,000,000. 


“Production of soft coal continues to decline steadily,” the 
Geological Survey says in its current coal report, continuing in 
part as follows: 


The total output in the week ended March 29 is estimated at 
8,837,000 net ‘tons, a decrease of 424,000 tons, or nearly 5 per cent. 
Thus, in the present period of declining production, which has lasted 
for two months with but two interruptions, the weekly rate of output 
has fallen to the lowest level recorded since early in 1922, excepting 
only the strike period of that year and weeks in which production 
was interrupted by the celebration of holidays. 

Preliminary telegraphic reports of cars loaded on the first two 
days of the present week (ended April 5), show a sharp decrease 
on Monday which may have been partly due to stoppage of work in 
the southwestern interstate territory, where a strike was called for 
the following day, and to the practice at some mines of shutting 
down a half day on payday. The observance of the eight-hour day 
holiday in union districts was reflected in loadings on Tuesday, 
which dropped to 11,952 cars. This was less than 13 per cent of 
loadings on the preceding Tuesday. ’ 

Anthracite production recovered in the last week of March and 
again approached the 2-million ton mark. The total output, including 
mine fuel, local sales, and the product of dredges and washeries, is 
now estimated at 1,942,000 net tons. This increase of 138,000 tons was 
almost identical with the decrease of the preceding week. 

With one more working day to go, the total output during the 
coal year 1923-24 stood at approximately 93,060,000 tons, a figure 6 
per cent larger than that for the preceding coal year. It now seems 
likely that when all the returns are in the coal year just closed 
will stand second only to 1917-18, when more than 100 million tons 
were produced. 

The all-rail movement of coal into Eastern New York and New 
England remained practically unchanged in the last week of March. 
The carriers serving that territory reported that 3,065 cars of bitumi- 
nous coal.and 3,081 cars of anthracite were forwarded through the 
rail gateways of Harlem River, Maybrook, Albany, Rotterdam, Me- 
chanicville,. Troy, and Rouses Point. Bituminous shipments were 2 
per cent less and anthracite shipments were 9 per cent less than in 
the corresponding week a year ago. 

Tidewater business at Hampton Roads improved in the week 
ended March 29. The total quantity of soft coal handled was 351,- 
853 net tons, an increase of 52,787 tons, or 17 per cent over the week 
before. Dumpings for the foreign account and cargoes consigned to 
New England increased 18,516 tons and 11,250 tons, respectively. The 
largest single increase, however, was that of 23,461 tons in dumpings 
for the other coastwise trade. 





CONTROL OF H. @& B. V. a 
Acquisition by the New Orleans, Texas & Mexico Railway 
Company of control of the Houston & Brazos Valley Railway 
Company by purchase of stock and other:securities of and claims 


“against the latter company has been approved and authorized 


by the Commission. Commissioner Eastman dissented on the 
ground that what was proposed was a consolidation within the 
meaning of section 5 of the interstate commerce act which the 
Commission had no authority to authorize at the’ present time. 
The application was filed under paragraph 2 of section 5. 





A OOTTA 


s~ a 



















‘ission 
“d the 
vever, 
hority 
operty 
» deen 


de by 
sebud 
ty for 
record 
1 upon 
th his 
yegun, 
er, in- 
that a 
Zreat 
points. 
would 
1pplies 
enting 


y,” the 
ling in 


ited at 
r cent. 
; lasted 
output 
cepting 
duction 


“st two 
ecrease 
vork in 
lled for 
hutting 
yur day 
uesday, 
cent of 


‘ch and 
cluding 
ries, is 
ns was 


ing the 
gure 6) 
r seems 

closed 
on tons 


id New 
March. 
bitumi- 
igh the 
m, Me- 
were 20 
than in 


e week 
as 357,- 
1e week 
gned to 
ly. The 
impings 


3 
Railway 
Railway 

claims 
horized 
on the 
hin the 
ich the 
it time. 





"April 19, 1924 


DECISIONS OF THE COMMISSION 


THE 


TABLE OF CONTENTS 





ebITORIAL 


Eastern class rates—Repeal of Section 15- Blin, railroad”’ 
shippers—Political rate-making .......ccccesccccvcerceevcess 999 


GURRENT TOPICS IN WASHINGTON 


The ignorance of Congress—Crooked for the government— 
Forcing history to repeat—Recovery of excess earnings— 
Scrubbing helium and making it work again................. 1003 


Prairie Pipe Line Co, vs. St. L.-S. F. et al.; case 11084; also 
~~ of fourth pan aps. 630 and 799; iron pipe (88 


Tye IE "5 SESE RIRSES ses Ra ERR ite NR ace ae elena 1005 
Frye and Co. vs. G. N. et al.; case 12158; also Sub. No. 1, 
Swift and Co. vs. Same; fesh meats and packing house 
products (MiIMOOBTAaMNET) ......cccccccccccccsccecccctoveces 1005 
Missouri Portland Cement Co. vs. Director General; case 
11820; ,_ Switching of sand (mimoegraphed) eC ANE OL OLE ORIEL 1005 
St. F. vs. N. A. et al.; case 11636; divisions ‘of coal 
rates (88 eR OS Ra ae a ee 1005 
Chicago Live Stock Exchange vs. a General et al., 
case 13965; live stock (88 I. C. C., 202-204).............0005 1005 
Tuscaloosa Cottonseed Oil Co, vs. A. G. S. yA al.; case 13534; 
DOM Te Be Ws BOO TOE occ icccecccoccecesuebcvedsoeess 1007 


Wichita Motors Co. vs. A. an 
pelling freight vehicles (88 L. c S. Es oven Saee deatners 1007 
oF la.-S. W. vs. St. L.-S. F. et al.; case 13875; divisions (88 
PN 7G RR ean a See ae 1007 
phocaiie "Ariz., Chamber of Commerce Traffic Bureau ¢ al, 
vs. Ariz. Eastern et al.; case 13437; coarse grain (88 I. C. C., 
SIE Yb ian oe Ab eas girth GONG POMS 0.6 tie 4:0-0:6:0 5 40.8 v00e 6650 be dino 1007 
Mid-Continent Equipment and Machinery Co. vs. Manufac- 
eo ty Co. et al.; case 14593; rails and fastenings (88 
Ce OME vic caddie caeesdesbscentaceeenedesaetMCeeere 1007 
‘cumee ‘Traffic Bureau, for Enochs Lumber and Mfg. Co., 
Inc., vs. St. L.-S. F. et al.; case a: window glass (88 
JG ae EE” noob S:sib- 60 oe 69% eaedd ae ks keene eudote can 1008 


t al.; case 13026; self pro- 


Seaboard By-Product Coke Co. vs. Director General; case 
14013; sul = ¥: acid (88 I, C. C., 261- 263) cae stive Sane ou ace 1008 
Barber Asphalt Co. vs. L, and N.’ et al.; ; case 14277; also sub. 
No. 1, eee tee Pro a Corp. vs. L. and N. et al.; 
switching (88 I, Cg APOE. 6 Bagi aas Ne + 6b odecitind vhcna 1008 
Iroquois ve and Ba er Co. vs. G. and J. et al.; ; case 13904; 
DUN): Geek. As A, So kc Dal SAS tnd wan kn Raid ok ocbak coer ns 1008 
—— a Brick Co. vs. Director General; case 14228; brick 
ce ee Re ea eee Fe: 1008 
Greene-Cananea Copper Co. vs. C. R. I. and P, et al.; case 
13384; various commodities (88 I. C. C., 225 226)......... 1008 
Amalgamated Sugar Co. vs. O. S. L.; case 14562; sugar beets 
Ce a RRS AOS 2 a Ts. Seen 1008 
Jackson Paper Co. vs, B. S. L. and W. et al.; case 14635; 
parts of fourth section aps. rh and 636; wrapping paper 
Co Se ae aR ee ere eee ere et 1008 
Grain and products, routing on, from Okiahoma stations to 
Mobile; I, and S, 1994 (miméographed) PR SG Sn Ay Rs 1008 
Marine Products Co. vs. S. P. et al.; case 14036; charred filter- 
ing bone (88 I. C. C., 227- -228) wth eesctnaihote-<-6 ee aicees ye aia 1008 
Litman, Sam, and Ben Saeebol) vs, Director General; case 13705; 
apples (88 I. C. C., = ne aneibwRterdan von h-o apbicenbara ashe 1008 
Montana commission et -al. ro M, and St. P. et al.; case 
14602; apples (88 I. C. C., 133- NS bo 0G Wichinaisiatete ME ews e'4:0 ote 1008 
International Paper Co. vs. Director General et al.; case 
14082; wood pulp (88 I. C. C., 211-212)..........c ee neccnees 1008 
Amalgamated Sugar Co. vs. O. L. et al.; case 14568; lime- 
TOGK Se Bae- tea” eres: SUE hind cnt 58 calle 0 0 0.ceKenoe-osite + 28S 1008 
Wyoming Sugar Co. vs. Director General: case 14426; refuse 
syrup or beet sugar —_ mollasses (88 Lac. 213-216).. 1009 
Interstate Milling Co. vs. B. and O. et al.; case 14542; wheat 
C58 Tes Ge BOE ic ccs ccacencen att Wie baie <.03 heme ei eETORs waas 1009 
Pulp Wood Co. ot vs. C. and N. W. et al.; case 13730; 
pulp wood (88 I. C. C., 196- oe ied eeVcin.d 660 Mulan etwas ventinel 1009 
Cohen, M., et - vs. A and S. F. et al.; case 13703; 
cereal beverages (88 L C. +“ eI os w cinndd nin chit cink ban 1009 
Darling and Co. vs. ee General; case 14205; animal tank- 
NS i ER ee re errr 1009 
Gulfport Fertilizer . an — and N.; case 14854; phosphate 
rock 38 FE. C..C... 129-180) ois So tek ho Fe dee ot op obs vorties cee 1009 
Arizona Egyptian Cotton Co. pie Dir eater Bence: case 14375; 
cottonseed meal and cake (8 ‘3 > C ng Be RE a lee ot 1009 
Friend, Charles, and Co. vs. B. d Q. et al.; case 14839; 
dried hides and sheep pelts Cag I, ws) C., 388.2 eerie 1009 
Ridenour-Baker Mercantile Co, et al. ye. 7. T. and S. F. et al.; 
case 13758; pickles (88 I. C. C., 273-276) ........ecseeeeveees 1009 
Armacost, alter, and Co. vs. M. cant . Trans. Co. et al.; 
case 13977, magnolia leaves (88 L © :Cu, 196° 187). 6. & 1009 
Lakewood Engineering Co. vs. B. and O. et al.; case 13378; 
railway tra: (agimeo oe S edbalatadle.<dabaieR>.© cate hie comm 1009 
Universal Paper Oo. vs. Maine Central et al.; case 
14103; wrapping Be Sor CIMMOORTRBIOE) 055.0650 ste cceccvcene 1009 
Piowaty, M., and Sons, Inc., vs. Idaho Central et al.; case 
13718; peaches (mimeographed D ccd ce Vall besos 0-ecie alee s 6 entem 1010 
TENTATIVE REPORTS OF THE COMMISSION................ 1011 
BARING Ob GIT OI 1GeA. oon cccesccvcccccndetcbes obaeekenest- 1013 
HOCH RESOLUTION HEARINGS. .........ceccccccceecccenseees 1017 
ets F LORE Se See LOI EREE TO. 6 ccc cvnsceccedcebpsces es porns vee 1019 
IAAI, GUUUEOCNOET FRAT le ovo coins ccc c eudduwiovekset o0eseed seeeee 1022 
THE OPEN FORUM 
Bertie ie a cats 3 5 Sar Fs 8 OMEGA ACE a Uy celle Sh a cb) 4 baiiclaee © 1022 
CANADIAN TRANSPORTATION NEWS..........-.00-seeeeeeeee 1025 
LOSS AND DAMAGE DECISIONS 
Cases decided by state and federal courts............s.eeeeeee 1029 
SHIPPING DECISIONS 
Cases decided by state and federal courts............s.eeeeeee 1029 
MISCELLANEOUS TRAFFIC DECISIONS 
Cases decided by state and federal courts..............+se00- 1030 
QUESTIONS AND ANSWERS 
Legal and practical questions answered by experts........... 1036 
PERSONAL NEWS AND NOTESG..........ccccccceececceeeeeeers 1042 
NEW COMPLAINTS 
Digests of petitions filed with the Commission............... 1050 


DOCKET OF THE COMMISSION 
Dates and places of hearings and arguments...............0+. 


TRAFFIC WORLD 


993 





Weta te 


WAREHOUSES 


SERVING A LARGE ZONE IN ILLINOIS AT LESS COST 
ON L. C.L. SHIPMENTS THAN CHICAGO, ST. LOUIS 


POOL CAR DISTRIBUTION SOLICITED 





@ ROCKFORD 


Orie Xerel@ 


Avreor® 


JOLIET @ 


ITREATOR 


®Charleston 
Mattoon 


White lines on 
map indicate 
routes of steam 
and electric 
trains out of 
Decatur. 


White squares 
on these lines 
indicate the 
daily through 


cars. 





M AP SHOWS THE DAILY MERCHANDISE 
CARS OUT OF DECATUR, ILLINOIS 





OVER ONE HALF OF ILLINOIS WITH- 


1 5 STEAM AND TRACT ION LINES SERVING 
OUT TRANSFER EN ROUTE 





ECONOMICAL AND EFFICIENT 


STORAGE AND DISTRIBUTION 
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Rand McNally & Co. 


WINDWARD ISLANDS SERVICE 


Mobile to Kingston, Jamaica; Port au Prince, Haiti; San Domingo City: 
San Juan, Porto Rico; Guadeloupe; Martinique, Barbados and 
Trinidad. Also North Coast of South America and Curacao as sufficient 
cargo offers. 


EUROPEAN SERVICE 


United States Shipping Board A-1 Steamers 


Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, Ghent, Havre, 
Bordeaux and other French Atlantic ports. 


ST. LOUIS OFFICE: 1217 Pierce Building 
IRVING H. HELLER, Manager 


KANSAS CITY OFFICE: 624 New York Life Building 
A. J. FORD, Manager 


NEW YORK REPRESENTATIVES: W. E. HEDGER-JENKS CO., Inc. 
25 Beaver Street 
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| THE CHICAGO & ALTON R.R. 
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SERVES 





The Industrial Heart of the 
Mississippi Valley and Central West 
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Express service at freight rates with close connection and through 
package car service with principal connecting lines. We serve 
the three largest cities of the Central West. 


Submit your location and industrial problems and we will furnish 
concrete data and suggestions. 
FREIGHT TRAFFIC SERVICE AGENCIES : 





Birmingham, Ala.—2028 Jefferson County Bank Building. Los Angeles, Cal.—525 Central Bldg. 
Bloomington, Ill.—Union Passenger Station. Milwaukee, Wis.—1218 Majestic Building. 
Chicago, Ill_—773 Cont. & Coml. Natl. Bank Bldg. Mexico, Mo. 

Cincinnati, Ohio—904 Neave Building. Minneapolis, Minn.—632 Metropolitan Life Building. 
Cleveland, Ohio—608 Park Building. New Orleans, La.—1130 Hibernia Bank Building. 
Dallas, Tex.—1123 Kirby Building. New York, N. Y.—Room 1408, 299 Broadway. 
Denver, Colo.—709 Ideal Building. Peoria, Ill.—1002 Lehman Building. 

Detroit, Mich.—1234 Dime Bank Building. Pittsburgh, Pa.—304 Park Building. 
Indianapolis, Ind.—403 Roosevelt Bldg. San Francisco, Calif.—982 Monadnock Building. 
Kansas City, Mo.—717 Walnut Street. St. Louis, Mo.—325 Boatmen’s Bank Building. 
Little Rock, Ark.—222 Gazette Building. Springfield, Il. 


J. A. BEHRLE, Freight Traffic Manager, CHICAGO, ILL. 
S. A. WILLIAMS, General Freight Agent 
C. M. FESCHEMACHER, Ass’t Gen’! Freight Agent 
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ROUTE YOUR FREIGHT 


FOR 


al 

REGULAR DEPENDABLE SERVICE 
ViA THE | : 

SOO LINE 

i 

. 

/ 

: 

| 


BETWEEN 








ALL POINTS 1 tue EAST ann SOUTH 


AND 


NORTHWEST, WESTERN CANADA 
NORTH PACIFIC COAST 


To avold delay, tpmment | for Canadian destinations must be accompanied by SHIPPERS’ EXPORT DECLARATION MADE bye eS ot a 
(This document must be delivered railroad agent at initial point with the shipment and accompany same to Canadia 


Boston, 40 Central St. AGENCIES Pittsburgh, Pa., 340 eam A Ave. 
Baffale, N. Y., 409-410 Iroquois x Les Angeles, Cal., 605 ee os. ager voor de ag Rg oe fo 
Chicago, Ill., 707 Mer. Loan & Trust Bldg. Memphis, a a Bl St. Louis, Me., 2060 Railway 

940 Bldg. Milwaukee, Wis., 68 Wisconsin a St. St. Paul, Minz., 1112" Monch Memhanis Natieasl 
Chippewa Falls, Wis. 18 Majestic Bldg. 
Bacenat, Sic S60  Svection Bite. Minneapolis, Minn., Soo Line Bidg., 5th St. Sen Beancinn, Gk 0 Leste 
Cleveland, O., 1040 Prospect Ave. and Marquette Ave. Sault Ste. 
Detroit, Mich., ttt Free Press Bldg. Neenah, Wis. Seattle, Wash., 608 
Duluth, Minn., 820 West Superior St. i New bg Noe Y., Woolworth Bldg. Spokane, Wash. 1006 Old Nat'l Bank Bldg 
Grand Mich., 414 ee Bidg. Omaha, N. 1025 W. O. W. Bidg. Superior, W 

622 Merch. Bank Bn Philedstphin” Pa., — Bidg., Locust St. at Wa 


polis, 
Kansas City, Mo., 738 Railway Ex. Bldg. Winnipeg, Man., 608-604 Lombard Bldg. 
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The San Antonio and Aransas Pass Railway Co 


J. 8. Peter, 7, WHT Yi; 
Vice-Pres. & Gen. Mgr., Y ld Vy, 
San Antonio, Tex. Y, 
J. C. Mangham, Y, 
Gen. Frt. A 
San Antonio, Tex. 


J. B. Brooks, 
A. G. F. 
San Antonio, Tex. 


H. C. Franks, 
Gen. Agt. Frt. Dept., 
San Antonio, Tex. 


W. A. Springall, 
Com. Agt., 
San Antonio, Tex. 
A. R. Canfield, 
Com. A 
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SPEEDY, 
ACCURATE, 


AND 
ACCOMMODATING 
PERFORMANCE 


Making close connection wih the Freight Service on all principal lines with which we connect; 


our service is unexcelled with through fast freight trains for carload and 
time between terminals shown below, also to Mexico via Laredo. 
Toe A Ae TTR RECS 





Below is approximate service in days from following cities and River crossings: 















0 
FROM Waco Houston | Sam Antonio | Corpus Christi Alice |Laredo via Alice 
City} ........ 4 days 3% days 3% days 3% days 4 days 
Sele ce Ene ae H ye aig < a4 cia § 2 
—— et aes 7 . 34 a S54 oe 


















Proportionate service to above is rendered to all intermediate points. 


package freight making the 


List of Direct Connecting Rail Lines: 
Aransas Harbor Terminal Railway 
Fredericksburg & Northern Ry. 

Gulf Coast Lines 
Gulf Colorado & Santa Fe Ry. 
International & Great Northern Ry. 
Missouri, Kansas & Texas Ry. 
Southern Pacific Lines 
San Antonio, Uvalde & Gulf R. R. 

San Antonio Southern = 

St. Louis Southwestern Ry.(Cotton Belt) 
ward Land Ry. 

Trinity & Brazos Valley Ry. 

Texas Mexican Ry. 
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PACIFIC LINES [If 


OFF LINE AGENGIES 


Where to reach them 













——THOMAS JONATHAN JACKSON! 
Know him? Probably not 





——but, of course, you do know that at first “Bull Run,” July 21, 1861, 
a brother Confederate officer (General Bee) rallied his wavering troops 
as he cried out: “There’s Jackson, standing like a stone wall!” 


The name “Stonewall” Jackson ever afterward clung to the daring 
cavalry officer, whose command became famous both for mobility and 
stability. By that name he is still affectionately remembered by both 
North and South. 


A stone wall is a solid kind of a wall, and “Stonewall” Jackson 
was a solid kind of a general. Solidity, stability, steadfastness, are 
primary elements in the efficiency and success of any undertaking. 
Sound policies, clearly defined and unwaveringly pursued, attract friends 
and hold them. When looking for that kind of a railroad try the—— 


SOUTHERN PACIFIC 
It has the Thomas Jonathan Jackson habit 





See teeeerwie FAGiriC LINES 


